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INTERCOASTAL REGULATION 


We have advocated regulation of intercoastal steam- 
ship rates and practices by the same body that regulates 
the railroads, with which the intercoastal vessels are in 
competition. The intercoastal lines have opposed it. 
There has arisen a situation on the Pacific coast, how- 
ever, that, though it may not be enough to convince the 
steamship companies that they ought to be regulated, 
must, nevertheless, cause them to see that there might 
be at least some benefit to them from regulation. 

The situation is with respect to split deliveries of 
carload lots at different Pacific ports without extra 
charge. The rule of the Intercoastal Conference—a con- 
ference organized and maintained by the steamship com- 
panies themselves—was against such deliveries. The 
Isthmian and Argonaut lines, owned by the United States 
Steel Corporation and maintained chiefly for the carriage 
of the corporation’s own business, though performing 
also a common carrier service for others, have broken 
away from the agreement and the conference lines have 
had to follow suit, for their own protection. So indignant 
are the conference lines that President Lapham, of the 
American-Hawaiian Steamship Company, has given out 
a statement, published elsewhere, taking the “steel trust 
lines” to task. 

We are not here criticizing the “steel trust lines” 
for their action. However much out of accord with wise 
policy it may be and however it may upset the steamship 
business, it is not our affair. It is nobody’s affair. They 
have a perfect right to do as they choose, and, if they 
do not choose to act in concert with their associates and 
competitors, they cannot be punished for it. Our point 
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is that these things ought to be somebody’s business. 
If the intercoastal steamships were under the jurisdiction 
of a regulatory body, none of them would have to com- 
plain in the newspapers about the action of a competitor. 
They would have a place to take their troubles. The in- 
tercoastal companies have tried hard to regulate their 
own business through this conference arrangement. It 
has had a measure of success, but, in a crisis, it fails, as 
such things usually fail without the power of law behind 
them. 

In advocating regulation of intercoastal vessels, we 
have had chiefly in mind their competition with the rail 
carriers, which are subject to regulation. It has seemed 
to us fair that if one of two competitors is subjected to 
regulation, the other ought also to be. It seems to us, 
however, that the steamship companies might well ad- 
vocate regulation of themselves in order to stabilize their 
own business. Of course, they think the regulation of 
the railroads is too severe and complex—and so do most 
of us. They might, however, instead of fighting regula- 
tion, agree that some degree of it is wise and necessary, 
and then do what they can to have the whole regulatory 
system made more reasonable and simple. But it is cer- 
tain that, without government regulation, there can be 
no such thing as stability. 


COOLIDGE ON TRANSPORTATION 


In his message to Congress this week, President 
Coolidge, though moderate, as always, in tone, makes 
some decided points with respect to transportation. 

In the first place, he notes a marked improvement in 
the general condition of agriculture, with the purchasing 
power of the farmer approaching normal. Though this 
can hardly be said to be a reference to transportation, 
what he says has a special bearing on the transportation 
situation created by the Hoch-Smith resolution, adopted 
by Congress nearly three years ago, under which the 
Commission is working to make rates on agricultural 
commodities as low as possible because of the declared 
“depression” in the industry. If the President, in his 
address on the state of the nation, finds agricultural con- 
ditions so much better than they were when the resolu- 
tion was adopted, might not the Commission be excused 
by Congress if it made some such representations as rea- 
son for not strictly obeying the mandate? 

With respect to the problem of the merchant marine, 
President Coolidge speaks emphatically. “Public opera- 
tion,” he says, “is not a success. No investigation, of 
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which I have caused several to be made, has failed to 
report that it could not succeed, or to recommend speedy 
transfer to private ownership. It should be our policy 
to keep our present vessels in repair and dispose of them 
as rapidly as possible, rather than undertake any new 
construction. Their operation is a burden on the na- 
tional treasury, for which we are not receiving sufficient 
benefits.” 

One sentence in that part of the message affords 
ground. for speculation. He says the Shipping Board is 
constantly under pressure, to which it too often yields, 
to protect private interests, rather than serve the public 
welfare. We have no intimation as to what specific acts 
of the board the President is referring to, but, as his state- 
ment stands, it is rather a severe indictment of the board. 
His entire language with respect to the merchant marine 
might be construed as indicating that he is disgusted 
with the whole government shipping venture and would 
like to see an end to it as soon as possible. In any event, 
it is in marked contrast to statements that come from 
time to time from Shipping Board members and sources 
as to the benefits of government ownership of the mer- 
chant marine. 


What he says with respect to inland navigation 
might not seem so forceful, taken by itself; but, consid- 
ering the fact that the President knows of the lengths to 
which advocacy by Herbert Hoover and others of de- 
veloping inland waterway transportation has gone, and 
the sympathy that has been displayed in high quarters 
for a huge additional expenditure on the Mississippi 
Barge Line and extension of the service to tributary 
rivers, his language is little less than a rebuke, not only 
to selfish shippers who seek benefit for themselves at 
whatever cost to the taxpayers, but also to alleged 
statesmen whose support of the policies referred to is 
due either to unreasoning advocacy of a pet hobby or 
demagogic appeal for popularity among the voters. 


“Tt has never been contemplated,” he says, “that, if 
inland rivers were opened to navigation, it would then 
be necessary for the federal government to provide the 
navigation. Such a request is very nearly the equiva- 
lent of a declaration that their navigation is not profit- 
able, that the commodities which they are to carry can 
be taken at a cheaper rate by some other method, in 
which case the hundreds of millions of dollars proposed 
to be expended for opening rivers to navigation would be 
not only wasted, but would entail further constant ex- 
penditures to carry the commodities of private persons 
for less than cost. The policy is well established that 
the government should open public highways on land 
and on water, but for use of the public in their private 
capacity. It has put on some demonstration barge lines, 
but always with the expectation that, if they prove 
profitable, they would pass into private hands, and, if 
they do not prove profitable, they will be withdrawn. 
The problems of transportation over inland waterways 
Should be taken up by private enterprise so that the 
public will have the advantage of competition in serv- 
ice,” 


Herbert Hoover, Congressman Newton, midwest 
shippers et al., please take notice. This language is im- 
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pressive, not merely because it is used by the President 
of the United States in a message to Congress, but be- 
cause it is good sense and sound economics. 


We do not agree with the President’s suggestion as 
to more “demonstration” lines being established. The 
“demonstration” on the Mississippi and Warrior Rivers 
should, we think, be all the demonstration that is neces- 
The President has indicated, however, that he 
does not favor expansion of the services to the point that 
is being demanded by advocates of waterway transpor- 
tation. He desires that the government demonstrate 
and then get out of the business. We are not optimistic, 
however, as to the President’s position having the effect 
of preventing additional appropriations from the federal 
treasury for expansion of the government’s shipping 
services on the inland waterways. Few are speaking out 
today against the expansion proposals. Many who are 
opposed to them are silent. The advocates of expan- 
sion are at work to get what they are after. They 
probably will get at least a part of what they are asking 
for—perhaps not $50,000,000, but something less. The 
principle involved, however, is the same, whether 
$50,000,000 or $10,000,000 is made available by Congress 


for expansion of the inland waterway services. 


sary. 


The President is not entirely satisfactory when he 
discusses railroad consolidation, his message in this re- 
spect being more distinguished by what it does not say 
than what it says. He merely says that consolidation 
must be brought about in order to increase the effi- 
ciency of transportation, but he does not say how, except 
that it must be under the control of the Commission. 
When he speaks of delay holding back the progress of the 
country, one might not know whether he refers to delay 
by the Commission in laying down a paper plan under 
the present law, or to delay in framing a new and more 
satisfactory law—and, if the latter, what kind of law he 
would like to see enacted. In previous messages, how- 
ever, President Coolidge has indicated approval of vol- 
untary consolidations. At one time he leaned to the 
Cummins idea of having a period for voluntary action 
followed by some degree of compulsion, but we think 
he may be said now, judging from all his utterances, to 
favor voluntary consolidations. In his 1926 message 
he referred favorably to the consolidation bill then pend- 
ing. The general opinion is that he favors such a meas- 
ure as the Parker-Fess bill. He has not, of course, ever 
been very specific, always discussing the matter in gen- 
eral terms. 


The President goes a bit far when he says that delay 
with respect to consolidation legislation is holding back the 
progress of the country; that a large amount of new con- 
struction and equipment, that would furnish employment 
for labor and markets for commodities of both factory and 
farm, wait on the decision of this important question ; that, 
pending consolidations, no adequate or permanent reorgani- 
zation can be made of the freight-rate structure; and that, 
meantime, both agriculture and industry are compelled 
to wait for needed relief. Consolidations of the right 
kind, in a measure, no doubt, would facilitate adjustment 
of some of the troubles of railroad transportation, but 
we cannot see that all the things the President mentions 
would result therefrom. 
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THE PRESIDENT’S MESSAGE 


President Coolidge, in his message transmitted to the two 
houses of Congress, December 6, dealt more or less at length 
with various phases of transportation, as follows: 


Merchant Marine : s 

The United States Government fleet is transporting a large 
amount of freight and reducing its drain on the Treasury. The Ship- 
ping Board is constant under pressure, to which it too often yields, 
to protect private interests, rather than serve the public welfare. 
More attention should be given to merchant ships as an auxiliary of 
the Navy. The possibility of including their masters and crews in 
the Naval Reserve, with some reasonable compensation, should _be 
thoroughly explored as a method of encouraging private operation 
of shipping. Public operation is not a success. No investigation, of 
which I have caused several to be made, has failed to report that 
it could not succeed or to recommend speedy transfer to private 
ownership. Our exporters and importers are both indifferent about 
using American ships. It should be our policy to keep our present 
vessels in repair and dispose of them as rapidly as possible, rather 
than undertake any new construction. Their operation is a burden 
on the National Treasury, for which we are not receiving sufficient 
benefits. 

Commercial Aviation 

A rapid growth is taking place in aeronautics. The Department 
of Commerce has charge of the inspection and licensing system and 
the construction of national airways. Almost 8,000 miles are already 
completed and about 4,000 miles more contemplated. Nearly 4,400 
miles are now equipped and over 3,000 miles more will have lighting 
and emergency landing fields by next July. Air mail contracts are 
expected to cover 24 of these lines. Daily airway flying is nearly 
15,000 miles and is expected to reach 25,000 miles early next year. 

Flights for other purposes exceed 22,000 miles each day. Over 
900 airports, complete and uncompleted, have been laid out. The 
demand for aircraft has greatly increased. The policy already adopted 
by the Congress is producing the sound development of this coming 
industry. : 

Western Hemisphere Air Mail 


Private enterprise ds showing much interest in opening up avia- 
tion service to Mexico and Central and South America. We are 
particularly solicitous to have the United States take a leading part 
in this development. It is understood that the governments of our 
sister countries would be willing to co-operate. Their physical fea- 
tures, the undeveloped state of their transportation, make an air 
service especially adaptable to their usage. The Post Office Depart- 
ment should be granted power to make liberal long-term contracts 
for carrying our mail, and authority should be given to the Army 
and the Navy to detail aviators and planes to co-operate with private 
enterprise in establishing such mail service with the consent of the 
countries concerned. A committee of the Cabinet will later present 
a report on this subject. 


Good Roads 


The importance and benefit of good roads is more and more 
coming to be appreciated. The National Government has been mak- 
ing liberal contributions to encourage their construction. The results 
and benefits have been very gratifying. National participation, how- 
ever, should be confined to trunk-line systems. The national tax 
on automobiles is now nearly sufficient to meet this outlay. This 
tax is very small, and on low-priced cars is not more than $2 or $3 
each year. 


While the advantage of having good roads is very large, the 
desire for improved highways is_not limited to our own country. 
It should and does include all the Western Hemisphere. The principal 
points in Canada are already accessible. We ought to lend our en- 
couragement in any way we can for more good roads to all the 
egy points in this hemisphere south of the Rio Grande. It 

as been our practice to supply these countries with military and 

naval advisers, when they have requested it, to assist them in na- 
tional defense. The arts of peace are even more important to them 
and to us. Authority should be given by law to provide them at 
their request with engineering advisers for the construction of roads 
and bridges. In some of these countries already wonderful progress 
is being made in road building, but the engineering features are 
often very exacting and the financing difficult. Private interests 
should look with favor on all reasonable loans sought by these 
countries to open such main lines of travel. 

This general subject has been promoted by the Pan American 
Congress of Highways, which will convene again at Rio de Janeiro 
in July, 1928. It is desirable that the Congress should provide for 
the appointment of delegates to represent the Government of the 
United States, 

Cuban Parcel Post 


We have a temporary parcel post convention with Cuba. The 
advantage of it is all on our side. During 1926 we shipped twelve 
times as many parcels, weighing twenty-four times as much, as we 
received. This convention was made on the understanding that we 
would repeal an old law prohibiting the importation of cigars and 
cigarettes in quantities less than 3,000 enacted in 1866 to discourage 
smuggling, for which it has long been unnecessary. This law un- 
justly discriminates against an important industry of Cuba. Its 
repeal has been recommended by the Treasury and Post Office De- 
partments. Unless this is done our merchants and railroads will 
find themselves deprived of this large parcel post business after 
the 1st of next March, the date of the expiration of the convention, 
which has been extended upon the specific understanding that it 
would expire at that time unless this legislation was enacted. We 
purchase large quantities of tobacco made in Cuba. It is not prob- 
able that our purchases would be any larger if this law was repealed, 
while it would be an advantage to many other industries in the 
United States. 

Panama Canal 


The number of commercial ships passing through the Panama 
Canal has increased from 3,967 in 1923 to 5,475 in 1927. The total 
amount of tolls turned into the Treasury is over $166,000,000, while 
all the operations of the canal have yielded a surplus of about $80,- 
000,000. In order to provide additional storage of water and give 
some control over the floods of the Chagres River, it is proposed to 
erect a dam to cost about $12,000,000 at Alhajuela. It will take some 
five years to complete this work. 


Agriculture 


The past year has seen a marked improvement in the general con- 
dition of agriculture. Production is better balanced and without 
acute shortage or heavy surplus. Costs have been reduced and the 
average output of the worker increased. The level of farm prices 
has arisen, while others have fallen, so that the purchasing power 
of the farmer is approaching a normal figure. The individual farmer 
is entitled to great credit for the progress made since 1921. He 
has adjusted his production and through co-operative organizations 
and other methods improved his marketing. He is using authenticated 
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facts and employing sound methods which other industries are obliged 
to use to secure stability and prosperity. The old-fashioned hap. 
hazard system is being abandoned, economics are being applied to 
ascertain the best adapted unit of land, diversification is being pro- 
moted, and scientific methods are being used in production, and 
business principles in marketing. : 

Agriculture has not fully recovered from postwar depression, 
The fact is that economic progress never marches forward in a 
straight line. It goes in waves. One part goes ahead, while another 
halts and another recedes. Everybody wishes agriculture to prosper, 
Any sound and workable proposal to help the farmer will have the 
earnest support of the Government. Their interests are not all 
identical. Legislation should assist as many producers in as many 
regions as possible. It should be the aim to assist the farmer to 
work out his own salvation socially and economically. No plan will 
be of any permanent value to him which does not leave him standing 
on his own foundation.*** 


Flood Control 


***A definite Federal program relating to our waterways was 
proposed when the last Congress authorized a comprehensive survey 
of all the important streams of the country in order to provide for 
their improvement, including flood control, navigation, power, and 
irrigation. Other legislation should wait pending a report on this 
survey. The recognized needs of the Mississippi should not be made 
a vehicle for carrying other projects. All proposals for development 
should stand on their own merits. Any other method would result 
in ill-advised conclusions. great waste of money, and instead of pro- 
moting would delay the orderly and certain utilization of our water 
resources. *** [ 

Inland Navigation 


The Congress in its last session authorized the general improve- 
ments necessary to provide the Mississippi waterway system_ with 
better transportation. Stabilization of the levels of the Great Lakes 
and their opening to the sea by the effective shipway remain to be 
considered. Since the last session the Board of Engineers of the War 
Department has made a report on the proposal for a canal through 
the State of New York, and the Joint Board of Engineers, repre- 
senting Canada and the United States, has finished a report on the 
St. Lawrence River. Both of these boards conclude that the St. Law- 
rence project is cheaper, affords a more expeditious method of placing 
western products in European markets, and will cost less to operate. 
The State Department has requested the Canadian Government to 
negotiate treaties necessary to provide for this improvement. It 
will also be necessary to secure an agrement with Canada to put 
in works necessary to prevent fluctuation in the levels of the Great 
Lakes. 

Legislation is desirable for the construction of a dam at Boulder 
Canyon on the Colorado River, primarily as a method of flood control 
and irrigation. A secondary result would be a considerable power 
development and a source of domestic water supply for southern 
California. Flood control is clearly a national problem, and water 
supply is a Government problem, but every other possibility should 
be exhausted before the Federal Government becomes. engaged in 
the power business. The States which are interested ought to reach 
mutual agreement. This project is in reality their work. If they 
wish the Federal Government to undertake it, they should not hesi- 
tate to make the necessary concessions to each other. This subject 
is fully discussed in the annual report of the Secretary of the Interior. 
The Columbia River Basin project is being studied and will be one 
to be considered at some future time. 

The Inland Waterways Corporation is proving successful and 
especially beneficial to agriculture. A survey is being made to de- 
termine its future needs. It has never been contemplated that if 
inland rivers were opened to navigation it would then be necessary 
for the Federal Government to provide the navigation. Such a re- 
quest is very nearly the equivalent of a declaration that their navi- 
gation is not profitable, that the commodities which they are to carry 
can be taken at a cheaper rate by some other method, in which case 
the hundreds of millions of dollars proposed to be expended fo: 
opening rivers to navigation would be not only wasted, but would 
entail further constant expenditures to carry the commodities of 
private persons for less than cost. 

The policy is well established that the Government should open 
public highways on land and on water, but for use of the public 
in their private capacity. It has put on some demonstration barge 
lines, but always with the expectation that if they prove profitable 
they would pass into private hands and if they do not prove profitable 
they will be withdrawn. The problems of transportation over inland 
waterways should be taken up by private enterprise, so that the 
public will have the advantage of competition in service. It is 
expected that some of our lines can be sold, some more demonstration 
work done, and that with the completion of the Ohio project a policy 
of private operation can be fully developed. 


Railroad Consolidation 


In order to increase the efficiency of transportation and decrease 
its cost to the shipper, railroad consolidation must be secured. Legis- 
lation is needed to simplify the necessary procedure to secure such 
agreements and arrangements for consolidation, always under the 
control and with the approval of the Interstate Commerce Commis- 
sion. Pending this, no adequate or permanent reorganization can 
be made of the freight-rate structure. Meantime, both agriculture 
and industry are compelled to wait for needed relief. This is purely 
a business question, which should be stripped of all local and partisan 
bias and decided on broad principles and its merits in order to promote 
the public welfare. A large amount of new construction and equip- 
ment, which will furnish employment for labor and markets for 
commodities of both factory and farm, wait on the decision of this 
important question. Delay is holding back the progress of our 
country. 


COOLIDGE ON TRANSPORTATION 


In an address to the Republican National Committee, Decem- 
ber 6, President Coolidge reiterated views heretofore expressed 
by him with reference to transportation. Said he: 


A careful supervision of our resources is placing us in a position 
to meet the coming requirements of a progressive people. We have 
many needs in the way of internal improvements to be made, both 
by public expense and private enterprise. One of the most pressing 
is flood control in the lower Mississippi Basin. We shall be called on 
for much waterway development, river and harbor improvements and 
the construction of a system of first-class highways. The agricultural 
regions will especially be benefited by a lower cost of transportation 
which the improvements would afford. 

Waterways and harbors, however, are useless without ships. Our 
government operation of our merchant marine has been helpful in 
many ways, but it is far lacking of complete success. It would be 
much cheaper and far more beneficial to get it into private hands 
under some system of government support which would enable it to 
p+ ena lower costs of building and lower rates of wages of foreign 
shipping. 
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Current Topics 
in Washington 





Watch Your Legislators, Americans.—It seems appropriate, 
in this first week of the Seventieth Congress’s first session, to 
throw an eye over the recent work of the Supreme Court of the 
United States. An accurate appraisal of the work of that august 
tribunal, it is believed, will give the forward-looking citizen a 
ready answer to a query it is suspected will soon become rather 
common. It will be as to what can be done about the court’s 
refusal to “legislate,” even within the domain of what the aver- 
age man would say it might occupy without criticism, except 
by those who believe in the legislative or responsible form of 
government. Traffic men can easily recall that the court, for 
years, has been sustaining decisions of the Commissin, almost 
without exception. This week the court dismissed the appeal 
of the Standard Oil Co. et al. against the city of Lincoln, Neb., 
thereby sustaining the decision of the Supreme Court of Ne- 
praska to the effect that Lincoln may use taxpayer money, 
collected in part from the appellant gasoline filling stations, to 
erect filling stations to sell gasoline at cost, without being guilty 
of taking money from the Standard and other filling stations 
“without due process of law.” It dismissed that appeal on the 
reasoning it set forth in other cases to the effect that, if a state 
wanted to go into business that was usually called private it 
(the Supreme Court) should not set itself up to say that that 
taking of money was without “due process of law.” It affirmed 
the judgment of the Supreme Court of Nebraska on the authority 
of Green vs. Frazier, 253 U. S. 233, and Jones vs. Portland, 245 
U. S. 217. The first of those cases is the one in which the 
Supreme Court refused to overturn the legislation of North 
Dakota when that state plunged rather heavily into socialism 
by going into the grain milling, grain elevating, and banking 
businesses with the money raised by taxes. Capital for the 
state enterprises was raised by taxing the property of men whose 
business would be hurt if the state enterprises were successful. 
In substance, the court of last resort said: “Who are we to 
say, when a state elects such legislators and appoints such 
courts, that they take money without due process of law when 
they take the money of taxpayers to set up the state in com- 
petition with its own citizens?” In the Portland case, it refused 
to overturn what Maine’s principal city did when it went into 
the retail coal business. The court refused to “legislate” to 
the extent of repealing the state statutes and city ordinances 
under the authority of which North Dakota and Maine took 
money from citizens to set up rival mills and coal yards. The 
Standard and the other gasoline filling stations contended that, 
unless there were unusual conditions, making it almost impos- 
sible for the citizens of Lincoln to obtain gasoline for their 
flivvers, then, and then only, would the use of tax money not 
be a taking of money without “due process of law.” In sustain- 
ing the Commission in many, cases the court’s attitude may be 
interpreted as meaning that those hurt by the Commission’s 
interpretation of the law it administers have a perfect remedy 
in Congress. It can repeal the legislation. In the same way 
the owners and operators of gasoline and oil filling stations 
threatened by the unfair competition of a state government, 
their servant, can save themselves from ruin by seeing to it 
that men are elected to the legislature who will vote for the 
repeal of such statutes. It is notorious that many business men 
have depended on the courts to overturn legislation that was 
unfair, on the ground that such legislation was in violation of 
the Constitution of the United States. Therefore, they have 
ignored their duties, first, to see to it that only men fit to enact 
legislation are nominated, and, second, that such unfit ones 
as may be nominated, are defeated at the polls. If the Supreme 
Court continues to avoid even a faint suspicion of legislating, 
business men, big and little, may be forced into giving more 
attention to politics than they do now—that is, effective atten- 
tion. Many now give perfunctory, but not real, attention. 





President Slow to Learn About Congress.—Every citizen of 
the United States at all interested learns about the assembling 
of Congress long before the President of the United States is 
apprised of that fact, irritating, interesting, or important as it 
May be. He never knows that Congress is ready to work until 
a committee from that body tells him it has put on its overalls 
and is sitting to spin. The Constitution tells Congress when to 
meet, except when that body wills otherwise, but the President 
has no way of knowing whether it has obeyed the law of its 
creation. Therefore, at the beginning of a session, a committee 
goes to the White House to tell the President all about its meet- 
ing and organization for business. Then he is at liberty to 
send it a message, or, as George Washington did, until he waxed 
wroth at the Senate, address the Congress. Of course, the 
President, by means of the telephone, can obtain unofficial in- 
formation. Before the days of the telephone that unofficial sort 


THE TRAFFIC WORLD 


1341 


of information came by telegraph and before that by pony mes- 
senger service. In the still earlier days it was really a piece 
of information the committee conveyed to the President. It 
was not uncommon for one or the other house, in the early days, 
to be unable to do anything for several days, or even weeks, 
because not enough members were present to make a quorum. 
The first Congress was so dilatory in getting together that George 
Washington was not inaugurated until April 30, 1789. For weeks 
there was not a quorum in the Senate. In those days, senators 
resigned their jobs to run for mayor or governor or lieutenant 
governor. Not more than twenty-five years ago, a member of 
the House resigned to become lieutenant governor of Pennsyl- 
vania. In the early days the statesmen arranged signals by 
means of which they communicated with each other. Martin 
Van Buren and Andrew Jackson are said to have had a system 
of flag signals by means of which they communicated with each 
other when Van Buren was living in a house on what is now 
known as Jackson Place and Jackson was in the White House. 





Let There Be Daily Quantitative Change in the Dollar.—Ever 
since the Phoenicians, or whichever lot of traders it was who 
started making money, stamped an ox head or something else 
on a piece of leather or some other substance to indicate that 
the thing was the token for an ox or something else, statesmen 
have been trying to get back to the old idea. Representative 
Burtness, of North Dakota, in H. R. 124, has suggested a scheme 
whereby the quantity of gold in a dollar shall fluctuate. As 
things are now, the quantity of commodities exchangeable for 
a dollar fluctuates daily, when dealings are in carload lots. 
The North Dakotan’s idea is that every day the Treasury shall 
ascertain wholesale prices, put out an index number, and change 
the amount of gold bullion entitled to be called a dollar. The 
work would be done by a monetary standard division. It would 
each day, at 1 p. m., declare what was the market gauge of 
prices. It is a complicated thing to the ordinary individual, but 
probably as clear as the noonday sun to dealers in price indexes. 
As an incident to this change in the money, the object of which 
is declared to be to stabilize the buying power of money, metric 
weight would be used in all measurements of gold and silver 
bullion and coin. The metric weight of the proposed gold dollar 
would be “one gram and six hundred and seventy-two milligrams.” 
Our coinage is now on the metric system, but not our system 
of weights. The whole thing seems to be based on a “unit of 
trade” described as the thousandth part of the whole wholesale 
trade in the year last past, even as the meter, the foundation 
of the metric system, is a given part of the distance from the 
equator to the north pole, while the system we use is based 
on the length of the human foot, with an inch one of the units 
and the ell another, the first joint of the thumb being an inch 
and the distance from the elbow to the tip of the longest finger 
being the foundation for the ell, a diminution of ellenbogen. 
However, it is suggested that it probably will be several months, 
at least, before Mr. Burtness puts over his back to Pheenicia 
idea. 





Super-reactionary Progressives Again Active.—The unadul- 
terated progressives—that is, those who want to go so far back 
in the organization of society that what they advocate is to be 
found mainly in pre-historic tradition—have become excessively 
active again at this session of Congress. They are now working 
on the “super-power trust” and the lobby that. is supposed to 
prevent legislation for the relief of the people. Anything that 
is big, whether or not it is a trust, in the strict sense of that 
term, or has any of the characteristics of a monopoly, is a trust 
in their view and, therefore, to be smashed. Owners of public 
utilities, such as are subject to control by state regulatory 
bodies, seemingly, have organized to prevent the enactment of 
federal legislation to cover them. They have appointed George 
B. Cortelyou, one of the squarest and most obliging men ever 
in public life, chairman of a joint committee representing elec- 
tric light, gas, and street railway companies, to carry on the 
work of pointing out to the people of the United States the 
foolishness of having their gas, electric light, and street railway 
companies managed from Washington. Therefore, whatever that 
committee does is denounced as lobbying by the super-power 
trust. Senators Norris, of Nebraska, and Johnson, of California, 
and Gifford Pinchot have taken the war path. The last men- 
tioned has offered himself as a witness to prove something in 
respect thereto. The “super-power lobby” is said to have turned 
thumbs down on the Boulder Dam project, to have agreed to 
deliver Muscle Shoals to the “power combine,” and sidetrack 
a resolution by Senator Walsh, of Montana, to investigate the 
power trust. Of course, ordinary folks have an idea that the 
Boulder Dam project is held up because the states interested 
in it cannot agree as to how the work should be done. Such 
folks also have an idea that Muscle Shoals, as a power project, 
is a good deal of a chimera and admit utter ignorance of what 
Senator Walsh expects or hopes to prove in respect to a power 
combine. However, inasmuch as the tendency of men in public 
life not given to serving the public merely by the sweat of their 
tongues, but by real service, is to promote consolidations, the 
ordinary man in Washington seems inclined to believe that the 
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onset of the progressives who seem to want to go back to an 
industrial system represented by craftsmen working in their own 
homes, means little, if any, more than so much rhetoric. Home- 
craftsmanship meant twelve hours a day of extreme labor, with 
apprentices working, practically as slaves, for five or six years 
to learn the trade of their masters. If the home folks of the 
communities in which the gas and electric and street railway 
companies perform service cannot control them, it might be 
asked how Washington, hundreds of miles away from the scene 
of their activities, can be expected to do the job any better, 
assuming that big combinations should not be permitted under 
any conditions. 


Rye Farmers Probably Happy.—This is a fine year for the 
farmers who put in rye. They are having the pleasant sensation 
of a large crop and an active demand. Usually, large supply 
and active demand are averse to holding hands. Not so, how- 
ever, this year. The marketing of rye, to the middle of Septem- 
ber, was double that of a year ago and 80 per cent greater than 
two years ago. The stocks were low at the beginning of the 
year and some of the European crop was damaged by wet 
weather. The Department of Agriculture, in commenting on the 
situation, of course, had to ignore the increased demand, pre- 
sumably for illicit purposes. In the same way it has not said 
much, if anything, about the enormous demand for grapes from 
California since the befalling of what many vineyard owners 
in California thought was disaster. The department suggested 
that the use of rye as feedstuff would depend, to some extent, 
on the price of other feed grains, but that the smaller supply 
of corn and oats this,season might increase the use of rye for 
feeding, in some areas.—A. E. H. 


OCTOBER RAIL EARNINGS 


Class I railroads in October had a net railway operating 
income amounting to $133,776,139, which, for that month, was 
at the annual rate of return of 4.86 per cent on their property 
investment, according to reports filed by the carriers with the 
Bureau of Railway Economics. In October, 1926, their net rail- 
way operating income was $146,357,977 or 5.45 per cent on their 
property investment. Continuing, the bureau said: 


Property investment is the value of road and equipment as shown 
by the books of the railways, including materials, supplies and cash. 
The net railway operating income is what is left after the payment of 
operating expenses, taxes and equipment rentals but before interest 
and other fixed charges are paid. 

This compilation as to earnings in October is based on reports 
from 183 Class I railroads representing a total mileage of 238,634 miles. 

Gross operating revenues for the month of October amounted to 
$580,498,070 compared with $610,384,849 in October, 1926, or a decrease 
of 4.9 per cent. Operating expenses in October totaled $399,503,657 
compared with $415,892,153 in the same month in 1926 or a decrease of 
3.9 per cent. 


Class I railroads in October paid $26,534,843 in taxes. This brought 
the total tax bill of the Class I railroads for the first ten months in 
1927 to $324,909,415, a decrease of $4,927,047 or 1.5 per cent below the 
corresponding period in 1526. 

Fourteen Class I railroads operated at a loss in October of which 
eight were in the Eastern, one in the Southern and five in the Western 
district. 

Class I railroads for the first ten months in 1927 had a net railway 
operating income amounting to $942,102,322 which was at the annual 
rate of return of 4.64 per cent on their property investment. During 
the corresponding period the preceding year, their net railway oper- 
ating income amounted to $1,037,931,888 or 5.25 per cent on their 
property investment. 

Gross operating revenues for the first ten months in 1927 amounted 
to $5,235,606,987 compared with $5,375,345,925 for the corresponding 
period in 1926 or a decrease of 2.6 per cent. Operating expenses for 
the first ten months period of 1927 totaled $3,872,445,023 compared with 
$3,916,121,115 for the corresponding period the year before. 

Net railway operating income by districts for the first ten months 
with the percentage of return based on property investment on an an- 
nual basis follows: 





OE, TE, UNI so i6 cose ewewenses ween $ 37,444,970 4.87% 
Great Lakes Region....... 165,715,339 4.75% 
Central Eastern Region 206,968,022 4.86% 
EE, Ng ol Biain'n 4.0.4. 0.6 di merWeisied weeaene 71,678,442 8.40% 
OEE INMEOET DIMOMICE < o.c.ssccsccccceceeneses 481,806,773 5.14% 
TWSEtal BOGUS WImtPick ... occ ccwcccssccce 118,252,460 4.71% 
Northwestern Region....... ee eee 100,629,681 3.64% 
CEBEPATWORTETH. THOMION 6 6.0.66.cc ccccccieccscceeceee 166,566,095 4.34% 
ee eh aids. cewecnccce deeaneewws 74,847,313 4.16% 
TREE VOUEONE PIBOPIO’ . 6 cic cdciccregeeweves 342,043,089 4.07% 
NEE CMI ona¥ 6a db: ere aceinceererecb.e bo Sere: eacecaare 942,102,322 4.64% 


In view of the fact that railway business and earnings fluctuate 
from year to year, only the showing of results over a period of years 
can indicate the real trend of railway returns. The rate of return on 
property investment for the five years period ending with the month 
of September, 1927, has averaged 4.68 per cent. 


Eastern District 


_ Complete returns show that the Class I railroads in the Eastern 
district for the first ten months in 1927 had a net railway operating 
income of $481,806,773, which was at the annual rate of return of 
5.14 per cent on their property investment. For the same period in 
1926, their net railway operating income was $523,789,818 or 5.74 per 
cent on their property investment. Gross operating revenues of the 
Class I railroads in the Eastern district for the first ten months in 
1927 totaled $2,615,499,597, a decrease of 2.8 per cent under the cor- 
responding period the year before while operating expenses totaled 
Feu eree ee, a decrease of 1.7 per cent under the same period in 


ay : inet in Se Seto a ake Ry month of October 
net railway operating income o ,789,869 vi 
$67,231,026 in October, 1926. ee ee 
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Southern District 


Class I railroads in the Southern district for the first ten months 
in 1927 had a net railway operating income of $118,252,460 which was 
at the annual rate of return of 4.71 per cent on their property invest- 
ment. For the same period in 1926, their net railway operating in- 
come amounted to $136,940,917, which was at the annual rate of return 
of 5.75 per cent. Gross operating revenues of the Class I railroads in 
the Southern district for the first ten months in 1927 amounted to 
$685,743,867, a decrease of 6.6 per cent under the year before while 
operating expenses totaled $518,440,791, a decrease of 4.1 per cent. 

The net railway operating income of the Class I railroads in the 
Southern district in October amounted to $13,889,373, while in the 
same month in 1926, It was $15,844,786. 


Western District 

Class I railroads in the Western district for the first ten months 
in 1927 had a net railway operating income of $342,043,089, which was 
at the annual rate of return of 4.07 per cent on their property invest- 
ment. For the first ten months in 1926, the railroads in that district 
had a net railway operating income of $377,201,153, which was at the 
annual rate of return of 4.56 per cent on their property investment. 
Gross operating revenues of the Class I railroads in the Western 
district for the first ten months this year amounted to $1,934,363,523, 
a decrease of eight-tenths of one per cent under the same period last 
year, while operating expenses totaled $1,417,092,464 an increase of 
nine-tenths of one per cent compared with the. first ten months the 
year before. 

For the month of October, the net railway operating income of 
the Class I railroads in the Western district amounted to $65,096,897, 
The net railway operating income of the same roads in October, 1926, 
totaled $63,282,165. 

Class | Railroads—United States 


Month of October 
1927 


. 1926 
Total operating revenues............cecee. $580,498,070 $610,384,849 
Total operating CXPONsSeS. .......ccccecee 399,503,657 415,892,153 
I ae arn Vetaias cid encanto aye) Sisal larae Bx ew oho anes Sais 36,534,843 37,439,037 
Net railway operating income........... 133,776,139 146,357,977 
Operation ratio—per cent................. 68.82 68.14 
Rate of return on property investment... 4.86% 5.45% 


Ten months ended October 31. 


Total operating revenueS............eeee $5,235,606,987 $5,375,345,925 
Total operating expenses................ 3,872,445,023 3,916,121,115 
Re ee Sere re cere en 324,909,415 329,836,462 
Net railway operating income............. 942,102,322 1,037,931,888 
Operating ratio—per cent................ 73.96 72.85 


Rate of return on property investment... 4.64% 5.25% 


FREIGHT CUTS IN DOLLARS 


The review of the economic situation in the railway industry 
submitted by the Bureau of Railway Economics at the annual 
meeting of the American Railway Association (See Traffic World, 
November 19, p. 1167), showing a probable decrease of 16 per 
cent in the ton-mile earnings in 1927 as compared with 1921 and 
6 per cent less per passenger-mile gives the reduction in freight 
earnings in dollars as well as in percentage. It also specifically 
points out what has been done in respect of seven agricultural 
products. On those points the review says: 

As a result of these reductions, the shippers of the United States 
will pay nearly $900,000,000 less in freight charges during 1927 than 
if there had been no rate adjustments since 1921. That is, the 
freight traffic actually handled by the railways in 1927 would have 
cost the shipping public more by that amount than it did cost, 
had the rates of 1921 been in effect during 1927. The correspond- 
ing saving to the public in the form of reduced freight trans- 
portation costs, for the whole period of six years (1922 to 1927 in- 
clusive), has aggregated more than four billions of dollars. 

. By adequate, expeditious, and dependable service, a further con- 
tribution has been made by the railways, amounting to hundreds of 
millions of dollars annually. This contribution has taken the form 
of savings to manufacturers and distributors, as the result of 
smaller inventories, quicker turn-overs, and a generally increased 
freedom of credit, all of which have effected economies in the sev- 
eral processes of production and distribution. 

Special studies of the freight rate situation with respect to 
seven important agricultural commodities, covering an average period 
of forty-five months to date, indicate the extent to which read- 
justments have been downward. These seven commodities are wheat, 
corn, oats, apples, potatoes, cotton, and Florida oranges. ‘The 
rates selected for analysis are representative of the actual move- 
ment of the commodities, and aggregated a _ total of 21,396 rates. 
During the average period of 45 months, readjustments occurred in 
2,721 out of the total of 21,396 rates, of which 2,002, or nearly three- 
fourths, were reductions, while 719 represented increases. 


CONDITION OF EQUIPMENT 


Locomotives in need of repair on the Class I railroads of 
this country on November 15 totaled 9,289 or 15.3 per cent of 
the number on line, according to reports filed by the carriers 
with the car service division of the American Railway Associa- 
tion. This was an increase of 511 locomotives compared with 
the number in need of such repairs on November 1, at which 
time there were 8,778 or 14.4 per cent. Locomotives in need 
of classified repairs on November 15 amounted to 4,915 or 8.1 
per cent, an increase of 271 compared with November 1, while 
4,374 or 7.2 per cent were in need of running repairs, an increase 
of 240 compared with the number in need of such repairs on 
November 1. Class I railroads on November 15 had 5,812 ser- 
— locomotives in storage compared with 5,520 on Novem- 

er i. 

Freight cars in need of repair on November 15 totaled 
137,374 or 6 per cent of the number on line, according to reports 
filed by the carriers with the car service division of the American 
Railway Association. This was a decrease of 2,067 cars under 
the number reported on November 1, at which time there were 
139,441 or 6.1 per cent. It also was a decrease of 2,110 cars 
compared with the same date last year. Freight cars in need 
of heavy repair on November 15 totaled 100,347 or 4.4 per cent, 
a decrease of 389 compared with November 1, while freight cars 
in need of light repair totaled 37,027 or 1.6 per cent, a decrease 
of 1,678 compared with November 1. 
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Decisions of Interstate Commerce Commission 





PLASTER RATES FROM COLORADO 


New rates on plaster, in carloads, have been prescribed and 
ordered into effect, not later than February 15, from Portland, 
Colo., to destinations in Texas and New Mexico, based on a 
minimum of 40,000 pounds. The carriers are at liberty to make 
the rates prescribed apply on mixed carloads of plaster and ce- 
ment in accordance with the existing mixing rule, but the com- 
plaint upon which the prescription is based does not bring into 
issue the question of mixed carloads, hence no order is issued in 
connection with mixed carloads. 

The Commission, by division 3, in No. 18252, Colorado Port- 
land Cement Co. vs. Santa Fe et al., mimeographed, laid a foun- 
dation for the rates prescribed by finding the present rates on 
plaster unreasonable and unduly prejudicial to the extent they 
exceed, for the future, the following: 


Destination Rate Destination Rate 
i, Blo ocaseasccinslese BiG EMPNOOR, “POR. oc cicciccssicwess 34.5 
PRIN Te, WE iswisesiciawincrosen 22-0 Chillicothe, Tex. .....6...000.808 
wee Demees, IN. Mii... cccvecese 23 CHROBDVUOR, “TOE. ..cccccievccccd 
WMG, DOM, oicadectivceseelen 26 WORRTAVOS, TOK. 2.2.0 cece e se sSOeD 
Pucwreeers,. 0. Miessesccsscce Oe ee ee 
pT ee ere ee OR. reer ie . 
Re ae 29.5 Roaring Springs, Tex........ 38 
PIGUVIOW, “TOK. ocsccivcencaas 32.5 Wichita Falls, TeX........ 60.038 
Mm, TER. oickk oivccivcvccorte Sweetwater, Tex. ............ 39 
cg. a re > oe A re 40.5 
yo a > Sr A RN, WO: sis siewicseackames 41 
BORON, TOR, esicsicwceesees 34.5 


Different minimum weights now apply from Portland and 
plaster manufacturing points in Texas and New Mexico from 
which the complaint says unduly preferential rates apply. The 
Commission said the carriers might make rates based on a 
30,000 pound minimum 115 per cent of the rates on the 40,000 
pound minimum and 85 per cent of the base rates to apply on a 
60,000 pound minimum. 

The Santa Fe, which has a circuitous single-line route from 
Portland, Colo., to Amarillo, Tex., urged, the report said, that it 
be given the right to restrict routing in connection with the rates 
from Portland so that it would obtain the total haul on shipments 
destined to local points on its line and the long haul to Texas 
junctions on shipments to off-line destinations. It relied, in sup- 
port of its representations on that point, upon the part of the 
fifteenth section forbidding the Commission to short-haul a 
railroad. 

The Commission said that its request to be allowed to re- 
strict the rate of 29.5 cents, from Portland to Amarillo, to its 
long route single line of 751 miles, if granted, would leave in 
effect a higher rate of 51 cents over the short-line route of 368 
Iniles. That rate, the report said, the Santa Fe would have the 
Commission find not unreasonable. But the Commission said the 
carriers forming the short-line route were defendants in this 
case and that the rate as applied over that route was assailed as 
unreasonable. The Commission rejected the short-hauling con- 
tention on the authority of Virginian Ry. Co. vs. U. S., 272 U.S. 
658. It said it was not requiring the establishment of a new 
through route nor prescribing joint rates, but merely determin- 
ing the charges to be assessed over an existing route. 


YOUNGSTOWN ORE DELIVERY 


With Commissioners Eastman and Campbell dissenting, the 
Commission, in a report written by Commissioner McManamy, 
in No. 12420, Carnegie Steel Co. vs. Director-General, Pennsyl- 
vania, et al.,. mimeographed, has affirmed the former report, 96 
I. C. C. 527. The case was on further hearing on the application 
of both complainant and defendants. The case has to do with 
the assessment of delivery charges on ex-lake iron ore at the 
Youngstown, O., plant of the complainant. 

In this report on further hearing the Commission found 
that the delivery charges assessed on such ore at the Carnegie 
plant in Youngstown, in the last six or seven years, were and 
are applicable and not unreasonable. But it further found that 
charging the complainant for a service in excess of the line- 
haul service, while furnishing a similar excess service free at 
competing plants (Youngstown and Haselton) of the Youngs- 
town Sheet & Tube Company, constituted undue prejudice to 
the complainant and undue preference of the competitor. It 
suggested methods for removing the undue prejudice, and denied 
reparation. 

The controversy arose over the fact that the complainant 
has not the usual form of interchange points at its Youngstown 
Plant. Instead of taking the loaded ore cars at a point where 
the plant locomotives hook themselves to the line-haul carrier 
Cars, the usual method, the Carnegie dumps the ore into cars 
that take it to the ore bins, which constitute the point of un- 
loading in the sense that the ore comes to rest there and the 


transportation service is completed. The usual way for handling 
ore is for the plant engine to take the ore cars to the bins 
where the final unloading is done. The Carnegie method is to 
dump the ore in its own electric mule cars and from them dump 
it into its ore bins, thereby avoiding the use of its ordinary 
steam locomotives which switch and spot cars within the plant 
enclosure. The line-haul carriers, in and isnce the government 
control, have been treating the service they have performed for 
the Carnegie plant as composed of a line-haul service to one 
of their yards and then a switching or spotting service to an 
unloading point. 

In Iron Ore Rate Cases, 41 I. C. C. 181, and 44 I. C. C. 368, 
the Commission adopted the scheme of having the rates stated 
in so much for the line-haul service, to an interchange point, and 
a switching or spotting charge beyond that point, if they per- 
formed service of that character. On account of the difference 
in the methods of interchange between the Carnegie and com- 
peting plans a dispute arose as to whether the switching or 
spotting service, for which a separate charge might be made, 
was performed. 

In both reports, the original one and this one on further 
hearing, the Commission says the delivery charge is applicable 
but unduly prejudicial because the carriers furnish a similar 
excess service, without charge, at the other plants. 

The point where the Carnegie dumps the ore into its own 
cars, for transportation to the final unloading point, is known 
as yard B. For the purpose of assessing the delivery charge 
the railroads have held that the interchange point was in yard D. 
Commissioner Eastman points out that yard D is wholly outside 
the Carnegie plant enclosure, is used for general freight pur- 
poses, is not reached by the Carnegie industry tracks and that 
ore cars are held there only in the event they cannot be taken 
to yard B. At best, he says, it is only a constructive point of 
interchange, and that the service to yard B for the Carnegie 
is the same as delivery at the ore yards of other plants where 
delivery can and often is made by road engines. 

In disposing of the case the Commission said: 


: Upon further consideration of the record in this proceeding we 
affirm our previous findings that the rates assailed were applicable 
and not unreasonable, and that the assessment of charges in addition 
to the line-haul charges for handling carloads of ore to complainant’s 
yard B while assessing no charge in addition to the line-haul charge 
for delivery carloads of ore at the present interchange points of the 
Youngstown and Haselton plants results in undue prejudice to com- 
plainant and undue preference of the Youngstown Sheet & Tube 
Company at its Youngstown and Haselton plants. The undue preju- 
dice may be removed by making a charge for the delivery service 
at the Youngstown and Haselton plants as provided in the original 
report herein or by interchanging carloads of ore at complainant’s 
yard B as hereinbefore indicated. 

The service being performed at the Youngstown and Haselton 
plants at the line-haul rates appear to be greater than contem- 
plated by the rates which we fixed in the Iron Ore Rate Cases. Evi- 
dence adduced at the further hearing, however, shows that it is not 
greater than the average service required to make deliveries of 
miscellaneous traffic to private industries and sidings in the Youngs- 
town switching district. It is reasonable to assume that the rates 
on this miscellaneous traffic were fixed to include the cost of delivery. 
This could not have been the case with the ore rates under our order 
in Iron Ore Rate Cases because we there directed that separate 
charges be made for road haul and for switching beyond the point 
of interchange. In view of this, if defendants decide that the only 
practicable course open to them for removing the undue prejudice 
found to exist against complainant is to designate yard B as the 
interchange point for complainant’s plant, consideration may be 
given to such readjustment of the line-haul rates on ore for these three 
— - may be necessary to make them consistent with the service 
rendered. 

Commissioner Eastman, in his dissent, in which Commis- 
sioner Campbell joined, in part, said: 

In my judgment the record amply supports the conclusion that 
deliveries can be made at yard B more economically than at the 
ore yards of the competing plants, and the further conclusion that 
the service involved in making such deliveries is no more, and prob- 
ably less, complex and expensive per car than typical team-track 
or private-siding deliveries. It follows that yard B is a reasonably 
convenient point of interchange, both for the carriers and for the 
industry, and that the line-haul rate should carry the cars to that 
yard without extra charge. 

Singularly enough these conclusions are not far out of line with 
those in the majority report. There is no finding in that report that 
yard B is a point of unloading, and it is found that it will be a 
reasonable point of interchange for the future. The trouble with the 
majority reports, as I see it, is that it stops short of following the 
facts to their logical conclusions, possibly out of desire to avoid a 
large award of reparation of which complainant is in no need, and 
when almost at the goal wanders off into illogical by-paths. 

Summing up my conclusions, I am of the opinion that yard B is 
a reasonably convenient point of interchange to which the line-haul 
rates are applicable under the governing tariffs, and that the addi- 
tional delive charges which have been and are assessed in connec- 
tion with deliveries at that yard have been and are inapplicable. The 
present illegal assessment of charges results in undue prejudice to 
complainant and undue preference of its competitors at Youngstown, 
a violation of section 3, however, which will be corrected by limiting 
the charges at complainant’s plant to those which are legally ap- 
plicable. Moreover no occasion exists for increasing the line-haul 
rate to cover deliveries at yard B, for the service performed in con- 
nection with such deliveries is clearly not in excess of that which 




















































































































































































































1344 





it was contemplated in the Iron Ore Rate Cases should be performed 
under the line-haul rate. 


AUTOMATIC TRAIN CONTROL 


The Commission, by division 1, in No. 13413, sub-No. 14, 
mimeographed, after inspection and test, has approved the in- 
stallation of an automatic train-stop device, by the General 
Railway Signal Company, on a part of the Knoxville division 
of the Louisville & Nashville with exceptions. It has prescribed 
requirements in respect of apparatus and operations with which 
the carrier is expected to comply. No statement as to the cost 
of the installation is made in the report. 

The Commission, by division 1, in No. 13413, sub-No. 38-2, 
mimeographed, after inspection and test, has approved the in- 
stallation of an automatic train-stop device of the General 
Railway Signal Company on a part of the St. Louis division of 
the Big Four, with exceptions. It has prescribed requirements 
in respect of apparatus and operations with which the carrier 
is expected to comply. The cost of the installation is reported 
to be $249,245. 

The Commission, by division 1, in No. 13413, sub-No. 14-2, 
mimeographed, after inspection and test, has approved the in- 
stallation of an automatic train-stop device of the Union Switch 
& Signal Company on the New Orleans and Mobile division of 
the Louisville & Nashville, with exceptions. It has prescribed 
requirements in respect of apparatus and operations with which 
the carrier is expected to comply. The cost of the installation 
is reported to be $523,195. 

The Commission, by division 1, in No. 13413, sub-No. 38, 
mimeographed, after inspection and test, has approved the in- 
stallation of train-stop device of the General Railway Signal Com- 
pany on a part of the St. Louis division of the Big Four, with 
exceptions. It has prescribed requirements as to apparatus and 
operations with which the carrier is expected to comply. The 
cost of the installation is reported to be $348,219. 


MIXED LIVE STOCK RATES 

The Commission, by division 4, in No. 19012, Louisville Live 
Stock Exchange on behalf of N. G. Fort vs. Louisville & Nash- 
ville et al., mimeographed, has found unreasonable the rates 
under the tariff provisions for application of the highest rate and 
minimum applicable on ordinary live stock, in mixed carloads, 
from points in Mississippi, Tennessee and Alabama to Louisville 
and Blackford, Ky., and Evansville, Ind., and awarded reparation. 
The rule under which the charges were assessed on the ship- 
ments treated in this complaint was condemned in Oklahoma Na- 


tional Live Stock Exchange vs. Director General, 69 I. C. C. 660, 


and also in National Live Stock Exchange vs. Ann Arbor, 69 
I. C. C. 125. The Commission, in this case, found the rates un- 
reasonable to the extent they exceeded those which would have 
resulted from the rule adopted after the decision in the National 
Live Stock case. This report covers eight sub-numbers, as fol- 
lows: 


Same on behalf of L. E. Abernathy et al. vs. Same; Same on 
behalf of B. J. Wade vs. Same; Same on behalf of W. H. Hargett 
et al. vs. Illinois Central; same on behalf of J. C. Abernathy et al. vs. 
Louisville & Nashville; Same on behalf of C. F. Bradford et al. vs. 
Louisville & Nashville et al.; Same on behalf of L. E. Abernathy & 
Co. et al. vs. Louisville & Nashville; Same on behalf of Calvert & 
Brundidge vs. Louisville & Nashville et al.; Same on behalf of J M. 
Quirey vs. Illinois Central. 


MINE-RUN FIRE CLAY RATE 


The Commission, by division 4, in No. 18282, National Zinc 
Company, Inc., vs. C. R. I. & P. et al., mimeographed, has found 
unreasonable the rates on mine-run or crude fire clay, from 
Springfield, Ill., and Clayton and St. Louis, Mo., to Bartlesville, 
Okla., to the extent they exceeded 13.5 cents from Clayton and 
St. Louis, and 14.5 cents from Springfield at the time the ship- 
ments were made and 12.5 cents for the future from Clayton 
and St. Louis. The Commission said there was no probability 
of movement from Springfield. Therefore its order requires 
the carriers to establish the 12.5 cent rate from Clayton and 
St. Louis for the future not later than January 25. Reparation 
was also awarded. 


DRY QUEBRACHO RATES 


An order of dismissal has been made in No. 18631, Griess 
Pfleger Tanning Company vs. Central Vermont et al., mimeo- 
graphed, the Commission, by division 4, finding the rates on 
dry quebracho tanning extract, in carloads, from New York, 
N. Y., to Waukegan, IIl., not unreasonable or unduly pre- 
judicial. 


BUILDING MATERIAL CHARGES 


The Commission, by division 4, in No. 18175, Batson-Cook 
Company vs. Chattahochee Valley et al., mimeographed, has 
found inapplicable the charges collected on interstate shipments 
of building material, in carloads, between points in Alabama, 
or between points in Alabama and points in Georgia, directed 
the refund of overcharges, and dismissed the complaint. The 
Commission said the issue in this case was identical with that 
in Brooks-Scanlon Corporation vs. A. C. L., 1138 I C. C. 237, 
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wherein it found that a tariff naming a rate of $52 per car, 
minimum 20,000 pounds, which did not carry the “excess in 
proportion” clause, was strictly on a car basis regardless of 
weight in excess of 20,000 pounds loaded in the car. In this 
case shipments of brick and other building material, moving 
on a 7 cent rate and 30,000 pounds, without the excess clause, 
were involved. 


WATERMELON RATE 


The Commission, by division 4, in No. 17955, Shafton Com- 
pany vs. Southern Pacific et al., mimeographed, has found un- 
reasonable a rate of $2 on watermelons from Stanton and Wil- 
liston, Fla., to Sacramento, Calif., to the extent it exceeded 
$1.80, authorized the waiver of undercharges and dismissed the 
case. Charges were collected at $1.80. The carriers, on Jan- 
uary 1, 1922, intended to make a 10 per cent reduction on the 
$2 rate but through error in tariff publication they did not 
accomplish what they intended. Suit for the collection of the 
undercharge was entered, hence the complaint and the author- 
ization to waive it. 


GASOLINE CASE DISMISSED 


The Commission, by division 4, has dismissed No. 17870, 
Tidal-Western Oil Corporation et al. vs. M-K-T of Texas et al., 
mimeographed, finding the rates charged on gasoline, carloads, 
from Burkburnett, Tex., to Bluefield, W. Va., and Pearisburg, 
Va., not unreasonable. ; 


CABBAGE AND POTATO RATES 


The Commission, by division 4, has dismissed No. 17772, 
Traffic Bureau, Chamber of Commerce (Lynchburg, Va.) vs. 
Pennsylvania et al., mimeographed, finding the carload rates on 
cabbage and potatoes from Freehold, N. J., and certain points 
in New York, to Lynchburg not unreasonable or otherwise un- 
lawful. The report covers two sub numbers, Same vs. Same, 
and Same vs. Lehigh Valley. 


SHEET STEEL RATE 


The Commission, by division 4, has dismissed No. 18388, 
Ames Shovel & Tool Company vs. Wabash et al., mimeographed, 
finding the rate on sheet steel, from Elwood, Ind., to St. Louis, 
between May 17, 1924, and October 7, 1926, not unreasonable. 
The finding is without prejudice to any that may be made in 
the Hoch-Smith steel investigation, says the report. 


DERRICKS WERE UNDERCHARGED 


The Commission, by division 4, has dismissed No. 18339, 
Department of Highways, State of Nevada, vs. Baltimore & 
Ohio et al., mimeographed, finding that a shipment of derricks 
from Columbus, O., to Reno, Nev., was undercharged. The 
complaint alleged the shipment was overcharged. Refund was 
asked. Three cars were used in making the shipment which 
was made in 1922. The Commission found that a class A rate 
of $2.70 at the actual weight loaded in the first car, and at 
weights of 42,600 and 30,000 pounds, on the second and idler 
cars, was applicable and that the shipment was undercharged 
because the bill for freight was not computed in that way. 


LUMBER WAS OVERCHARGED 


A finding of overcharge and an award of reparation have 
been made in No. 18462, Henry G. Brabston vs. Southern et al., 
mimeographed, as to a carload of lumber shipped in August, 
1923, from Jackson, Ala., to Orangeville, Il. The Commission, 
by division 4, found that the applicable rate was 40.5 cents and 
awarded reparation. The case involved the application of the 
combination rule over a circuitous route. 

Commissioner Woodlock, in a concurring expression, said 
the circuitous route left open by the carriers in this case and 
the use of the combination and intermediate clause tariffs 
showed reform was badly needed and that such reform was 
the business of the carriers to save the time of the Commission 
and expense to themselves. 


HOLLOW BUILDING TILE RATES 


The Commission, by division 4; in No. 16635, Reliance Brick 
Co. of Texas vs. Kansas, Oklahoma & Gulf et al., mimeographed, 
has found unreasonable the rates on hollow building tile, from 
El Reno, Okla., to Spur, Tex., and from Wagoner, Okla., to 
Wellington, Tex., and awarded reparation. It found the rates 
unreasonable to the extent they exceeded 17 cents from El Reno 
to Spur and 20.5 cents from Wagoner to Wellington. They are 


the rates under the scale prescribed in Memphis-Southwestern 
Investigation, 77 I. C. C. 473. 


FULL-TOP CARROT WEIGHT 


The Commission, by division 3, in I. and S. No. 2782, esti- 
mated weights on carrots from Mississippi and Louisiana to 
northern, eastern, and western points, mimeographed, has modi- 
fied the findings in the original report, 120 I. C. C. 733, by substi- 
tuting 33 pounds for 35 pounds as the estimated weight of 
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carrots, with full tops, shipped in %-bushel hampers, from points 
on the Illinois Central and Yazoo & Mississippi Valley to north- 
ern, eastern, and western destinations. The Commission, in the 
original report, found justified the proposal of the carriers to 
make 35 pounds the estimated weight in hampers of the size 
indicated. 


PLASTER CASE DISMISSED 


The Commission, by division 4, has dismissed No. 18638, 
Beaver Products, Inc., vs. Chesapeake & Ohio et al., mimeo- 
graphed, finding the carload rates on plaster from Grand Rapids, 
Mich., and Gypsum, O., to Logan, W. Va., imposed on shipments 
prior to July 26, 1926, were applicable. The complaint alleged 
that inapplicable rates had been used. 


LOG RATE UNREASONABLE 


The Commission, by division 4, in No. 18759, Crook, Son 
& Co. vs. Pennsylvania et al., mimeographed, has found unreason- 
able a rate of 13 cents on shipments of logs, from Columbia 
City, Ind., to Hicksville, O., imposed on shipments delivered 
on or after February 13, 1924, to the extent it exceeded 9 cents, 
on a minimum of 34,000 pounds and awarded reparation to that 
basis. The Commission said substantially similar-issues had 
been presented in other cases by the same complainant in which 
it had condemned the sixth class rates imposed on logs, notably 
Crook, Son & Co. vs. Wabash, 118 I. C. C. 285. 


COAL SCREENINGS RATES 


An order of dismissal has been made in No. 18891, Nebraska 
Gas & Electric Co. et al. vs. C. B. & Q. et al., mimeographed, 
the Commission, by division 4, finding the rates on soft coal 
screenings, from origin points in Illinois, to destinations in 
Iowa, between February 28 and July 17, 1925, not unreasonable. 
Complainants sought reparation to the basis of reduced rates 
on shipments that moved in the period the rates were under 
suspension. The rates in question were those allowed to go 
into effect in Illinois Coal Cases, 1920, 62 I. C. C. 741. The Com- 
mission said the complainants did not show the rates unreason- 
able per se or in relation to other rates. The changes in rates 
in that case, some up and some down, were made to preserve 
group adjustments. 


RATE ON LATH 


The Commission, by division 4, in No. 19073, Bayly-Thompson 
Co. vs. Minnesota-Atlantic Transit Co. et al., mimeographed, 
has found unreasonable the carload rate on lath, from Duluth, 
Minn., to Detroit, Mich., to the extent it exceeded 23.5 cents, 
subsequently established as the rate, and awarded reparation 
to that basis. A sixth class rate of 30.5 cents was imposed on 
eight carloads shipped in April and May, 1924. 


RAYON RATE UNREASONABLE 


A finding of unreasonableness, an award of reparation and 
an order establishing a new rate for the future have been made 
in No. 18575, Pacific Embroidery Co., Inc., vs. Erie et al., mimeo- 
graphed, as to the rate on rayon, in less-than-carloads, from New 
York, N. Y., to San Francisco, Calif. The Commission, by divi- 
sion 4, has found a rate of $4.80, applicable on dry goods, N. O. S., 
imposed on 48 shipments made in 1925 and 1926, unreasonable to 
the extent it exceeded, exceeds or may exceed $3.75 contempora- 
neously applicable on rayon underwear. The new rate is to be 
established not later than January 25. 

Commissioner Woodlock dissented but did not state his 
reasons. 


COLEMANITE RATB& ORDERED 
The Commission, by division 4, in No. 18053, West End 
Chemical Co. vs. Los Angeles & Salt Lake, mimeographed, has 
found unreasonable a rate of 37.5 cents, minimum 80,000 pounds, 
applied on colemanite, from Lovell, Nev., to San Pedro and Wil- 
mington, Calif., for export, to the extent it exceeded, exceeds 
or may exceed 25 cents. Reparation was awarded to that basis 
and the new rate ordered to be established not later than 
January 25. 
Commissioner Woodlock, dissenting, said the rate of 25 
cents found unreasonable was not a maximum reasonable rate 
either as a basis for reparation or for the future. 


UNDERCHARGE CLAIM BARRED 

The Commission, by division 4, has dismissed No. 16941, 
Baker & Holmes Co. vs. A. C. L. et al., mimeographed, on a find- 
ing that a claim for refund of an amount collected by the de- 
fendants as undercharges after the expiration of the three-year 
Period of limitation was barred because the statutory period of 
two years for the filing of complaints had expired before the 
complaint was filed. The complaint alleged that the collection 
of undercharges by the defendants after the expiration of the 
three-year period of limitation, on a carload of flour shipped Oc- 
tober 14, 1920, from Lawrenceburg, Ind., to Jacksonville, Fla., 
was in violation of the first three and sixteenth sections of the 
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interstate commerce act. The complaint was received November 
3, 1924, and filed March 2, 1925. 


WHEELBARROW REPARATION 


The Commission, by division 4, in No. 16888, Chattanooga 
Wheelbarrow Co. vs. Nashville, Chattanooga & St. Louis et al., 
mimeographed, upon further hearing, has affirmed that part of 
the original report, 112 I. C. C. 549, denying reparation on two 
carloads of wheelbarrows shipped from Chattanooga, Tenn., to 
Los Angeles, Calif., under a finding of undue prejudice. The 
undue prejudice arose from the failure of the carriers serving 
the complainant to provide a two for one rule. This further 
hearing, resulting in affirmation, was on the question of damage. 


KANSAS-NEBRASKA COAL RATES 


The Commission, by division 4, in No. 18540, State of Ne- 
braska (Nebraska State Normal School) vs. C., B. & Q. et al. 
mimeographed, has found unreasonable the rate on slack coal 
from the Pittsburg, Kan., district to Peru, Neb., $2.55, to the 
extent it exceeded $2.25, between June 5 and December 3, 1924, 
and awarded reparation. The report also covers a sub-number, 
City of Wilber vs. Same. The Commission has dismissed that 
sub-number, finding the rates on slack coal from the Pittsburg 
district to Wilber not unreasonable. 


LUMBER RATES UNREASONABLE 


The Commission, by division 4, in No. 17958, Camp Manu- 
facturing Company et al. vs. Carolina Western et al., mimeo- 
graphed, has found unreasonable the rates on lumber, from 
Russellville and Halls, S. C., to destinations in North Carolina, 
Virginia, New Jersey, Pennsylvania, and New York, to the 
extent they. exceed the Sumter, S. C. group rates, from St. 
Stephens, the junction point between the Atlantic Coast Line 
and the Carolina Western. The carriers have been ordered to 
establish the group rates not later than January 26, from Rus- 
sellville and Halls. 

A contention was made by the Atlantic Coast Line that the 
Carolina Western, which is about 6 miles long, was not a com- 
mon carrier railroad and that the establishment of joint rates 
would not be in the public interest. The Commission’s report 
says that all but nine shares of the capital stock of the Caro- 
lina Western are owned by the Camp Manufacturing Company, 
the complainant in this case. 

The Carolina Western, the Commission said, filed a com- 
bined answer and cross complaint wherein the allegations of 
the complaint were admitted and the Commission was asked 
to fix divisions out of a joint group rate, of not less than 3 
cents for the short line. The present adjustment is the group 
rate plus 3 cents for the Carolina Western, its local rate. The 
Commission said the question of the common carrier status of 
the short line was determined in Operation of Line by Carolina 
Western, 99 I. C. C. 186, and Stock of Carolina Western, 99 
I. C. C. 191. In this case it said it concluded from the evidence 
that since April 3, 1924, the Carolina Western had held itself 
out to transport goods as a common carrier for hire and had 
actually received and transported such goods as a common 
carrier at rates on file with it. 

The Commission said that on this record it could not deter- 
mine what would be reasonable and equitable divisions out of 
rates ordered by it, for the Carolina Western. It said that if 
the carriers could not agree they might bring the matter to it 
in an appropriate proceeding. 


STATE LUMBER RATE APPLICABLE 


The Commission, by division 4, in No. 19091, Tulsa Rig, Reel 
& Manufacturing Co. vs. Santa Fe et al., mimeographed, has 
found that the Santa Fe misrouted a carload of lumber which 
moved over an interstate route from Apperson, Okla., to Skia- 
took, Okla., in December, 1924. The car was delivered unrouted 
to the Santa Fe. The Commission said that after the bill of lad- 
ing was made out, unrouted, the carrier’s agent inserted routing 
so as to bring into use a rate of 32 cents. The Santa Fe refunded 
to the basis of a 21-cent intrastate rate. The complainant filed 
a certification from the Oklahoma commission that there was an 
intrastate rate of 19 cents. The Commission found that the 
carrier misrouted the car and that the complainant was entitled 
to reparation to the basis of the 19-cent rate and directed the 
Santa Fe to make reparation to that basis. 


PIPE LINE COATING RATES 


The Commission, by division 4, in No. 18781, Lone Star Gas 
Co. vs. Baltimore & Ohio et al., mimeographed, has found inap- 
plicable the rates on paint and thinner applied on three carloads 
of pipe line coating shipped from Cleveland, O., to Brecken- 
ridge and Lillian, Tex., in 1925. It has found that the lower 
rates applicable on roofing cement should have been imposed 
on the pipe line coating because the commodities, although billed 
as paint and thinner, were the same as roofing cement and the 
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thinner used to make it more easily handled. The Commission 
awarded reparation to that basis. 


PEANUT HULL MEAL CHARGES 


The Commission, by division 4, in No. 18783, Newsome Feed 
& Grain Co. vs. Pennsylvania, mimeographed, has found unrea- 
sonable the charges imposed for stopping, in transit at Pitts- 
burgh, shipments of middling and peanut hull meal, cleaned at 
that point, to the extent they were in excess of half a cent per 
100 pounds, minimum $3.60 per car. That rate and minimum 
were established in May, 1925. Reparation was awarded to that 
basis on shipments made between May 1, 1923, and April 30, 
1925. The charges were collected at a rate of 2 cents per 100 
pounds on material which, prior to August 15, 1921, was consid- 
ered waste material. Tin mills use the middlings and hull meal 
as an absorbent to remove palm oil from the polished surface 
of new tin. This report also covers Same vs. P. & L. E. 


SAND AND GRAVEL RATES 


An order requiring the establishment of rates on sand and 
gravel from Point Marion, Pa., to destinations on the Baltimore 
& Ohio in West Virginia, not later than January 26, has been 
entered in No. 18940, McClain Sand Company vs. Baltimore & 
Ohio, mimeographed, based on a finding of unreasonableness 
and undue prejudice against the existing rates. The Commis- 
sion, by division 4, found the present rates unreasonable and 
unduly prejudicial to the extent they exceed or may exceed 
those prescribed by the scale set forth in Pennsylvania Sand & 
Gravel Producers’ Association vs. Baltimore & Ohio, 104 I. C. 
C. 717. The destinations are on the Connellsville and other di- 
visions of the defendant’s railroad. 


FURNITURE CHARGES APPLICABLE 


The Commission, by division 4, has dismissed No. 18925, 
King-Haase Furniture Company et al. vs. Ann Arbor et al., 
mimeographed, on a finding that the charges collected on ship- 
ments of furniture, in carloads, from points in central and south- 
ern territories, to Memphis, Tenn., between December 16, 1921, 
and November 30, 1925, were applicable. The complainants 
contended that the tariffs did not make Rule 34, pertaining to 
graduated minima, applicable to the shipments in question but 
that charges should have been calculated on a minimum of 
12,000 pounds, or on actual weight if in excess of the minimum. 


POTATO CASE FOR THE COURTS 


The Commission, by division 4, has dismissed No. 18972, 
Drake Produce Co. vs. Florida East Coast et al., mimeographed,, 
saying that a claim for the recovery of freight charges paid) 
on a carload of potatoes, alleged to have been lost, was not 
within its jurisdiction. The complaint alleged the collection of! 
the charges constituted a violation of sections 1, 2, 3 and 10 of 
the interstate commerce act, and bills of lading and Elkins acts 
The Commission said that whether the basis of the complaint 
was the recovery of the charges, claimed to have been paid by 
mistake, or for the recovery of damages incident to the loss of 
the goods, it was a matter properly within the jurisdiction of 
the courts. 

According to the complaint, the car, shipped on an order 
bill of lading, was placed on the private track of the complainant, 
in September, 1925, without surrender to the carrier of the 
order bill of lading. Two nights later the car was sent to Hia- 
leah, Fla., where it was loaded with live stock. The Commission 
said there was a conflict in the testimony as to whether the 
car contained or did not contain the potatoes when it was taken 
from the complainant’s track. The complainant asserted that 
it did not receive the potatoes and that in December, two months 
after the shipment was placed on the track, the charges, through 
error, were paid. The carriers contended that the complainant 
received the potatoes, but failed to make proper entry of its 
receipt in the record. 


NEWSPRINT REPARATION 


The Commission, by division 4, in No. 17091, National Re- 
publican Publishing Co. vs. Baltimore & Ohio et al., mimeo- 
graphed, has awarded reparation in an amount somewhat more 
‘than $1,000 to the complainant on account of unreasonable rates 
on 30 carloads of newsprint paper shipped from Millinocket, 
Me., to Washington, D. C., in 1924 and 1925. The rates paid by 
the publisher were found unreasonable in Washington Pub- 
lishers’ Association vs. Baltimore & Ohio, 98 I. C. C. 339, and 
affirmed in 102 I. C. C. 662. The complainant relied on that 
case in its prayer for reparation. Reparation was granted to 
the basis of a rate of 40 cents, which was found reasonable 
in lieu of the higher rate that had been paid by the Washington 
publishers. 


EGG INCREASE ALLOWED 
The Commission, by division 3, in I. and S. No. 2993, eggs 
from Hutchinson, Minn., to Chicago, Ill., mimeographed, has found 
justified the proposed increase of 6 cents per 100 pounds, in the 
rate on eggs from Hutchinson to Chicago, in less-than-carloads, 
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and discontinued the proceeding. The increase was brought 
about by a cancellation of a less-than-carload commodity rate, 
so the second class rate of 96 cents would apply. A protest 
against the cancellation was made by the Minnesota Western, 
a short line over which the eggs moved to Minneapolis, and 
the Hutchinson Produce Co. Protestants, however, the report 
said, did not appear at the hearing. The Burlington, which pro- 
posed the cancellation, pointed out, among other things, that 
the commodity rate caused fourth section departures which 
had not been intended and which had been overlooked. It also 
pointed out that the 96-cent rate had applied from Hutchinson 
over competing routes and that second class rates applied from 
all other points in that general vicinity. 


EXPORT MINE PROP RATES 


The Commission, by division 4, in No. 18156, Tilford-Hunt 
Lumber Co. vs. Houston East & West Texas et al., mimeo- 
graphed, has found unreasonable the rates on mine props, from 
Caro, Mile Post 134, Lacy, and Mayotown, Tex., to Beaumont, 
Tex., for export, to the extent they exceeded 12 cents from Caro 
and 11 cents from Lacy and Mile Post 134, and awarded repara- 
tion to that basis. The complaint alleged the rates were un- 
reasonable and unduly prejudicial to the extent they exceeded 
the Texas intrastate rates of 8 and 8.5 cents. The Commission 
compared the assailed rates with what it had done in Palmer 
vs. Missouri Pacific, 87 I. C. C. 622, on mine props from Mis- 
souri to Illinois and found the Texas rates unreasonable to the 
extent they were higher than the rates prescribed in the Palmer 
case, considering the difference in the level of rates in the two 
territories. 


DOOR FRAME CHARGES 


The Commission, by division 4, has dismissed No. 18794, 
Scott-Graff Lumber Co. vs. Chicago, St. Paul, Minneapolis & 
Omaha et al., mimeographed, finding the charges collected on 
three L. C. L. shipments of door and window frames from Duluth, 
Minn., to Eagle River, Wis., in 1924, not unreasonable. 


ROUGH LUMBER RATES 
An order of dismissal has been made in No. 18468, S. J. 
Peabody Lumber Co. vs. Pennsylvania et al., mimeographed, the 
Commission, by division 4, finding rates on rough lumber from 
Columbia City and Bourbon, Ind., to Moline, Ill., not unreason- 
able or otherwise unlawful. 


CANNED CONDENSED MILK RATES 


The Commission, by division 4, has dismissed No. 17734, , 


Borden Sales Co. vs. Utah Idaho Central et al., mimeographed, 


finding the rates on canned condensed milk, carloads, from ° 


Logan, Utah, to destinations in Idaho, Oregon and Washington 
not unreasonable or unduly prejudicial. 


FIBRE. BOARD RATES 


The Commission, by division 4, has dismissed No. 17544, 
Celotex Co. vs. Akron, Canton & Youngstown et al., mimeo- 
graphed, finding rates on fibre board, in carloads, from Marrero, 
La., to destinations in Trunk Line and New England territories 
not unreasonable or unduly prejudicial. 


BULK OATS RATE CASE 


The Commission, by division 4, has dismissed No. 19030, 
Fruen Grain Co. vs. La Crosse & Southeastern et al., mimeo- 
graphed, finding the rate charged on a carload of bulk oats from 
Oldham, S. D., to Leide’s Park, Wis., applicable. 


ENAMELED BATH TUB RATES 


The Commission, by division 4, has dismissed No. 18839, 
A. Weiskittel & Sons Co. vs. Baltimore & Ohio et al., mimeo- 
graphed, finding the rates charged on enameled cast iron bath 
tubs, lavatories, sinks, and other plumbers’ goods, carloads, 
from Baltimore and Highlandtown, Md., to Philadelphia, Pa., 
New York, N. Y., and destinations in the New York rate group, 
between September 11, 1922, and December 24, 1924, applicable. 
The contention was that the commodities mentioned came within 
the description of “enamel ware.” The Commission said that 
to include the complainant’s shipments within the meaning of 
“enamel ware” would be a strained and unnatural interpreta- 
tion of that description. 


LUMBER COMBINATION APPLICABLE 


The Commission, by division 4, in No. 19046, Mummert Lum- 
ber & Tie Company et al. vs. Atlantic Coast Line et al., mimeo- 
graphed, has found inapplicable the rates charged on six cal- 
loads of lumber, shipped in October, 1925, from Elba and Sam- 
son, Ala., to Cincinnati, O., and reconsigned to East Rochester, 
N. Y. Rates of 53 cents from Elba and 52 cents from Samson 
were imposed. The complainant contended for the application 
of the Jones combination rule which gave rates of 48.5 cents 
from Elba and 49.5 cents from Samson. The Commission found 
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that the last mentioned rates were applicable and awarded rep- 
aration to that basis. 


REVISED PLAN APPROVED 


The Commission, by division 4, in finance No. 5008, control 
of Central California Traction Co., upon consideration of the 
joint petition of the Southern Pacific, Santa Fe, Western Pacific 
and the Central California Traction Co., has approved the re- 
vised contract under which the three trunk lines will obtain 
control of the traction company, with equal ownership for each 
of them. The original report was made in 131 I. C. C. 125, on the 
application of the Southern Pacific for permission to buy the 
traction road. The application was approved on condition that 
the Southern Pacific allow its two trunk line competitors to 
become equal owners. The Commission gave the roads 70 days, 
later increased to 100 days, in which to consider whether they 
would accept the terms and conditions prescribed by it and go 
forward with the plan to have the traction company become a 
part of the steam railroad system. 

The revised contract, providing for three-party ownership, 
calls for the acquisition of the traction line’s securities for 
$2,650,000 in cash, each of the three steam roads to pay one-third 
of that sum or whatever sum is ultimately found necessary to 
bring about the transfer of the securities to the new owners. 
The contract contains a reservation under which the seller is 
required to make good on his undertaking to deliver the securi- 
ties, or for deduction from the purchase price on account of 
securities he cannot deliver, hence the uncertainty as to the 
exact amount. 


The Commission’s report, therefore, has been modified so 
as to cover the revised contract providing for three party control. 


CONTROL OF G. C. & E. 


The Commission, by division 4, in finance No. 6376, control 
of Greenbrier, Cheat & Elk by Western Maryland, has authorized 
the Greenbrier, Cheat & Elk to acquire a line of railroad ex- 
tending from Cheat Junction to Spruce, W. Va., a distance of 39 
miles; and to issue $1,585,000 of first mortgage 5 per cent gold 
bonds. The Western Maryland was authorized to acquire con- 
trol of the Greenbrier, Cheat & Elk by purchase of capital stock 
and under lease, and to guarantee the $1,585,000 of bonds to be 
issued by the Greenbrier company. The report also embraces 
finance No. 6408, acquisition of line by Greenbrier, Cheat & Elk, 
and finance No. 6377, bonds of Greenbrier, Cheat & Elk. Com- 
missioner Eastman, dissenting in part, said it seemed to him 
that what was proposed was a consolidation that the Commis- 
sion was without authority to approve and that he was in accord 
with the report and order, with that exception. 


COMMISSION ORDERS 


No. 15916, Spanish River Pulp & Paper Mills, Ltd., et al. vs. 
Ahnapee & Western et al. The order heretofore entered in this 

No. 19926, Advance-Rumely Thresher Co., Inc., et al. vs. Ala- 
Proceeding, on June 28, 1926, as since amended, which by its 
present terms will become effective on December 30, 1927, has 
been further amended so that it shall become effective on Feb- 
Tuary 28, 1928, instead. 

Finance No. 5955, In the matter of the application of the 
Gainesville Midland to abandon a certain line of railroad, J. C. 
Turner, S. Kinningham, M. M. Bryan, C. Y. Daniel, W. H. Smith, 
J. A. Crooks, L. J. Lyle, A. J. Murphy, E. R Hodgson, Jr., John 
E. Talmadge, Jr., and O. H. Arnold, Jr., permitted to intervene. 

No. 17031, Florence Chamber of Commerce vs. Louisville & 
Nashville et al. The order entered in this proceeding on October 
22, which was by its terms made effective January 14, 1928, has 
been modified so that it will become effective on April 3, 1928. 

No. 19959, West Virgina Brick Co. vs. Aberdeen & Rockfish 
et al. Ohio-Kentucky Associated Industries permitted to inter- 
vene. 

No. 20149, Clay Products Traffic Assn. of St. Louis District 
vs. Akron, Canton & Youngstown et al. Ohio-Kentucky Associ- 
ated Industries, Chamber of Commerce Traffic Bureau and Tri- 
State Brick Co. permitted to intervene. 

No. 19926, Advance-Rumely Thresher Co. et al. vs. Santa Fe 
bama & Vicksburg et al. John Deere Plow Co. permitted to in- 
tervene. 

No. 20262, Higginbotham-Bartlet Co., Inc., et al. vs. Santa Fe 
et al. Cheney & Callahan permitted to intervene. 

No. 20003, The Colorado and New Mexico Coal Operators 
Assn. vs. Chicago, Burlington & Quincy et al. Board of Railroad 
Commissioners of State of South Dakota permitted to intervene. 

No. 19943, Sub. 1, North American Cement Corp. vs. Aber- 
deen & Rockfish et al. Universal Gypsum & Lime Co. permitted 
to intervene. 

No. 17789, Missouri Gravel Co. vs. Burlington et al. Order 
entered herein on October 15, which was by its terms made 
effective January 5, 1928, has been modified so that it will be- 
Come effective on February 1, 1928. 

No. 17498, Litwood Oil & Supply Co. et al. vs. Santa Fe et al. 
C. D. Cain Oil Co., Inc., of Dallas, permitted to intervene. 

No. 19899, Sub. 1, Swift & Co. et al. vs. Baltimore & Ohio et 
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al.; Andrews, Swift & Co.; Corkran, Hill & Co., Inc., F. & C. 
Crittenden Co.; H. C. Rerby Co.; New England Dressed Meat & 
Wool Co.; Geo. Nye Co.; John P. Squire & Co.; Swift & Co. 
(Maine); Swift, Coates Co., and Van Wagenen & Schickhaus Co. 
permitted to intervene. 

No. 20192, Traffic Bureau of Keokuk Chamber of Commerce 
et al. vs. Alabama & Vicksburg et al. Peoria Association of 
Commerce permitted to intervene. 

No. 20193, Harry Schimmel et al. vs. Baltimore & Ohio et al. 

Southern Pacific Co. dismissed as a party defendant hereto. 
—— Finance No. 6569, in the matter of the application of the 
Alabama & Western Florida for a certificate of public conven- 
ience and necessity authorizing it to extend its line of railroad 
from Chipley to Graceville, Fla. Atlanta & St. Andrews Bay, 
Railway permitted to intervene. 

No. 12798, Galveston Commercial Association vs. Galveston, 
Harrisburg & San Antonio et al. The order of June 29, 1927, 
has been amended so as to permit the establishment on or 
before December 12, 1927, upon notice to this Commission and 
to the general public by not less than five days’ filing and post- 
ing in the manner prescribed in section 6 of the interstate com- 
merce act of the rates contemporaneously maintained by the 
Texas & Pacific, as authorized in fourth section order No. 9676. 

Finance No. 5690, in the matter of the application of the 
New York Central for authority to acquire control, under lease, 
of the railroad systems of the Big Four, Michigan Central, and 
Chicago, Kalamazoo & Saginaw, and finance No. 5688, in the 
matter of the application of the Big Four for authority to acquire 
control under lease of the railroads and properties of the Cin- 
cinnati Northern and the Evansville, Indianapolis & Terre Haute. 
Boyne City, Gaylord & Alpena Railroad permitted to intervene. 





UNCONTESTED FINANCE CASES 


Finance No. 6591. Norfolk Southern authorized to issue $1,966,000 
of first and refunding 50-year gold bonds and $404,000 of first lien 
equipment trust notes to be pledged as security for a short term note 
of $1,500,000; and to sell $1,446,000 of such bonds, when released from 
pledge, at not less than 95.5 per cent of par and accrued interest. 

Finance No. 6600. Federal Valley authorized to issue $24,940 of 
promissory notes to retire maturing notes of like amount. 

Finance No. 6542. Chicago & North Western authorized to assume 
obligation and liability in respect of $2,610,000 of equipment trust 
certificates to be sold at not less than 101.32 per cent of par and 
accrued interest in connection with the procurement of equipment. 

Finance Nos. 6511 and 6512. Atlantic & Western authorized to 
acquire and operate a line of railroad in Lee and Harnett counties, 
North Carolina; also authorized to issue $62,000 of capital stock and 
$60,000 of first mortgage 6 per cent 20-year gold bonds in payment 
for the property to be acquired. Request for permission to retain 
excess earnings dismissed. 


FINANCE APPLICATIONS 


Finance No. 6618. Cincinnati, New Orleans & Texas Pacific asks 
authority under paragraph 2 of section 5 of the act, to modify and 
extend its lease of the Cincinnati Southern which is owned by the 
city of Cincinnati. The present lease will expire October 12, 1966, 
but the applicant said it was proposed to extend the lease for 99 
years from January 1, 1928, or until December 31, 2026, and in con- 
sideration of such extension to increase the rentals to be paid by 
the applicant. The justification for increasing the rentals is the 
necessity which the applicant is under of spending additional sums 
of money in improving and enlarging the leased railroad facilities 
in order to meet the demands of increasing traffic, according to the 
application, which said further that applicant had already invested 
large sums of money in the leased property that would revert to the 
city of Cincinnati on the expiration of the lease. The construction 
of a double track on the 77 miles of line between Williamstown and 
Danville, Ky., estimated to cost $13,200,000, is a necessity of the im- 
mediate future, and other major constru¢tion projects are now de- 
sirable and may soon become necessary, according to the applicant. 
Since the present lease will expire in 1966, it is obvious that the ap- 
plicant is without business justification to finance the large amounts 
of new capital which must be invested in the property to keep pace 
with traffic demands on its unless it can obtain assurance of possession 
of the railroad for a period longer than 39 additional years, according 
to the applicant. 

Finance No. 6619. Central Railroad of New Jersey asks authority 
to issue $5,000,000 of 4 per cent general mortgage bonds and to sell 
them at 96% per cent of par value to the First National Bank of 
New York to redeem first mortgage bonds of the American Dock and 
Improvement Co. 

Finance No. 6620. St. Louis Southwestern and the Pine Bluff Ar- 
kansas River asks authority to abandon a line of railroad between 
Reydel and Waldstein, Ark., a distance of 6,450 feet. 

Finance No. 6621. Louisville & Nashville asks authority to _— 
cure authentication and delivery of $49,503,000 of first and refunding 
mortgage 4% per cent bonds in respect of capitalizable expenditures, 
to be held in the company’s treasury until further order of the Com- 
mission. 

Finance No. 6622. Chicago, Rock Island & Pacific asks authority to 
issue $1,000,000 of 4 per cent general mortgage gold bonds and a like 
amount of 4 per cent first and refunding mortgage gold bonds. 

Finance No. 6623. Missouri-Kansas-Texas asks authority to issue 
and sell $13,600,000 of prior lien mortgage 4% per cent gold bonds to 
Kuhn, Loeb & Co., and Ladenburg, Thalmann & Co., at 97% and 
— to provide funds to retire $12,894,577 of prior lien 6 per cent 

onds. 

Finance No. 6624. The Chesapeake & Ohio ask authority to 
abandon its steam ferry across the Ohio River between South Ports- 
mouth, Ky., and Portsmouth, O., a new steel highway bridge having 
been built between those points. 

- Finance No. 6625. Joint petition of Mountain States Telephone & 
Telegraph Co., and owners of I. A. Van Dyke Telephone Service of 
— Ariz., for approval of acquisition by former of property of 
atter. 

Finance No. 6616. The Delaware, Lackawanna & Western asks 
authority to acquire the Lackawanna & Montrose Railroad Co. and 
to issue 2,610 shares of capital stock in exchange for the stock of the 
company to be acquired. The applicant now controls the L. M. 
by stock ownership and the line, which extends from Alford Junction 
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to Montrose, Pa., a distance of about 10 miles, is operated as a 
part of the Lackawanna system. 

Finance No. 6626. The Pittsburgh, Cincinnati, Chicago & St. Louis 
asks authority to issue and deliver to the Pennsylvania Railroad Co. 
$8,530,000 of general mortgage 4% per cent gold bonds, series C, and 
the Pennsylvania asks authority to guarantee the bonds. The bonds 
are to be delivered to the Pennsylvania in partial reinbursement of 
indebtedness of the applicant to that company. 


NUT RODS IN COILS . 


The Commission, in I. and S. 3029, has suspended for seven 
months from December 9, Ann Arbor Supplement 17 to its 
I. C. C. A-899, in which it is proposed to cancel commodity 
rates on coiled nut, rivet, bolt, and chain rods, leaving fifth 
class to apply on such rods. In the first supplemental order 
to that proceeding, the Commission has suspended, also for 
seven months, tariffs of other carriers proposing like changes 
effective on December 10 and December 16. (See Traffic World, 
December 3, page 1286.) 

The Bethlehem Steel Company, by separate protest, joined 
other manufacturers and users of wire, chain, nail, bolt, rivet, 
and nut rods, in their request for suspension. The company spe- 
cifically adopted the allegations of other makers and users of the 
rods. The company not only makes and uses such rods at 


various of its plants but sends rods to its plant at Lebanon, 
Pa., for use. 


SUSPENDED TARIFFS 


In I. and 8S. No. 3026, the Commission has suspended from 
December 5 until July 5 schedules as published in the following 
tariffs by Johanson: Supplements 19 and 21 to I. C. C. No. 1909; 
supplements 13, 14 ang 15 to I. C. C. No. 1916; I. C. C. 
No. 2004. The suspended schedules propose to establish pro- 
visions governing actual or estimated weights on melons and 
vegetables, carloads, from southwestern territory to interstate 
destinations. At present actual weights or weights determined 
by the Western Weighing and Inspection Bureau will govern, 
whereas under the proposed provisions the carriers’ weights or 
. Western Weighing and Inspection Bureau’s weights will govern, 

except when the shippers refuse to permit test weights, certain 
specified estimated weights will apply as illustrated: 


Pounds per bushel—Beets, with clipped tops, 66; carrots, with 
clipped tops, 64; turnips, with clipped tops, 57 


In I. & S. No. 3027, the Commission has suspended from De- 
cember 6, until July 6, schedules as published in supplements 
Nos. 12 and 15 to Johanson’s I. C. C. No. 1944. The suspended 
schedules propose to increase the rates and minimum weight 
on sugar, carloads, from New Orleans and other Louisiana re- 
fining points to destinations in southeast Texas, located in the 
so-called Houston-Galveston group. The following is illustrative, 
rates being in cents per 100 pounds: 


From New Orleans, La. 


TO 
aoe nos. 5 ce uecua Muah ecebae mares clea ea te ee 
a bs lain bik non os Sel al Shaan aeW. 6:0 e'e wie. woe 8 29 48% 
*Carload Minimum Weight 36,000 pounds. 
fCarload Minimum Weight 60,000 pounds. 


*Present {Proposed 
29 44% 


PETITIONS FOR REHEARING, ETC. 


No. 18055, Erie Railroad and Chicago & Erie Railroad vs. 
Chicago & North Western et al. Complainants petition for re- 
hearing under shortened procedure, and, failing that, for argu- 
ment before entire Commission. 

No. 16701, Federated Metals Corp. vs. Pennsylvania et al. 
Complainant’s petition for further hearing. 

No. 16200, Oklahoma City Chamber of Commerce et al. vs. 
Alabama & Vicksburg et al. Fox Vliet Drug Co. and Oklahoma 
City Hardware Company, complainants therein, petition to amend 
Commission’s order dated November 7, 1927, reopening No. 
16200 for further hearing, permitting Alexander Drug Co. to 
submit proof as to paying and bearing of freight charges, to 
also include these two complainants. 

No. 16336, in the matter of rates on fertilizers and fertilizer 
materials and articles taking the same rates, intrastate within 
state of Alabama. Charles Barham, for and on behalf of Bir- 
mingham Southern; Alabama, Florida & Gulf; Atlanta & St. 
Andrews Bay; Gulf, Mobile & Northern; Manistee & Repton; 
Muscle Shoals, Birmingham & Pensacola; and Tennessee, Ala- 
bama & Georgia, petition that these lines be included in any 
order issued by Commission respecting the Alabama intrastate 
fertilizer rates issued in response to petition filed by Traffic Man- 
ager Streyer, of American Short Line Railroad Association, dated 
November 29, 1927. 

No. 16336, in the matter of rates on fertilizers and fertilizer 
materials, and articles taknig the same rates, intrastate within 
state of Alabama. J. A. Streyer, traffic manager of American 
Short Line Railroad Association, files amended petition to joint 
petition dated Louisville, Ky., September 1, and signed by J. A. 
Streyer, for account of members of this association, for order 
therein. 

No. 18023, Hopewell China Corp. vs. Atlantic Coast Line 
et al. The Pennsylvania, one of the defendants therein, peti- 
tions for reconsideration and postponement of effective date of 
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order in so far as it relates to establishment of the reduced rate 
via routes other than the Pennsylvania to Norfolk and the Nor- 
folk & Western beyond. 

No. 18055, Erie Railroad and Chicago & Erie vs. Chicago 
& North Western et al. Defendants petition the Commission 
to grant a rehearing therein. 

No. 15230, E. Rauh & Sons Fertilizer Co. vs. Akron, Canton 
& Youngstown et al. Petition of defendants for reargument and 
for postponement of effective date of order. 

No. 14898, Memphis Freight Bureau et al. vs. Alabama Great 
Southern et al. Charles Barham, on behalf of all carriers in 
southern territory, petitions for postponement of effective date 
of Commission’s order therein until April 3, 1928. 


MONEY FOR COMMISSION, ETC. 


President Coolidge transmitted to Congress December 7 the 
budget for the fiscal year ending June 30, 1929, which included 
estimates of appropriations for the Commission, the Shipping 
Board, Board of Mediation, and waterway improvements. 

The budget estimate for the Commission is $7,642,337, a re- 
duction of $338,977 as compared with the appropriation of $7,- 
811,314 for the current fiscal year, plus a supplemental estimate 
of $170,000 for that year, the total figure for the current fiscal 
year being given as $7,981,314. In an explanatory synopsis of the 
estimate for the Commission, the Bureau of the Budget said: 


Of the amount appropriated for the Interstate Commerce Commis- 
sion for 1928, the sum of $15,000 in the appropriation for printing 
and binding was made available for expenditure in the fiscal year 
1927. The comparable amount for expenditure in the fiscal year 1928 
seus $7,966,314 and the net reduction in the 1929 estimates is 


The net reduction indicated involves an increase for the general 
work of executing the laws to regulate commerce from $2,460,600 to 
$2,564,500 to cover additional attorney examiners, cost of reporting, and 
travel expenses, an increase for the investigation of accounts of 
carriers from $1,315,000 to $1,327,745 to provide for additional travel ex- 
penses, and a decrease of $75,000 in the allowance for printing and bind- 
ing due to the fact that provision is being made in the fiscal year 1928 
to print accumulated volumes of valuation reports. 

The estimate for valuation of property of carriers shows a reduc- 


tion of $363,214, due to the practical completion of primary valuations 
in the fiscal year 1928. 


The budget estimate for the Shipping Board and Merchant 
Fleet Corporation is $13,688,750, a reduction of $3,601,250, as com- 
pared with the total of $17,290,000 available for the current fiscal 
year. As to this estimate, the bureau said: 


To enable the Shipping Board Merchant Fleet Corporation to op- 
erate ships or lines of ships which have been or may be taken back 
from purchasers by reason of competition or other methods employed 
by foreign shipowners or operators, a special appropriation of $10,000,- 
000 was made for 1927. For 1928 the unexpended balance of this 
appropriation, or $10,000,000, was reappropriated, of which amount 
not to exceed $5,000,000 was made available, in addition to the $12,000,- 
000 appropriated, for the purpose of meeting the deficit in the operation 
of ships for that year. The estimate for the fiscal year 1929 provides 
that the unexpected balance of this appropriation of $10,000,000 shall 
be made available until June 30, 1929. The estimate of $13,688,750 for 
1929,. together with the estimated cash position for 1929, and such 
savings, if any, in operating expenses as may result from the sale 
of active ships, as opportunity offers, is considered sufficient to meet 
the estimated operating deficit for 1929. 


The estimate for the Board of Mediation is $347,902, a re- 
duction of $42,098 as compared with the appropriation for the 
current fiscal year. The bureau said this involved reductions 
from $177,000 to $155,102 for salaries and expenses, from $100,000 
to $80,000 for expenses of arbitration boards, and from $3,000 to 
$2,800 for printing and binding. 

With respect to the estimate for the War Department, the 


following explanation was made as to money for river and har- 
bor work: 


For rivers and harbors, $50,000,000 is estimated for the maintenance 
and improvement of existing river and harbor works, in addition to 
$7,251,200 which will be available from permanent specific and in- 
definite appropriations and contributed funds. For flood control on 
the Mississippi and Sacramento Rivers $10,000,000 and $400,000 re- 
spectively, are estimated. For the maintenance and operation of 
Dam No. 2, Muscle Shoals, Ala., including its hydroelectric power 
plant, $275,000 is estimated. The plant is being operated and the 
power generated sold to private interests and is producing a net annual 
revenue of approximately $900,000, which is deposited in the Treasury 
to the credit of miscellaneous receipts. The total provided for all 
items of river and harbor work is $68,176,200. 


COST OF VALUATION DECISIONS 


President Coolidge transmitted to Congress, December 5, 
estimates for deficiency appropriations included in which was an 
item of $170,000 for the Commission. It was explained that this 
amount of money was necessary to pay the cost of printing 
21,600 pages of final reports in valuation cases. 

The House committee on appropriations reported a deficiency 
bill carrying an item of $170,000 for the Commission to meet the 
cost of printing valuation decisions. 


REIMBURSEMENT OF DEFICIT 
The Commission has certified to the Secretary of the Treas- 
ury that the Dunbar & Wausaukee is entitled to $271.87 under 
paragraphs (f) and (g) of section 204 of the transportation act. 
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BARREL STAVE RATES 


Attorney-Examiner John McChord, in No. 19579, Travis Smith 
et al. vs. Nashville, Chattanooga & St. Louis, and a sub-number 
thereunder, Paducah Cooperage Co. vs. Same, proposes that 
the Commission shall find inapplicable in some instances and 
unreasonable in others, rates on staves from points in Tennessee 
and Alabama to Atlanta, Ga., and Paducah, Ky. In some in- 
stances, he said, the Commission should find the rates were in 
violation of the aggregate of intermediates part of the fourth 
section. He also recommended reparation. 

According to McChord, the main question presented in a 
complaint alleging unreasonableness, inapplicability and violation 
of the fourth section in rates on green sawed staves was whether 
the staves were “rough, green-sawed staves” as contemplated 
by the tariffs employing the quoted words. The staves shipped 
had been dried by stacking out of doors, but they had not been 
kiln dried. The preponderance of testimony showed, the exam- 
iner said, that a stave was considered “rough, green-sawed” until 
kiln dried. Late in November, 1926, the carriers sought to draw 
a line, for freight rate purposes, between a rough, green-sawed 
stave and a stave that had been seasoned by drying in the air 
by adding the words “not air dried or kiln dried” to the de- 
scription of a “rough, green-sawed” stave. McChord said that 
no witness was able to say how long a stave had to remain in 
the open until it became other than a “rough, green-sawed” 
stave. He said that the addition to the description did not 
present a descriptive situation that could reasonably be applied 
in practice. He said a stave did not become a dry stave until 
it had been placed in a kiln and dried. . 

McChord said the Commission should find that the rates 
charged on shipments to Atlanta and Paducah were inapplicable 
to the extent they exceeded the rates on rough, green-sawed staves 
that on shipments between March 22, 1925, and August 28, 1926, 
to Paducah the rates were unreasonable to the extent they 
exceeded the present rates on rough, green-sawed staves, and 
that the rates charged between the dates mentioned were in 
excess of the aggregate of intermediates. He recommended 
reparation to the bases indicated. 


POTATO CASE DISMISSED 


Examiner William A. Maidens has recommended the dis- 
missal of No. 19445, Mid-west Fruit Company vs. Gulf, Colorado 
& Santa Fe et al., on a finding that rates on potatoes, in car- 
loads, from Skiatook, Okla., to Austin, Lampasas, San Antonio, 
Cameron, Beaumont, and Taylor, Tex., in June, 1925, were not 
unreasonable. Class rates were in effect in that month. Maid- 
ens said the record was not persuasive that the class rates 
then in effect were unreasonable. The rates were reduced after 
the movements described in the complaint were made. When 
the rates prescribed in Consolidated Southwestern Cases, 123 
I. C. C. 203, become effective, Maidens says, they will be lower 
than those now in effect. 


CONTRACTORS’ OUTFIT RATES 


Examiner E. P. Hurley has proposed the dismissal of No. 
18913, Associated General Contractors of America et al. vs. 
Santa Fe et al., on a finding that the carload rating in Western 
Classification of contractors’ outfits, without livestock, is not 
unreasonable. The outfits take class A rates. The complain- 
ants asked for class B. 


IRON BED RATES 


A finding of unreasonableness, an award of reparation and 
prescription of new rates have been recommended by Examiner 
J. E. Smith in No. 18754, Simmons Co. vs. Chicago & North 
Western et al., as to rates on iron beds and other articles taking 
the same rates, from Kenosha, Wis., to southern points, in 
straight or mixed carloads. Smith said the rates should also be 
found to violate the aggregate of intermediates part of the 
fourth section. The report covers a sub-number, Same vs. Same. 

Smith said the Commission should find the rates charged 
were unreasonable to the extent they exceeded 31.5 cents from 
Kenosha to the Ohio River crossings, minimum 20,000 pounds, 
subject to Rule 34 for the first car, and actual weight for the 
follow-lot car, but not less than the difference between the 
actual or the minimum weight of the first car and the minimum 
of the car ordered; and beyond the crossings to the extent they 
exceeded 37 cents to Nashville, Tenn.; 49 cents to Chattanooga 
and Knoxville, Tenn., and 70 cents to Spartanburg, S. C., subject 
to the actual weight of both cars, but not less than a minimum 
of 30,000 pounds for both. . 

For each of the shipments here in question, 50-foot cars were 
ordered. However, for its own convenience the originating car- 
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rier furnished two cars of lesser dimensions, hence the character 
of the findings, covering as they do first and second cars. 


LUMBER RATE UNREASONABLE 


Examiner J. H. Smith, in No. 19537, Kieckhefer Container 
Co. vs. C. M. & St. P. et al., said the Commission should find 
the rate charged on lumber, from Milwaukee, Wis., to Fish 
House, N. J., was applicable but unreasonable to the extent it 
exceeded 39 cents. on a minimum of 34,000 pounds and award 
reparation to that basis. Shipments were made between Feb- 
ruary 15, 1924, and January 30, 1926. A sixth class rate of 45.5 
cents on a minimum of 36,000 pounds was collected. 


NURSERY STOCK RATES 


Examiner A. J. Sullivan, in No. 17634, Washington Nursery 
Co. vs. Southern Pacific et al., says the Commission should find 
unduly prejudicial but not otherwise unlawful the rates charged 
on nursery stock and peach stones, in carloads and less-than- 
carloads, and on plum seeds, in less-than-carloads, between Top- 
penish, Wash., and group 1 points in California. He says rep- 
aration should be denied and the undue prejudice removed. 
The complaint alleged the rates were unduly prejudicial to 
Toppenish and unduly preferential of Kennewick, Wash. 

Sullivan said the Commission should find the rates unduly 
prejudicial to the extent that the local rates south of Portland. 
Ore., exceeded, exceed or may exceed the contemporaneous rates 
applicable on like traffic destined to or originating at Kennewick. 


HEAVY COAL REPARATION AWARDS 


Upon further hearing in No. 13158, Nelson Fuel Co. et al. 
vs. Chesapeake & Ohio et al., Examiner Frank C. Weems has 
recommended awards of reparation on shipments of coal, from 
mines on the Greenbrier & Eastern to interstate destinations 
on account of the rates found unreasonable and unduly preju- 
dicial in the former report, 120 I. C. C. 723. The Commission 
found the rates unreasonable to the extent they exceeded the 
district rates and awarded reparation to that basis. Weems 
said reparation should be awarded as follows: Imperial Smoke- 
less Coal Co., $90,318.41; Meadow Creek Coal Co., $54,660.51; 
Greenbrier Smokeless Coal Co., $48,936.16; Nelson Fuel Co., 
$136,294.16; Francis Coal Co., $31,955.24; and Margarette Coal 
Co., $99,494.08, with interest computed from the first of the 
month next succeeding the dates of shipments. The shipments 
were made between March 2, 1922, and April 18, 1925. 


TRAP CAR SWITCHING CHARGES 


In a proposed report on No. 19740, Jamestown Forwarding 
Co. vs. Erie, in which the defendant gave no testimony, Exam- 
iner R. J. Olentine said the Commission should condemn as un- 
reasonable but not otherwise unlawful switching charges made 
on movements within the switching limits of Jamestown, N. Y., 
to the extent they exceeded the charges now in effect and award 
reparation to that basis. The charges assailed were those in 
effect between February 1 and November 1, 1924. A switching 
charge of $6.30 per car was assessed on many carloads of freight 
collected in Jamestown and forwarded to the Erie freight house 
and there sorted into carload and less-than-carload shipments. 
In February, 1925, a new basis of charges was established. 

The complainant handles the trap car freight for the Erie, 
loading and unloading the trap cars so as to send out the freight 
in proper carload and L. C. L. shipments. It contended that the 
charge of $6.30 per car was unreasonable and unduly prejudi- 
cial in view of the fact that many of the L. C. L. shippers were 
entitled to trap-car service without charge and that the method 
of handling the traffic in question resulted in the conservation 
of equipment, and the further fact that in no instance was the 
switch movement for a greater distance than two miles. 


SLATE GRANULES RATE 


Examiner J. H. Smith has recommended the dismissal of No. 
19828, Sall Mountain Co. vs. Delaware & Hudson et al., on a 
finding that the rate on slate granules, also known as crushed 
slate, used in the manufacture of asphalt shingles, from Poult- 
ney, Vt., to Scranton, Pa., is not unreasonable, unjustly dis- 
criminatory or unduly prejudicial. The complainant sought 
reparation to the basis of a subsequently established reduced 
rate of 16 cents. The prior rate was 16 cents to Scranton plus 
3 cents for switching. 


LUMBER WAS OVERCHARGED 
Examiner A. E. Later, in'No. 19745, Milne Lumber Co. vs. 
Vicksburg, Shreveport & Pacific et al., said the Commission 
should find that the rates charged on lumber, from Hoge, La., to 











1350 


Palmerton, Pa., in 1924, were inapplicable, but that the appli- 
cable rate was not unreasonable. He said refund of overcharges 
should be directed and the complaint dismissed. 


SALT CASE DISMISSED 


Examiner Paul A. Colvin has recommended the dismissal of 
No. 19541, Albright-England Co. et al. vs. Alabama Great South- 
ern et al., on a finding that the all-rail rate on salt, carloads, 
from Jefferson Island, Weeks Island, Salt Mine, LaFayette, 
Avery, Barnett, Anse, La Butte and Weeks, La., to Atlanta, Ga., 
is not unreasonable. The assailed rate of $6.98 per net ton, 
minimum 45,000 pounds, is a combination. The complainants 
suggested a rate of $6.10 as reasonable. They arrived at that 
rate by extending the scale prescribed in Mississippi Railroad 
Commission vs. A. & V., 102 I. C. C. 540, to the Atlanta distance. 
The carriers objected to the extension of that Mississippi Valley 
scale into southeastern territory. The examiner said the record 
did not establish the unreasonableness of the rate under attack. 


SCRAP IRON NOT MISROUTED 


Attorney-Examiner John H. Howell has recommended the 
dismissal of No. 19526, Louis Cohen & Son vs. Erie, on a finding 
that shipments of scrap iron, from Paterson, N. J., to Button- 
wood, Pa., in 1925, were not misrouted or overcharged. 


GASOLINE TO LOUISVILLE 


Examiner W. K. Berryman has proposed the dismissal of 
No. 19504, Stoll Oil Refining Co. vs. St. Louis Southwestern et al., 
on a finding that the rates on gasoline, from Camden, Eldorado, 
Pearson and Smackover, Ark., and from Fowler and Shreveport, 
La., to Louisville, Ky., are not unreasonable or otherwise un- 
lawful. The contention was that a joint rate of 41 cents was 
unreasonable to the extent it exceeded a combination of propor- 
tionals of 31 cents to Jeffersonville and New Albany, Ind., and 
6 cents from the Indiana points mentioned to Louisville. The 
examiner pointed out that both those proportionals applied on 
shipments going beyond and not to those points. 


AUTOMOBILE DEMURRAGE PROPER 


Attorney-Examiner John McChord has recommended the dis- 
missal of No. 19767, L. A. Jones, Inc., vs. Atlanta, Birmingham 
& Coast et al., on a finding that demurrage charges collected on 
many carloads of automobiles and automobile trucks, at Way- 
cross, Ga., in 1925, were not unlawful nor contrary to the demur- 
rage rules applicable. The railroad interposed technical de- 
fenses growing out of the bankruptcy of the predecessor cor- 
poration. The complainant, according to McChord, said the traf- 
fic manager for the complainant, the only witness, knew nothing 
personally about the controversy. One of the allegations was 
that no written notice of arrival was given. McChord said the 
evidence offered did not sustain the allegations of the complaint. 


CHARCOAL RATE UNREASONABLE 

Examiner Albert A. Mattson, in No. 19741, Southern Wood 
Products Company vs. Louisville & Nashville et al., has recom- 
mended that the Commission find unreasonable a rate of $5.85 
per net ton, on charcoal, moving interstate, from Lakewood, 
Fla., to Gaskins Siding, Fla., in 1926, to the extent it exceeded 
the subsequently established rate of $4.40 per net ton and award 
reparation to that basis. 


ROSIN RATE UNREASONABLE 


Examiner George C. Clarke, in No. 19782, Empire Size & 
Chemical Corporation vs. Atlanta, Birmingham & Coast et al., 
has recommended that the Commission find unreasonable, but 
not unduly prejudicial or unjustly discriminatory, a rate of 47 
cents on rosin, in carloads, from Brunswick, Ga., to Rensslaer, 
N. Y., to the extent it exceeded, exceeds, or may exceed 42 cents, 
prescribe that for the future and award reparation. 


IRON BATH TUB RATES 


Examiner John J. Crowley, in No. 19490, Wolff Manufactur- 
ing Corporation vs. Abilene & Southern et al., has recommended 
that the Commission find unreasonable the rates on enameled 
iron bath tubs, in straight carloads or in mixed carloads with 
plumbers’ goods, from Chicago, IIll., to destinations in Texas, 
prescribe new ones and deny reparation. He said the Commis- 
sion should find the rates unreasonable to the extent they ex- 
ceeded, exceed or might exceed: To Amarillo, $1.41; Austin, 
$1.50; Dallas, $1.35; Greenville, $1.30; Mineral Wells, $1.45; San 
Antonio, $1.50, and Sherman, $1.30, as prescribed in Consolidated 
Southwestern Cases, 123 I. C. C. 203. 


SAND AND GRAVEL RATES 


In a proposed report in No. 19724, McClain Sand Co. vs. Mo- 
nongahela Railway et al., Examiner Harris Fleming recommends 
that the Commission find that rates on sand and gravel from 
Morgantown, W. Ca., to destinations in Pennsylvania are un- 
reasonable to the extent they exceed the basis prescribed in 
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Pennsylvania Sand & Gravel Producers’ Association vs. Balti- 
more & Ohio, 104 I. C. C. 717, to destinations on the Monongahela 
and the Pittsburgh & Lake Erie, also on the line of the Penn- 
sylvania, extending south from Pittsburgh to its connection with 
the Monongahela. He said the Commission should further find 
that the rates from Morgantown should be no higher for equal 
mileage than the rates on like traffic to the same destinations 
from Pittsburgh and McKeesport, allowance being made in cases 
of joint-line hauls, by adding 20 cents per net ton for like mileage 
for single-line hauls; and that to the extent the adjustment com- 
plained of did not reflect that relationship, it was unduly preju- 
dicial to Morgantown and unduly preferential of Pittsburgh and 
McKeesport. 


ANTHRACITE STEAM RATES 


Exminer J. J. Williams, in No. 18472, International Paper 
Co. vs. Central of New Jersey et al., has recommended that the 
Commission find unreasonable the rates on steam sizes of an- 
thracite, from mines in Pennsylvania to Piercefield, N. Y., to 
the extent they exceeded, exceed or may exceed $2.99 from all 
points in the Wyoming region on the Delaware & Hudson, New 
York, Ontario & Western, Delaware, Lackawanna & Western 
taking the present rate of $3.65 and the Pennsylvania taking the 
present rate of $3.53; and $3.19 from all points in the Wyoming, 
Lehigh and Schuylkill regions on the line of each of the defend- 
ants serving those regions, except those over which a rate of 
$2.99 will apply under the proposed findings. He said reparation 
should be awarded and the rates prescribed for the future. 


LUMBER MOVEMENT INTRASTATE 

In a report on No. 19812, Woodward & Son vs. Southern et 
al., Examiner Albert A. Mattson deals with a question of inter- 
state or intrastate movement. He has recommended dismissal 
on the ground that the movement of one carload of gum lumber 
from Maiden, N. C., to Liberty, N. C., although the car had 
previously been shipped from Kingville, S. C., to Maiden, was 
intrastate over which the Commission lacks jurisdiction. The 
car was refused at Maiden. After that refusal it was forwarded 
to the ultimate destination, also in North Carolina. The exam- 
iner said there was no intention on the part of the consignor to 
send the car beyond Maiden. But when he found a purchaser at 
Liberty, the car was ordered forwarded. A reconsignment 
charge of $5.85 was exacted. The examiner said that a new 
contract was made for the movement from Maiden to Liberty 
and that the reconsignment charge was inapplicable. 


The defendants contended that the entire movement was 
interstate. The freight charges were not paid until the car got 
to Liberty. The joint rate was not charged. The examiner 
said that if the shipment was not to be regarded as a continu- 
ous interstate movement it had to be charged at the rates to 
and from the point where the continuity was broken. If it was 
to be regarded as a continuous movement, he said, the joint 
rate had to be applied. There was no middle ground, he said. 
The joint rate was 20 cents from Kingville to Liberty. A rate 
of 25 cents was charged. The defendants, Mattson said, ad- 
mitted the combination was 22.5 cents. The complainant con- 
tended that the interstate character of the shipment terminated 
at Maiden and that from that point an intrastate rate of 11 
cents was applicable and that as the combination was charged, 
the imposition of the reconsignment charge was unreasonable. 


CRUSHED LIMESTONE RATE 


Examiner Riley A. Gwynn has recommended the dismissal 
of No. 19619, Belt Line Brick Company vs. Rutland, on a finding 
that as to three L. C. L. shipments of crushed limestone, from 
Brandon, Vt., to Fulford, Fla., there was no evidence that any 
charges in excess of the applicable rate of $1.88 had been col- 
lected. Three L. C. L. shipments were offered on account of 
an embargo at the time of movement in December, 1925. The 
complainant, the examiner said, sought reparation to the basis 
of the carload rate. Limestone, crushed, in carloads, was em- 
bargoed, but not in less-than-carloads. The examiner said the 
Commission should find that the applicable rate was $1.88 per 
100 pounds. Charges were assessed at a combination of $2.195, 
but not collected, according to the report. 


OIL STORAGE TANK RATES 


A finding of unreasonableness, an award of reparation and 
an order establishing new rates have been recommended by 
Examiner Richard Yardley, in No. 19499, Gilliland Oil Company 
of New Mexico vs. Santa Fe, as to rates on oil storage tanks, 
carloads, and machinery, from Haynesville, La., to Artesia, N. 
M. He said the rates should be found unreasonable to the 
extent they exceeded, exceed, or might exceed 83 cents on tanks 
and $1.71 per 100 pounds on machinery, to which bases, he said, 
reparation should be awarded. The report also covers a sub- 
number, Same vs. Same. 





ICE RATE UNREASONABLE 


Examiner Albert A. Mattson, in No. 19869, Dixie Cream- 
eries, Inc., vs. Louisiana & Arkansas, has recommended a find- 
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ing of unreasonableness as to the rate on ice, carloads, from 
Shreveport, La., to Hope, Ark., to the extent it exceeded 11.5 
cents, on a minimum of 40,000, as to shipments made in 1925. 
The 11.5 cent rate was established after the shipments were 
made. \ 





CANNED TOMATO RATES 


Examiner T. P. Wilson has recommended the dismissal of 
No. 19862, Griesel Brothers, Inc., vs. Chicago Great Western et 
al., on a finding that the rates charged on canned tomatoes, 
carloads, from Marshfield, Mo., to Winona, Minn., in March, 1926, 
were applicable and not unreasonable. The examiner said the 
Commission should find that St. Paul, Minn., and not Dubuque, 
Ia., was the point to which a rate was shown within the mean- 
ing of the tariff provision providing that the rate to a point of 
destination not shown in the tariff would be the rate to the 
next more distant point of destination shown in the tariff. 


RATES ON IRON AND STEEL 


Examiner C. W. Griffin has proposed the dismissal of No. 
18046, Nichols Wire, Sheet, and Hardware Company et al. vs. 
Santa Fe et al., on a finding that the rates on iron and steel 
articles, carloads, from points in Illinois, Indiana, and Missouri 
to Kansas City, Mo.-Kans, are not unreasonable. 


ROUGH QUARRIED STONE AND MARBLE 


Examiner A. E. Later has advised the Commission to dis- 
miss No. 18608, Albert Weiblen Marble & Granite Company vs. 
Illinois Central et al., on a finding that rates on rough quarried 
and rough sawed stone and marble, carloads, from Phoenix, Mo., 
to New Orleans, La., are not unreasonable. 


SOUTHERN CLASS RATES 


The Trafic World Washington Bureau 


The more than five-year-long fight about southern class rates 
nominally came to an end in the first five days of December 
with the filing of tariffs putting the Commission-prescribed rates 
into effect on January 15, on forty days’ notice. They will be 
a monument to Commissioner Eastman and Examiner Hosmer. 
Of course, members of the Commission staff other than Messrs. 
Eastman and Hosmer have worked on the case, but Eastman 
and Hosmer have been the figures on the sky line at which 
there has been shooting. Therefore they will get credit or 
discredit flowing from the new structure, even if on one phase 
of the matter Director Hardie, of the bureau of traffic, devised 
the scheme of key rates. 

A two-foot book shelf of tariffs carrying the new rates was 
placed on the doorstep of the Commission in the first five days 
of the month by the tariff publishing agents, so as to-enable 
those who will have to use them a maximum of time, before the 
effective date, for examination. It is expected, as a matter of 
course, that errors will be discovered. A further expectation 
is that protests will be made requesting suspension of particular 
items or even whole schedules. It would not be at all surprising 
if a suspension order were found necessary, although haste 
has been made slowly and the opportunities for error kept down 
in that way. 

Hearings were begun in this case in the spring of 1922 
and the first of three reports was issued in July, 1925. The 
troublesome questions have been those relating to the rail-and- 
water rates through Norfolk, Va., on the one hand, and south 
Atlantic ports, on the other; and the border-point rates in Ken- 
tucky and the Carolinas. Although the southern carriers de- 
fended the basis of through rates that had long been in effect, in 
fact, ever since the idea of making through rates from one territory 
to another by combination on the Ohio River, the abolition of 
that basis was taken for granted from the beginning of the 
case. The troubles that arose on account of its abolition con- 
stituted the so-called border-point phase of the case. The first 
report of the Commission brought a furious storm of protest 
because some of the results were ludricous and pointed to the 
necessity for another effort to settle the questions arising from 
the abolition of the old basis, which, in itself, tended to keep 
the through rates on a high level, and, as contended by Chi- 
cago and other central territory points, to give the Atlantic 
seaboard territory undue advantage in the southeast. 

What is believed to be a workable system of rates, both 
inter and intra territorially, has been worked out. It was not 
intended to reduce or increase the revenues of the carriers, 
greater symmetry in the rates being the object sought. With 
a view to seeing that the revision did not result either in a great 
increase or a great reduction, the Commission required a revenue 
test to be made. The result was that no great change was 
found. The weaker lines were given arbitraries over the stand- 
ard lines. . 


Abolition of the Jacksonville combination basis of making 
rates to and from the Florida peninsula has been accomplished. 
The lines serving the peninsula notified the Commission that 
they would not voluntarily put into effect the basis of joint 
rates and suggested that it issue an order requiring them to 
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do so. An order was issued on that phase of the subject, so 
that the record shows the Florida lines were compelled to give 
up that system. They have asserted that the new system rates 
will cause grievous revenue loss. There have been intimations 
of litigation on account of the reduction in revenue, but there 
is nothing certain on that point. The effort of the Commission 
throughout has been to have the railroads accept the findings 
and put them into effect without the issuance of orders, the 
thought being that in the end greater speed could be made 
in that way than by resort to big stick tactics. 

At the time the tariffs were filed the great point of interest 
in the matter was the friction between the carrier representa- 
tives and representatives of the shippers as to what was or what 
was not compelled in the way of the cancellation of any-quan- 
tity, less-than-carload commodity rates, and rates resulting from 
exceptions to the classfiication, by the new scheme of rates. 
However, negotiations between the representatives of the car- 
riers and of the Southern Traffic League on that phase of the 
subject, with advice from Commissioner Eastman as to his views 
on the subject, it is believed, will result in a continuance of 
the Eastman view that changes should be accomplished with 
the minimum use of orders and purely formal proceedings as 
between utterly hostile parties. 


SOUTHERN TRAFFIC LEAGUE PLANS 


The Southern Traffic League and the Southern Classifica- 
tion Committee are undertaking to formulate a program under 
which changes in the classification incidental to or resulting 
from the Commission’s decision in No. 13494, Southern Class 
Rate Investigation, will be considered. The classification com- 
mittee will prepare a special docket on the subject. The League 
committee has undertaken to gather from its members the list 
of less-than-carload commodity rates and classification ratings 
which the members of the League think should be continued. 
The League has prepared a form to be used by its members for 
listing the things in which they are interested:. On account of 
the postponement of the effective date of the class rate revision 
until January 15 the pressure in regard to the proposed can- 
cellation of less-than-carload rates and ratings is less than it 
was when the League took up the subject of a more orderly 
procedure in this matter with Chairman Barham and Chairman 
Steadwell, in October. 

There is, however, still some friction between the League 
and the southern railroad committees as to what is necessary 
on account of the class rate revision. At a recent conference 
between the League officials and the railroad representatives, 
Chairman Barham said that it was the purpose of the railroads 
to cancel Note A Exceptions except that articles rated below 
Class D would be continued as commodity rates, effective with 
the new class rates. 

That notice from Mr. Barham caused the membership meet- 
ing of the League at Atlanta, November 21, to instruct the 
League’s officers to ask for the suspension of proposed cancella- 
tions of any and all classification exceptions pending the 
disposition of the matter of cancelling L.C.L. commodity rates, 
revision of classification ratings on articles now accorded L.C.L. 
commodity rates and a general revision of all ratings in the 
present Southern Classification. 





CONSOLIDATED SOUTHWESTERN CASES 


Trunk Line, Central Freight and New England carriers, in 
No. 13535, Consolidated Southwestern Cases, have asked the 
Commission to deny the petition of the gulf steamship lines 
in so far as those lines seek to continue the use of “the unlaw- 
ful form of non-concurrence tariffs or to have rates from eastern 
territory via the gulf lines made an exception to the otherwise 
universal rule which gives the initial rail carrer both the right 
and the responsibility of tariff adjustment and publicaton.” 
They further assert that the Commission should require of the 
rail and water carriers that reasonable measure of co-operation 
and mutual consideration which is necessary to carry out the 
Commission’s requirements in this case. 

The lines in the three territories mentioned treated the pe- 
tition of the gulf lines as a reflection upon their attitude toward 
eastern shippers. 

“The eastern rail carriers,” say the trunk line and other 
eastern carriers, “have a proper sense of their obligations un: 
der the law and may be trusted to see to it that their shippers 
have reasonable protection in seeking markets under rate ad- 
justments which the Commission may find to be in the public 
interest.” 


They suggest that through rates cannot be made except by 
means of conferences between carriers such as the gulf lines 
would not be required to have were they given the power to 
publish rates on the non-concurrence basis. 

The Parkersburg Rig & Reel Company has asked for leave 
to intervene in the southwestern cases for the protection of its 
interest in iron and steel rates. 

Oklahoma manufacturers of bottles, jars, glassware, etc., 
interveners in this case, approve the application of the carriers, 
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dated November 10, for further postponement of the order in 
these cases for not less than sixty days from February 3. They 
also approve the suggestion of the allowance of a year for 


checking in rates on outbound commodities manufactured in ° 


southwestern territory and rates on inbound raw material for 
such manufacture. 

Defendant rail carriers in the consolidated cases in their 
answer to the petition of the gulf steamship lines for contint- 
ance of the non-concurrence form of publishing rates urge a 
denial of all modifications sought by the petition of the gulf 
lines except in relation to commodities excepted from the or- 
der and relationship of transcontinental rates. They said the 
excepted commodities should be more clearly defined and that 
no relationship of southwestern rates to transcontinental rates 
should be required. 

The Brown Paper Mill Co., Inc., and the Yellow Pine Paper 
Mill Co. have asked that paper and paper articles moving out- 
bound from West Monroe, La., and Orange, Tex., be exempted 
from the report in these cases. They assert that no complaint 
or evidence shows any attack upon the rates from their mills 
to destinations outside of southwestern territory. They further 
assert that any upward revision of rates will put them at a dis- 
advantage in comparison with competitors located at points out- 
side of southwestern territory and will result in a reduction in 
the tonnage of southwestern carriers. 


The Gulf Crushing Co., Inc., New Orleans, has asked for the 
elimination of all references_to oyster shells in the report and 
finding so as to allow presertsmates to remain in effect. 


The Manila & Southwesf@in has asked for an allowance 
to it of special so-called short line arbitraries in accordance 
with the finding of the Commission on pages 388 and 389 
of its report in this case, 123 I. C. C. 203. 


Another request for elimination has been made by the 
Topeka (Kan.y Traffic Association. It asks the Commission 
to modify its oyfers so as to provide that the rates therein fixed 
shall not apply, tween Topeka and points in Western Trunk 
Line territ , D@ints in Official and Southern territories, and in 
Illinois, umftil thé, class rates and relationships therein involved 
are definitely detéfmined in the Western Trunk Line case. 

The Louisiana Farm Bureau Federation, Inc., not fully 
organized or functioning at the time the cases were heard, has 
asked the Commission to permit not only lower rates on fruits 
and vegetables to the gateways and to defined territories beyond 
but also lower minima. It also asks that nitrate of soda, intra- 
state in Louisiana, be made a part of the list of Louisiana state 
rate articles, along with enamel brick, fertilizer and stoneware. 

The New Orleans Joint Traffic Bureau has asked the Com- 
mission to reopen No. 13535, Consolidated Southwestern Cases, 
with a view to giving thought to the inconsistency, as New 
Orleans interests see the situation, caused by the imposition of 
an arbitrary of six miles for crossing the Mississippi to and from 
crossings, Memphis and below, with no arbitrary for the water 
haul between Port Bolivar and Galveston, Tex. The water haul 
at New Orleans, the bureau points out, is about one mile while 
the water haul at Galveston is about five miles. The bureau 
suggests that that is not a proper adjustment of class and com- 
modity rates to and from the rival ports. It also suggests there 
is no record in the consolidated case for the changes that will 
be made in rates passed upon in specific cases relating to green 
coffee, for instance, the specific cases being I. and S. No. 1175 and 
formal docket No. 12798. 

The Wichita (Kans.) Chamber of Commerce and like organi- 
zations at Hutchinson and Salina, Kans., answering the peti- 
tion of the southwestern carriers dated October 17, in which 
the carriers asked for an increase in the level of the rates, said 
the Commission should deny the petition. The Kansas com- 
munities said the carriers, in their petition, assumed there would 
be only reductions as a result of the case whereas it would 
cause many increases. 

The Merchants’ and Manufacturers’ Traffic Bureau, répre- 
senting Muskogee and Okmulgee interests, asks for a modifi- 
cation of the findings pertaining to differentials over St. Louis 
and Kansas City to Oklahoma points. 

Answering the carriers petition for modification of the Com- 
mission’s report and order the Cincinnati Chamber of %Com- 
merce submitted that the carriers were not entitled to the ma- 
terial advances in rates proposed by them in their petition for 
modification of the order. 


RATES AND WHEAT PRICES 


Freight rates do not to any marked degree affect prices 
received by the farmer for wheat, according to a study made by 
the Bureau of Railway Economics as to the relationship of wheat 
prices to transportation costs. 

The bulletin covers primarily the 1926-1927 wheat crop. The 
information regarding prices paid to farmers was obtained from 
country elevators, shippers or farmers at representative origin 
points throughout the principal wheat producing sections of the 
United States. A summary of the bulletin follows: 


It is sometimes assumed that freight rates to primary markets 
have a definite effect upon local farm prices. Under this general as- 
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sumption, the price to farmers at points more distant from market 
(measured in terms of freight rates) would be lower than the prices 
at nearer points, the difference in price being definitely attributable 
to the difference in freight charge. Thus, at a point having a freight 
rate of 15 cents to primary market, the farm price might be expected 
to be 5 cents lower than at a point with a freight rate of only 10 cents. 

The rates and prices shown in this bulletin do not support this 
assumption. There appears to be no definite relation between prices 
paid to farmers and freight rates to primary markets. 

In the first place, at points having the same freight rates to a 
primary market, the prices paid to farmers not only differed consider- 
ably but showed no uniformity even in their differences. 

Secondly, farm prices at points with longer hauls and higher 
freight rates to market were often higher than at points from which 
the freight rate to market was lower and the haul was shorter. 

Thirdly, although in many cases higher farm prices were paid 
at points near to market than at points more distant in terms of freight 
rates, the difference in price seemed to have no computable relation 
to the difference in freight rate. 

While the United States is the largest producer of wheat in the 
world, it is relatively the smallest exporter among the great wheat 
producing nations. 

The amount of wheat and flour in equivalent wheat retained for 
home use in the United States during the four crop years 1922 to 
1925 averaged nearly 77 per cent of the crop as compared with some 


26 per cent in Canada, 31 per cent in Argentina and 34 per cent in 
Australia. 


In respect to some of the marketing factors which enter into pro- 
duction and sale of wheat, the bulletin points out that “dockage” in 
wheat always affects the price to the farmer. Dockage includes all 
foreign material that can be separated from the wheat by appropriate 
cleaning devices. 

Dockage not only decreases the prices paid to the farmer and in- 
creases the handling charges at the elevators, but causes the un- 
necesasry use of many railroad cars. It has been estimated that 
during the years 1923 to 1925, an annual average of over 34 million 
bushels of dockage was included in the estimated wheat production. 
Had all of this been transported by rail, it would have unnecessarily 
required more than 26,500 cars annually. The Department of Agri- 
culture estimates that spring wheat farmers who clean their market 
wheat gain more than 5 cents per bushel as a result of cleaning. 


EASTERN BITUMINOUS RATES 


The Trafic World Washington Bureau 


The Commission listened to two days of argument, Decem- 
ber 7 and the following day, on No. 15006, rates, regulations and 
practices governing the transportation of anthracite coal— 
bituminous coal, which, in one respect, is like the lake cargo 
coal rate case. While the docket title pertains to anthracite 
rates, the bituminous part of it has overshadowed the anthra- 
cite phase. The case on argument involved soft coal rates from 
the southern fields to middle Atlantic and New England desti- 
nations in comparison with rates from central and other parts 
of Pennsylvania to the same destinations; rates on bituminous 
coal from the northern fields to the ports of Baltimore, Phila- 
delphia and New York; and the rates from the southern fields 
to the Hampton Roads ports, from which ports the coal is taken 
into New England and Atlantic seaboard territory. 

The northern fields want a spread of $1.55 in the rates from 
central Pennsylvania and those from the southern fields. They 
contend the present spread is not enough to reflect the differ- 
ence in the length in the hauls. The southern fields contend 
that as the rates are made by different sets of carriers, the orig- 
inating carriers have the right to establish the rates they see fit 
so long as they avoid undue prejudice and do not make them 
so low as to be a burden on other traffic. 

As to rates on coal to the ports the southern operators and 
the southern carriers contend that as the carriers and the ports 
are entirely distinct from each other, there can be no question 
of a relationship in rates. They point out that none of the car- 
riers serving the southern fields carry coal to any of the ports, 
Baltimore and north, and on the other hand, none of the carriers 
serving the northern fields carry coal to the Hampton Roads 
ports. 

The question of the differences or spread in rates came up 
in the course of the Commission’s investigation of the rates into 
New England when that part of the country was unable, on ac- 
count of a strike, to obtain its usual supply of hard coal. To 
relieve that situation the Commission ordered the establishment 
of rates on semi-anthracite and low volatile bituminous coal 
from the southern fields through the Potomac gateways, as a 
temporary measure. They expired by limitation. Southern oper- 
ators and New England consumers have asked for their restora- 
tion so as to have a continuous competition with coal from the 
more northern fields. 

Time for discussion of the various phases of the subject was 
assigned to the following: 

W. E. Larkin, for the New England governors who have 
asked for a re-establishment of the rates that were put into 
effect in the strike period; Edward L. Hefron, Boston Chamber 
of Commerce; James Garfield, New England carriers; E. L. 
Greever, West Virginia smokeless coal interests; A. R. Yar- 
borough, Kanawha operators; R. W. Ropiequet, Great Virginia 
Corporation; A. E. Beck, Baltimore Association of Commerce; 
M. C. Harris, George’s Creek operators; F. L. Ballard, anthra- 
cite interests; R. J. Baker, W. J.-Rainey Co.; A. G. Gutheim, 
A. M. Liveright, Walker D. Hines and W. A. Glasgow, Jr., central 
Pennsylvania interests; W. S. Bronson, W. H. T. Loyall and D. 
Lynch Younger, carriers serving the southern fields; A. B. Mc- 
Ilvany, for Pittsburgh operators; J. V. Norman, Williamson and 
Logan field operators; E. S. Williams, Western Maryland; H. 
Wolf Bikle, Pennsylvania, and C. R. Webber, Baltimore & Ohio. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 






LOSS OF OR INJURY TO GOODS 


(District Court, D., Minnesota, Fourth Division.) A carload 
of coal, when delivered by the carrier was 5,500 pounds short. 
To purchase that quantity and no more in the open market at 
the place and time of delivery, the shipper would have been 
required to pay $9.70 per ton. Held, that such price measured 
his loss, and not the wholesale price when bought in carload 
lots.—Crail vs. Illinois Cent. R. Co., 21 Fed. Rep. (2d) 836. 

(Supreme Court of Alabama.) In shipper’s suit to recover 
damages caused by delay in transporting interstate shipment 
of potatoes, which had been diverted, brought against initial 
carrier under Carmack amendment to interstate commerce act 
(49 USCA, sec. 20, subd. 11 (U. S. Comp. St., sec. 8604a)), counts 
showing that bill of lading was for shipment from Castleberry, 
Ala., to Cincinnati, but that damages sought to be recovered 
were for delay in arrival in Detroit, Mich., failing to allege name 
of consignee who was presumptive owner of goods, or that ship- 
per had legal right to divert shipment, or that diversion was 
made before goods reached point of destination, were insufficient 
to state cause of action against initial carrier.—Clark vs. Louis- 
ville & N. R. R. Co., 114 So. Rep. 295. 

Under Carmack amendment to interstate commerce act 
(49 USCA, sec. 20, subd. 11 (U. S. Comp. St., sec. 9604a)), 
affirmatively requiring issuance by initial carrier of bill of lading 
for goods delivered in interstate shipment, and expressly relating 
to property transported on through bill of lading, obligation of 
initial carrier ceases when goods reach destination to which they 
were originally intended or consigned in good condition.—Ibid. 

Prima facie bill of lading operates as a transfer to consignee 
of title to goods shipped and, in absence of evidence removing 
presumption, action against carrier for failure to deliver or for 
loss or injury to goods while in its possession lies only at suit 
of consignee.—Ibid. 

Owner of goods shipped may change instructions as to their 
destination, and substitute different place of delivery during 
transit, but not after destination has been reached and terms 
of carrier’s obligation fulfilled.—Ibid. 

Where interstate shipment was diverted under shipper’s 
instructions, presumption, in absence of anything to the contrary, 
is that new bill of lading was issued with person to whom 
delivery was to be made as consignee.—lIbid. 

In shipper’s suit for damages from delay in interstate ship- 
ment of potatoes brought against initial carrier under Carmack 
amendment to interstate commerce act (49 USCA, sec. 20, subd. 
11 (U. S. Comp. St., sec. 8604a)), count alleging that shipper 
was named as consignee, and diverted shipment to other points 
of delivery, but failing to show that shipment moved on through 
bill of lading rather than separate shipments under separate 
bills of lading, did not state cause of action against initial carrier. 
—lIbid. 

Interstate commerce act, sec. 20, par. 11, as amended by 
act Cong. July 3, 1926 (44 Stat. 835), providing that liability of 
carrier shall apply in case shipment is reconsigned or diverted, 
has no effect on prior suit against initial carrier for damage 
to shipment diverted, but would indicate that Congress con- 
strued pre-existing statute as not to include shipment which 
has been reconsigned or diverted.—Ibid. 

(Supreme Court of Arkansas.) Under rules of Interstate 
Commerce Commission, request of shipper for diversion of inter- 
state shipment must either be in writing or confirmed in writing, 
and shipper cannot recover for carrier’s failure to divert car 
pursuant to shipper’s oral request; fresh or green vegetables, etc., 
not being excepted from rule.—St. Louis-San Francisco Ry. Co. 
vs. Robinson et al., 298 S. W. Rep. 881. 

(Court of Civil Appeals of Texas, Amarillo.) In action 
against railroad for conversion of carload of oil well casing, 
evidence held insufficient to support finding of jury that shipper 
was owner of property alleged to have been converted.—Tra- 
week et al. vs. Panhandle & Santa Fe Ry. Co., 298 S. W. Rep. 910. 


DELAY IN TRANSPORTATION OR DELIVERY 


(Supreme Court of Arkansas.) In suit by shipper against 
carrier to recover damage to interstate shipment of potatoes, 
resulting from delay in transit, evidence of carrier’s negligence 
held sufficient to submit case to jury.—Chicago, R. I. & P. Ry. 
Co. vs. S. L. Robinson & Co., 298 S. W. Rep. 873. 

In shipper’s suit against carrier to recover damages to 
interstate shipment of potatoes, resulting from carrier’s neg- 
ligence in transit, no notice of claim nor filing of claim was 
required as condition precedent to recovery, but shipper must 
prove negligence to recover.—Ibid. 

Under act of Congress regulating interstate shipments giv- 
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ing notice of claim, where required, is condition precedent to 
recover, but plaintiff need not prove negligence or fault on part 
of carrier acting as insurer.—Ibid. 

In shipper’s suit against carrier to recover damages for 
negligence in transporting interstate shipment of potatoes, bur- 
den of proving negligence was on shipper, and hence instruction 
that initial carrier is insurer, liable for all damages except such 
as results from fault of shipper, goods, or act of God, or public 
er was erroneous as permitting recovery without negligence. 
—Ibid. 

State court, in construing act of Congress regulating inter- 
state shipments, is goverened by construction placed on act by 
the United States Supreme Court.—Ibid. 

In shipper’s action against carrier to recover damages to 
interstate shipment resulting from carrier’s negligence, it was 
within discretion of court to permit testimony of market value 
and to permit complaint to be amended to include allegation 
as to decline in market.—Ibid. 

In shipper’s action to recover damages to interstate ship- 
ment resulting from carriers’ negligence, where court permitted 
shipper to introduce evidence of market value and to amend 
complaint to allege decline in market, carrier, if taken by sur- 
prise and unable at time to meet new evidence, would have right 
to postponement of trial, but, in absence of such request, carrier 
cannot complain on appeal of introduction of such testimony.— 
Ibid. 










Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 


System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





od 


(District Court, S. D., New York.) Under public vessels 
act of 1925 (46 USCA, secs. 781-790 (Comp. St., secs. 125134-1 to 
12513%4-10)), and suits in admiralty act, sec. 3 (46 USCA, sec. 
743 (Comp. St., sec. 125114b)), the owner of a ship’s cargo may 
intervene in shipowner’s libel in personam against the United 
States to recover damages to vessel and cargo resulting from 
collision with government-owned dredge.—A. H. Bull S. S. Co. 
vs. United States, 21 Fed. Rep. (2d) 835. 

(District Court, D., Maryland.) A libel for damage to cargo 
need not contain an itemized statement of damages, which is 
matter of proof.—The Fort Gaines, 21 Fed. Rep. (2d) 865. 

Harter act, sec. 3 (46 USCA, sec. 192 (Comp. St., sec. 8031)), 
contains no exemption from liability for unseaworthiness.—Ibid. 

Vessel chartered to carry full cargo for charterer is private 
carrier, and in suit by charterer for damage to cargo the libelant 
has burden to prove unseaworthiness.—lIbid. 

In suit between owner and charterer, terms of charter party, 
and not bill of lading, govern rights of parties.—Ibid. 

A time charter, not a demise, reciting the vessel as sea- 
worthy and binding the owner to maintain her in efficient con- 
dition during the service, imports a warranty of seaworthiness, 
not only at delivery, but at the commencement of every voyage 
thereunder.—Ibid. 


& 





Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 


REGULATION OF COMMON CARRIERS 


(Supreme Court of Ohio.) The granting or refusal of ap- 
plications to separate owners of certificates of convenience and 
necessity to extend bus lines over the same route was in dis- 
cretion of Public Utilities Commission, where each applicant 
was prepared to meet requirements essential to proposed service. 
—Cooper Bus Co. vs. Public Utilities Commission of Ohio, 155 
N. E. Rep. 543. 

Authority to extend existing bus line should not be granted, 
where the extension overlaps an existing route.—Ibid. 

(Supreme Court of Oklahoma.) If there is any evidence to 
support the order of the Corporation Commission fixing a rate, 
the prima facie presumption of fairness and reasonableness 
will obtain, pursuant to Const., art. 9, sec. 22.—Kansas, O. & G. 
Ry. Co. et al. vs. State et al., 260 Pac. Rep. 468. 

Under section 22, art. 9, of the Constitution, all orders made 
by the Corporation Commission are presumed to be reasonable 
until the contrary is made to appear. This presumption, in favor 
of the reasonableness of orders made by the Corporation Com- 
mission, was created by the Constitution of the state for a defi- 
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nite purpose and cannot be disregarded by this court, unless the 
contrary is made to appear.—Ibid. 

In fixing a rate to be charged by a railway company, the 
Corporation Commission is not confined to the sole question 
of the reasonableness of the rate. It may be reasonable, yet, if 
it discriminates in favor of one locality as against another, it 
should be corrected.—Ibid. 

(Court of Appeals of Georgia, Division No. 2.) In suit by 
railroad to recover undercharge of freight on interstate shipment 
against defendant, who was both consignor and consignee, un- 
disputed testimony showing, as matter of law, that correct freight 
charge fixed by tariffs on file with Interstate Commerce Com- 
mission exceeded amount set forth in bill of lading and prepaid 
by shipper did not authorize verdict for shipper.—Western & 
A. R. R. vs. Aiken, 139 S. E. Rep. 914. 

Railroad is not estopped to demand balance of freight due, 
even though shipment may have been induced by representations 
and assurance of agent of initial carrier that amount which ship- 
per prepaid was correct.—lIbid. 

(Court of Appeals of Kentucky.) To authorize granting 
certificate of convenience and necessity, motor bus line must be 
both convenient and necessary, and granting such certificate on 
finding by state commissioner of motor transportation that such 
line would be convenience to traveling public, without finding of 
necessity, was error.—Cooper et al. vs. McWilliams & Robinson 
et al., 298 S. W. Rep. 961. 

Litigant should not be deprived of that to which he is 
entitled, because he asks for more than he is authorized to 
receive under law.—Ibid. 

Where findings of state motor transportation commissioner 
show that he awarded motor bus line certificate because he 
thought finding of public convenience only was sufficient, without 
finding of public necessity, such award should be set aside, with- 
out remanding case to commission for further proceedings.— 
Ibid. 

In proceeding to test validity of state motor transportation 
commissioner’s award of motor bus line certificate, refusal of 
injunction was proper.—Ibid. 


SUPREME COURT ACTION 


In No. 104, Missouri-Kansas-Texas Railroad Company of 
Texas, petitioner, vs. J. H. King, respondent, the Supreme Court 
of the United States, December 5, per curiam, reversed the 
Court of Civil Appeals for the Fourth Supreme Judicial District 
of Texas, on authority of American Railway Express Co. vs. 
Daniel, 269 U. S. 42; American Railway Express Co. vs. 
Levee, 263 U. S. 19; American Railway Express Co. vs. Linden- 
burg, 260 U. S. 584, and other cases. The action was for 
damages because of misdelivery of a shipment of household 
goods moving on a through bill of lading from Lincoln, IIl., to 
San Antonio, Tex. Damages in the sum of $529.25 were sought. 
The railroad urged, in the trial court, among other defenses, 
that goods were valued at $10 per cwt., and charges for the 
transportation thereof paid accordingly under the provisions of 
a tariff duly published and filed with the Commission, and there- 
fore the shipment being interstate and the liability controlled 
by the interstate commerce act, that recovery, if any, should 
be limited to that valuation. Judgment in favor of the respon- 
dent for $365, the actual value of the goods with interest at 6 
per cent, from the date of the judgment, was entered in the 
County Court of Bexar County, Texas, for Civil Cases. The 
Court of Civil Appeals affirmed the judgment. 

In No. 90, International-Great Northern Railroad Co. et al., 
plaintiffs in error, vs. Railroad Commission of Texas et al., 
defendants in error, the court, per curiam, affirmed the Court 
of Civil Appeals, Third Supreme Judicial District, State of 
Texas, on authority of Railroad Commission of California vs. 
Southern Pacific Co., 264 U. S. 331. The controversy arose 
upon orders of the Texas commission requiring interstate rail- 
roads, including plaintiff in error, to construct, maintain, and 
operate standard electric interlocking devices at and in the 
vicinity of Houston, Tex., to protect the crossing at grade of the 
line of railroad of one such carrier over the line of railroad of 
another such carrier. The International-Great Northern sought 
an injunction against the state commission but the Texas courts 
upheld the orders. The contention of the carrier was that be- 
cause of the exclusive jurisdiction of the federal Commission 
in the premises and the exclusive application of federal law under 
the commerce clause of the Constitution, appropriately regula- 
ting interstate commerce, the order of the Texas commission 
requiring the expenditure of money for installation, maintenance 
and operation of electric interlocking devices at intersections 
of interstate railroads at the points in question was void and 
ineffective. The state authorities, in support of the state com- 
mission’s orders, contended that merely an exercise of state 
police power was involved. In their belief they said the lower 
court sustained the orders on authority of the Los Angeles 
Union Depot Case, Railroad Commission of California vs. South- 
ern Pacific Co., the case cited by the highest court in upholding 
the lower court’s action. 


In No. 609, Louisiana Railway & Navigation Co., petitioner, 
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vs. McGlory, a personal injury case, a petition for a writ of 
certiorari was denied. 


VARYING GRAIN PROPORTIONALS 


The Santa Fe, the Missouri Pacific and the Rock Island have 
asked the federal court for the northern district of Illinois, 
eastern division (Chicago), to enjoin, annul, and set aside the 
Commission’s order in I. and S. No. 2813, grain and grain prod- 
ucts from Colorado, Kansas and Nebraska to Gulf ports for ex- 
port, dated July 6, 1927. They allege that enforcement of the 
order would result in a violation of paragraph 4 of section 15 
of the interstate commerce act, the one forbidding the making 
of through routes and joint rates that would deprive carriers of 
their long haul on traffic originated by them. They assert that 
the enforcement of the order would take their property without 
due process in contravention of the Constitution of the United 
States and particularly the fifth amendment thereto. 

The order in the suspension proceeding mentioned forbids 
the petitioning railroads to establish proportional rates on grain 
and grain products from Colorado, Kansas and Nebraska to Kan- 
sas City, Mo.-Kans., and Wichita, Kans., higher than the local 
rates for application upon grain and grain products originating 
on the rails of the petitioning carriers, when such grain or prod- 
ucts after receiving transit at Wichita and Kansas City might 
be offered for haul to the ports by carriers other than the orig- 
inating railroads. 

This appeal to the courts is the outcome of the fight that 
has been going on between the petitioning railroads on the one 
hand and the Kansas City Southern, Chicago & Alton, M.-K.-T. 
and the St. Louis-San Francisco on the other, for grain tonnage 
going to the gulf ports for export. The petitioning railroads 
avow in their application for an injunction that they are entitled 
to the long haul on grain originating on their rails, and declare 
that the order of the Commission deprives them of the only 
method they have for assuring to themselves the haul the law 
intends they shall have. 

Until about three years ago combinations on Kansas City 
and Wichita were such that both sets of carriers participated in 
the movement of the export grain. When the originating car- 
riers, petitioners in this case, established joint rates equal to the 
combinations, the railroads serving Kansas City and Wichita 
countered by putting into effect from Kansas City and. Wichita 
varying proportionals which would have the effect of making 
combinations equal to the joint rates of the originating lines. 
The Commission refused to condemn the varying proportionals 
for the outbound movements, but when the originating lines pro- 
posed varying proportionals into the transit points it suspended 
the tariffs and issued the order which has been attacked in the 
courts. 

The order of the Commission became effective August 25, 
1927. On account of the fact that the order is in operation the 
court to which the carriers applied for relief seemingly does not 
regard the matter as one requiring expedition, hence an unof- 
ficial suggestion has been made that the hearing on the applica- 
tion may not be had until some time in January, although there 
is a bare possibility of a hearing some time in the present month. 


FALSE BILLING PLEA OF GUILTY 

The Commission has been advised that Adolph Frasch, presi- 
dent of the Farmstead Mineral Manufacturing Co., has pleaded 
guilty to an indictment accusing the company of false billing, 
and paid a fine of $500, in the federal court for South Dakota, 
the court imposing a fine of $100 on each of five counts. (See 
Traffic World, November 5, p. 1040.) 





FINED FOR FILING FALSE CLAIMS 


The Commission has been informed that the L. Fish Furni- 
ture Co., engaged in business at Chicago, Ill., has entered a plea 
of guilty to an indictment charging the filing of false claims, in 
violations of section 10 of the interstate commerce act, and has 
been sentenced to pay a fine of $1,000. 

The indictment, which was returned in the district court 
for the northern district of Illinois, was in 10 counts, and charged 
that the defendant had filed with several of the carriers false 
claims for alleged loss due to damage intransit of shipments of 
furniture, whereas either no loss at all or loss less in amount 
than that set forth in the claims was sustained by the defendant. 

The Commission’s Bureau of Inquiry investigated this mat- 
ter and assisted the United States Attorney at Chicago in con- 
nection with the grand jury proceeding which resulted in the 
indictment. (See Traffic World, October 23, 1926, p. 936.) 


HOCH-SMITH DATE POSTPONED 


The Commission has again postponed the effective date of its 
order in No. 19130, California Growers’ and Shippers’ Protective 
League vs. Southern Pacific et al., from January 10 to February 
10. This is the case in which the carriers have challenged the 
correctness of the Commission’s interpretation of the Hoch- 
Smith resolution. 
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RAIL REVENUE ENDANGERED 


(By Henry A. Palmer) 

It is impossible for one who is thoughtful with respect to 
transportation problems and conditions and, at the same time, 
unbiased and disinterested in his thought and observation, to 
avoid the conclusion that there are marked tendencies in the 
policies of administrative and law-making bodies and in the popu- 
lar advocacy of various sorts of artificially aided or unregulated 
competing agencies that threaten seriously the welfare of the 
rail carriers. This would not be especially important if only 
the welfare of the carriers were involved, except that we should 
always desire to be fair; but it is important when we consider 
that the railroads are and always will be the principal agencies 
of transportation in this country, no matter what other forms 
we may use as supplements or substitutes, and, in order that 
they may function efficiently for the benefit of the shipper in 
the carriage of the country’s commerce, they must have a 
revenue that will enable them to equip, maintain, and extend 
their plant to meet demands. 


Everybody admits this, in general, from the shipper who 
pays freight rates to the statesman who enacts or advocates 
laws, but let a specific increase in rates be proposed, and the 
shippers affected put on their armor and grab their war clubs 
immediately; let a general increase be proposed and the farm 
organizations, the commercial associations, and the local econ- 
omists in the territory concerned, fill the record with testimony 
to show that it would be fatal. And our statesmen—so-called— 
are constantly advocating measures calculated to win popu- 
larity, but that mean chaos for transportation. It is a serious 
situation—more than usually serious—because there seems to be 
more than the usual amount of ignorance, thoughtlessness, 
selfishness, and demagogism involved. 


The Transportation Act 


Let us go back to the time of the enactment of the present 
law, known as the transportation act of 1920. The railroads 
were emerging, in a fainting condition, from the throes of gov- 
ernment operation. It was recognized by the law-makers and 
the public that something must be done to put them on their 
feet. It was also recognized that, in the past, the Interstate 
Commerce Commission, charged with the function of regulating 
the railroads, had been too much the protector of the shipper 
and not enough the guardian of the carriers. So the trans- 
portation act made the Commission at once the protector of 
the shipper and the sponsor of the carrier. It expressed in 
language what every fair-minded person knew but which few 
persons who had to pay freight rates would admit—except in 
words—that the carriers were entitled to a fair return on their 
investment. It was not only a question of fairness that was 
involved, but a realization that if the railroads did not prosper 
they could not give the service that was desired and necessary. 

So the law instructed the Commission to make rates so that 
the railroads, as a whole or by regions, as the Commission might 
elect, would be enabled, under honest and economical manage- 
ment, to earn a fair return on their valuation, to be fixed by 
the Commission. Not only was the instruction for fair rates, 
but a measure of fairness was set up. For the first two years 
the Commission was to see to it that the earnings of the rail- 
roads netted them a sum equal to five and a half per cent on 
their valuation, with the discretionary power to add one-half 
of one per cent, the proceeds of which were to be used for 
improvement, betterments, or equipment. This discretion the 
Commission exercised. After that the Commission was to use 
its own judgment as to the percentage the railroads were en- 
titled to earn. The law also provided, by the way, that any 
individual railroad, earning more than six per cent on its valua- 
tion, as fixed by the Commission, must turn over to the gov- 
ernment one-half of the excess for a fund out of which to make 
loans to the railroads. This is the famous “recapture” clause, 
productive of so much controversy and litigation. Then the 
Commission proceeded to take the railroads, shot to pieces under 
the government control regime, and put them on a paying basis 
by increasing freight rates, on an average, about 35 per cent. 
There was no protest. Practically everybody realized that this 
course was necessary. After the first two years the Commis- 
sion fixed the percentage of net return at five and three-quarters, 
and that is the figure now that the Commission, under the law, 
says the carriers should earn and that it is supposed to make 
it possible for them to earn, through rates fixed by it. 


Increase Proves Too Small 


But the effort at fairness and sound economics—which could 
only be sustained by patrons of the railroads paying what the 
service was worth—shortly appeared to have been too much 
for either the patrons, the lawmakers, those who were ambitious 
to become lawmakers, or even the Commission itself. The guess 
the Commission made in its radical thirty-five per cent increase 
in rates did not prove to be high enough. The railroads were 
not able to earn the return that the law and the Commission 
had said they should earn. In only one year since that law 
was enacted—1926—have the carriers, as a whole, earned five 
and three-quarters per cent and in no year have all the regions 
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earned that percentage. The western region has been lowest 
in its earnings and so, naturally, was the first to ask for a 
revision. But the Commission not only did not, on its own mo- 
tion, put the rates at a proper level—the level it itself had 
found to be necessary—but it actually refused the plea of the 
western carriers for a modest five per cent increase, on the 
ground that no particular emergency had been shown. Shippers 
and state officials throughout the whole great western country, 
aided by farm experts and agricultural economists from granger 
colleges, flocked to the hearings held by the Commission on 
the application for increased rates, to fight their hardest to 
prevent its being granted. The Commission did not even give 
the carriers advice as to how or by what alternative method 
they might ask for increased revenue. The carriers, perhaps, 
are to be blamed for being too submissive and not going into 
court to demand their rights. There is, perhaps, nothing more 
cowardly than a railroad when it is confronted with the idea 
of antagonizing its patrons. But that is no excuse for those 
who were antagonistic nor for the administrative body charged 
by law with the duty, not only of protecting shippers from 
injustice but of seeing to it that the carriers had adequate rates. 
And the tendency of Commission decisions in general has been 
steadily toward a downward revision of rates, while the tendency 
of wages, the principal operating cost of the railroads, has been 
upward. 
Rate Reductions 


The outstanding decrease since 1920 was that made effective 
July 1, 1922, under the decision in reduced rates, 1922, when all 
freight rates were reduced 10 per cent. 

In a case decided August 3, 1921 (63 I. C. C. 107), the Com- 
mission required a .20 per cent reduction on nearly all rates 
on live stock in the west that were, after the increase of 1920, 
50 cents a hundred or more. 

In a case decided October 20, 1921 (64 I. C. C. 85), the Com- 
mission required removal of one-half of the increases of 1920 
as to all rates on grain, grain products, and hay, and on coarse 
grain it made an additional 10 per cent reduction. 

Commissioner Lewis, in a report submitted to Everett San- 
ders, at that time a member of the House committee on inter- 
state and foreign commerce, October 26, 1921, said the reduction 
in western grain, grain products, and hay rates alone, it was 
estimated, amounted to from $35,000,000 to $40,000,000. This 
report set forth a number of reductions on various commodities 
made since August 26, 1920. Since then there have been a num- 
ber of cases involving revisions of rates, some resulting in re- 
ductions, some in increases. There have been no rate increases 
of a general nature since 1920, except increases that may have 
resulted from revisions. The southern class rate case, for ex- 
ample, is a revision case in which some rates will go up and 
some down. 


On January 1, 1922, the railroads made a “voluntary reduc- 
tion” of 10 per cent on farm products when appeal was made 
by the administration for the railroads to help the farmers. On 
July 1, 1922, the reduction of 10 per cent on all freight was 
ordered. That was not on top of the 10 per cent cut on farm 
products made effective January 1, 1922, but that 10 per cent 
cut remained in effect. 

The Commission has specifically refused certain proposed 
transcontinental increases on the ground that they would be 
contrary to the policy expressed by Congress in the Hoch-Smith 
resolution. 

A report on the economic situation in the railway industry 
by the Bureau of Railway Economics, published this week, shows 
a probable decrease of 16 per cent in the ton-mile earnings in 
1927 as compared with 1921. Shippers in 1927 will pay, it says, 
nearly $900,000,000 less in freight charges than if there had been 
no rate adjustments since 1921. For the entire period of six 
years, 1922 to 1927, inclusive, it says, the whole saving in freight 
transportation cost has aggregated more than four billion dollars. 

On top of all this there is a strong element in the Com- 
mission in favor of a lower valuation of the railroads, which 
would make possible a still lower level of rates without dis- 
obedience to the law. And, still farther, there is a well defined 
movement to amend section 15-a, so that it will no longer pre- 
scribe a level of rates that will produce a certain percentage 
of net revenue, but will merely instruct the Commission to make 
rates that will produce adequate revenue for the carriers, the 
Commission to be its own judge of what adequate revenue is 
and on what basis it shall be computed, and to keep locked in 
its own breast its opinions on these subjects, if it desires to 
do so. 

It may be said, therefore, that, with all the legislation on 
the subject of adequate revenue, all the admissions that have 
been made that the railroads are entitled to a living wage, and 
all the prosperity that has come to some of them, the problem 
of railway revenue and the level of rates is still far from settled, 
and that the railroads are on the way back to the condition 
they were in when the transportation act of 1920 was passed. 


Hoch-Smith Resolution 


The Hoch-Smith resolution, referred to above, is the work 
of the demagogues in Congress. It was adopted three years ago 
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as a gesture to impress the farmers. It declared an agricul- 
tural depression and instructed the Commission to make rates 
as low as possible, under the law, on agricultural commodities 
because of that depression, in order to help the farmer. Of 
course, any reasonable interpretation of the resolution, consider- 
ing it in connection with other parts of the law, would have 
contemplated increases on other commodities to make up for 
decreases that might be made on agricultural commodities, so 
that whatever might be done for the farmer, the railroads need 
not suffer correspondingly. But this phase of the matter seems 
to have been overlooked. Complaints have rolled in asking for 
agricultural decreases and the Commission has devoted a major 
portion of its time and its force of examiners to investigations 
of basic branches of industry to see what adjustments were 
possible in the reduction of rates, as directed by Congress. 

Here, again, was an example of the complacency of shippers 
in face of congressional and Commission action that might mean 
reduced rates to the serious hurt of carrier revenue. The Na- 
tional Industrial Traffic League, which is the great national or- 
ganization of shippers, as such, dismissed the resolution at first 
as meaning no change in the law and, hence, no serious change 
in rates. Others pointed out that Congress had a definite pur- 
pose in adopting the resolution and that it meant what it said. 
They demanded repeal. But the League persisted in its- course 
until, lately, the Commission interpreted the resolution as 
having real meaning. Then the League, at its meeting last 
month, adopted resolutions on the subject, expressing its grief 
at the situation caused by the resolution, as interpreted by the 
Commission; but still it did nothing about it. The carriers, 
with unwonted courage, have taken the matter into the courts 
in a definite case. Thty say the Commission’s interpretation 
of the resolution is incorrect, but that, if it is correct, the 
resolution is unconstitutional. More power to them. The Hoch- 
Smith resolution is especially ridiculous now in face of recent 
official reports by the Secretary of Agriculture last week and 
the message of the President of the United States this week 
showing that the condition of agriculture is steadily growing 
better and the depression is gradually disappearing. 


Repeal of 15-A 


The effort to repeal section 15-A and substitute a different 
method of establishing an adequate level of rates emanates from 
the National Industrial Traffic League. Representatives of 
the League drew the bill and had it introduced in Congress. 
Their arguments sound well to those not acquainted with his- 
tory, for they insist on the desirability of having in the law, 
language that will instruct the Commission to make rates that 
will produce an adequate revenue. But such a provision is 
already in the law and the substitute seems weaker because it 
takes out the definite standard or measure by which the public 
may be enabled to judge whether the earnings of the carriers 
are sufficient. At present, when the net earnings do not reach 
five and three-quarters per cent, the Commission may be called 
on for an explanation. Under the law, as proposed, the Com- 
mission could silence any inquiry by the mere statement that, 
in its opinion, the carriers were earning enough. There would 
be no recourse but an action by the carriers in court to prove 
that their property was being confiscated. It may not be that 
those who advocate the new provision are doing so in a conscious 
effort to lower rates, but there is little doubt but that what they 
want, if they get it, will lower rates, and it is a warrantable 
suspicion that the possibility and desirability of lower rates is 
in the back of their minds, if not in the front. 


Intercoastal Steamships 

Now, as to unregulated and unfair competition with the rail 
carriers, actual and proposed. 

We have steamships doing an intercoastal business through 
the Panama Canal—which, by the way, was not provided by 
nature, but by the taxpayers. They are under no regulation 
as to rates. They pay only modestly for their use of the canal. 
They are in competition with the railroads, which, thus far, 
have been unable to obtain relief through fourth section trans- 
continental rates to meet steamship competition. The boats 
have taken great quantities of business away from them. This 
is perfectly right, assuming that conditions are fair, for there 
is no inherent virtue in one form of transportation as against 
another. But are conditions fair? Does it not seem that the 
boats, competing with the railroads, should be under the same 
sort of regulation as to rates? Does it not seem that, if the 
taxpayers have furnished them with a short route from coast 
to coast that enables them to take large tonnage away from the 
railroads, they should at least pay enough for the use of that 
route to put them on somewhat of an even basis with the rail- 
roads? Does it not at least seem that the railroads, if they are 
willing to do so—as they are—should be permitted to make 
low transcontinental rates in competition with the boast? 


Motor Vehicles 

We have a great and comparatively new industry of hauling 
freight and passengers in common carriage by motor vehicles. 
They have made deep inroads on the business of the railways. 
That is legitimate, if they have a means of transportation that 
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can sell itself on a fair competitive basis. But is there that 
fair basis? The motor vehicles are regulated, to some extent, 
by most of the states in intrastate traffic, but as yet they are 
unregulated interstate. They pay no more for their use of the 
highways as a place of doing business than the private auto- 
mobiles pay. Does it not seem that they, as competitors of the 
railroads, ought to be subject to the same kind of regulation 
and that they ought to pay for the facilities furnished by the 
taxpayers that they may do business? 


Government Barge Line 


Then we have the government barge line on the Mississippi 
and Warrior rivers, started as a war relief measure and as a 
government experiment to demonstrate what could be done by 
this method of transportation, but which has developed into the 
greatest piece of transportation “bunk” ever conceived. Even 
by its own method of accounting, the barge line, until recently, 
did not show a profit. Now it shows a small profit, but it does 
so by ignoring cost of capital, taxes, and insurance. The only 
overhead charge it sets up is three per cent for depreciation. 
It can be and has been shown that, with any proper and usual 
system of business accounting, the barge line is operated at a 
great loss, and the result of the demonstration is to show that 
this kind of transportation is not profitable for private capital. 
But the so-called experiment persists. It is even proposed to 
appropriate $50,000,000 more to provide additional facilities for 
shippers who wish to use it and to extend it to tributary rivers. 
Midwest shippers are behind this plan, aided and abetted by 
members of Congress looking for popularity. 


There is no question but that there is tonnage seeking 
transportation by this method, under present conditions. 
Whether this tonnage would seek the river under fair conditions 
is a different matter. If the barge line were operated by private 
capital or if the government operated it on business principles 
and made the proper charges, rates would be higher and divisions 
with the railroads would not be so unfavorable to them. Rates 
would be higher because there would be overhead charges to 
be met and because a charge to the boats or barges for their 
use of a waterway, developed and maintained by the taxpayers, 
would have to be set up. As things are now, shippers who can 
use the barge line are profiting at the expense of shippers who 
cannot use it and of the taxpayers at large, including the rail- 
roads. It is not to be wondered at that a selfish business man 
will take advantage of an opportunity like this or even that 
he will seek to retain it at the cost of his neighbors; but it is 
somewhat surprising that men who are supposed to be statesmen 
cannot see the fallacy involved. Among such statesmen is 
Herbert Hoover, Secretary of Commerce, who is a friend of the 
barge line and to whom, with others, if we read a little be- 
tween the lines, President Coolidge, in his message to Congress 
this week, administered a deserved rebuke. Strange that one who 
has been so outspoken against government in business should 
make such an exception in this case. Perhaps the presidential 
campaign has something to do with it. 


Inland Waterway Development 


Mr. Hoover is the principal proponent of a movement for 
a widespread development of our inland waterways as avenues 
of transportation—25,000 miles of such routes he would have. 
He has sold his program, apparently, to most of the country by 
drawing a series of beautiful pictures of cheap and efficient 
transportation—almost as beautiful pictures as have been drawn 
by the advocates of the lakes-to-the-ocean seaway of ocean ves- 
sels docking at Chicago and Duluth, though Congressman Demp- 
sey, chairman of the rivers and harbors committee of the House, 
himself an advocate of the All-American route for such a sea- 
way, says he has never met a practical man who thinks ocean 
vessels would use either the All-American route or the St. 
Lawrence route. Of course, Mr. Hoover and those who stand 
with him urge that nothing must be done to hurt the railroads— 
they are our principal instrumentality of transportation and 
they must have adequate revenue. They argue that their inland 
waterways would create traffic and, therefore, in the long run, 
operate to the benefit of the railroads by developing the country. 
Of course, that is nonsense, as is also the plea that, in a com- 
paratively short time, the railroads will be unable to take care 
of the growing tonnage and will need the water adjunct. Addi- 
tional facilities do, of course, create new business, but that 
business is for themselves and not for the agencies with which 
they are competing. At least, that is what has been shown in 
the history of waterway-rail competition. The rails, when they 
were laid, took the business entirely away from the waterways 
because they were a swifter and more efficient agency of trans- 
portation; and the history of the railroads does not incline a 
thoughtful person to fear that they will not be able to take 
care of the growing traffic if they are permitted to earn a revenue 
that will allow them to develop. 

It must be understood, of course, that this is not an argu- 
ment against inland waterway transportation, if instituted and 
maintained under proper and fair conditions and not as a result 
of somebody’s hobby and without consideration of all the factors 
involved. No waterway should be developed until there has been 
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satisfactorily demonstrated a legitimate traffic demand for it; 
that is, is there a considerable amount of traffic that would use 
it? Ascertainment of this traffic demand ought not to be under- 
taken until after the adoption of a settled policy that the gov- 
ernment itself would not seek to operate boat lines; that private 
boat lines would be subject to the same sort of regulation that 
is imposed on the railroads with which they would be in com- 
petition; and that operators of boat lines would have to pay 
for the use of the rivers as places of doing business, those 
rivers being owned by the public and developed and maintained 
at public cost. 

There is to be found in the report of the committee on rail 
and water competition, of the National Industrial Traffic League, 
adopted at the meeting of the League last month, a very inter- 
esting and intelligent discussion of this whole matter, showing, 
at least, a disposition to admit, in theory, the justice of most 
of what has been said above, but setting up the barrier. of 
“impracticability” to bringing about regulation of water rates. 
There are practical obstacles that cannot be ignored. Perhaps 
many of them may prove to be insurmountable. But, if we 
admit the theory, we should try to meet the obstacles and not 
be content until and unless we find certain of them cannot be 
overcome. Most of them probably could be. We could, at least, 
go as far as possible in overcoming them. 


A Program 
To sum up the policies herein advocated: 


Adequate revenue for the railroads, not only out of fairness to 
them but in the interest of maintaining their efficiency as the prin- 
cipal carriers of the country’s commerce, should be assured. 

There should be no government competition in the transportation 
business, as there should be no government in business at all. 

Government regulation of competing transportation agencies, in- 
— motor vehicles, intercoastal steamships, and inland waterway 
carriers. 

Government expenditures—which means expenditure of the money 
of the taxpayers—for the development and maintenance of inland 
waterways only after careful investigation has established a legitimate 
traffic demand, that demand to be based on a policy that water car- 
riers shall be regulated by the same body that regulates the rail 
carriers, and on the same basis, and that the operators of inland 
waterway services shall pay for their use of the waterways. 

An established policy of exacting payment from those who use the 
highways and the waterways, developed and maintained by money 
of the taxpayers, for carrying commerce to their own profit. 


Bear in mind that there is a difference between common 
carrier use of the highways and waterways and private use. 
We would not make a man on a pleasure trip in a rowboat on 
the Mississippi River pay for his use of the water; but we 
should make that man pay who operates a line of barges in 
order to make money for himself. We would not make the 
owner of a flivver, who takes his family out on Sunday for a 
little ride, pay any more than he does pay for the use of the 
highway, nor would we make a pedestrian on his way to work 
pay more than he already pays in the various taxes assessed 
against him, for the wear and tear he causes on the pavement; 
but we should make the operator of a huge bus, carrying twenty 
or thirty passengers, or a motor truck, hauling several tons of 
freight in commerce, pay something extra for its use of the 
highway, and we should make the street hawker peddling 
Christmas toys pay for his use of the sidewalk as‘a place of 
doing business—just as we do make him pay in every city and 
hamlet in the country. Why should he pay for his use of public 
property as a place of doing business when the motor vehicle 
and the river boat do not? 

When we have recognized the soundness of some of these 
principles, not only because of their fairness, but because good 
economics demands them and because they are fundamentally 
good business, we shall have gone far toward solving perma- 
nently our transportation problem and putting the situation 
beyond danger from quacks and selfish persons. 


SARGENT ON RAIL REVENUE 


Fred W. Sargent, president of the Chicago & North West- 
ern Railway Company, addressing the annual convention of the 
Association of Life Insurance Presidents, in New York, December 
9, on the subject, “Conquering New Transportation Frontiers,” 
dealt with the present railroad situation, with respect to revenue 
as follows: 





The power of the Federal government to regulate commerce has 
been established. The question as to whether that power is to be 
wisely exercised yet remains to be demonstrated. The problems are 
numerous, and we have with us now as in the days of John Marshall, 
the “left wing,’’ that thinks only of immediate political gain, and 
seems either unable or unwilling to visualize the great good that would 
come through a national stable policy of friendly rather than antago- 
nistic railway regulation. 

In some quarters we hear a demand for the appointment of Inter- 
state Commerce Commissioners by regions, the only purpose being to 
make railroad rates the subject of political barter or trade, a revival, 
if you please, of the “pork barrel’ method of administration with the 
owners of the properties ultimately holding only the empty barrel. 

Already the railroads have been legislated out of the Panama 
Canal and off of the Great Lakes. They were called upon through tax- 
ation to help build the Canal, and are now not only prohibited from 
using it, but are also prohibited under the law from competing for the 
business that the Canal takes from them. Some day the American 
people will realize the injustice of such a policy and in time it will be 
corrected. The policy now is one sustained by the influence of certain 
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regions which insist that if the railroads compete for the Canal busi- 
ness, they should at the same time be compelled to make reductions in 
all intermediate rates for the service of the intermediate territory. Of 
course the Canal is not expected to and could not serve this inter- 
mediate territory, and why the railroads should be expected to make 
water rates’ to the intermediate territory before being permitted to 
participate in the tonnage which is now taken from them by virtue of 
the Canal, is difficult to understand. 

At the present time the Government is in the throes of attempting 
to determine what constitutes value as applied to railroad properties. 
In 1913 the LaFollette law providing for a complete physical valu- 
ation was enacted, prompted by the belief that it would demonstrate 
that the railroads were grossly over-capitalized. Now that the con- 
trary has been clearly established, and true value likely to exceed by 
a handsome margin the total amount of outsanding stocks and bonds, 
we find on the part of the Government almost a right about face, and 
indeed in some places of authority the theory advanced that prudent 
investment only should be the measure. 

I have just finished reading a brief filed upon the authority of and 
for the Interstate Commerce Commission in a valuation case before 
the Supreme Court of the United States, and after so as I am 
reminded of those forceful words of John Marshall wherein he says 
in substance that ‘Refined and metaphysical reasoning may explain 
away the constitution of our country, and leave it a magnificent struc- 
ture indeed to look at, but totally unfit for use.” 

Indeed, it seems like a strange anomaly to have the Government 
itself as one of the litigants against one of its citizens, attempting to 
establish some new definition of value, that would completely ignore 
the fact that railroad properties, though charged with a public func- 
tion, are yet privately owned. In the brief to which I refer the Gov- 
ernment of the United States is arguing to the Government of the 
United States that value should be determined by the level of rates 
that the Government of the United States is willing to fix, rather 
than that the value which represents the security back of the privately 
owned property should be determined by the ordinary standards and 
the constitutional right of rates measured thereby. 

It is argued that value as applied in the ordinary sense must not be 
allowed because it would require rates higher than the traffic could 
bear. It is hard to understand why the constitutional protection 
against confiscation should be cast aside because of the argument that 
to give force to such constitutional protection might allow rates 
higher than the traffic could bear. If the traffic will not bear such 
rates, then, of course, they cannot and will not be made, but this fact 
should not be advanced as a reason for destroying the constitutional 
protection thrown about the private ee of all private property 
whether or not it is impressed with the public service. 

Up to 1920, substantially all legislation of both the national Con- 
gress and the state governments had been of a restrictive and re- 
pressive character. The transportation act for the first time since 
regulation began manifested a desire on the part of the national Con- 
gress for a real constructive policy that would give to the Govern- 
ment a national transportation system, so necessary if we are to go 
forward under a policy of permanent progress, and so essential to the 
economic development of the country as a whole. 

Already, however, we find demands here and there for the repeal 
of that policy, which, if successful, would constitute an invitation to 
the rate-making authorities to fix rates upon a basis that would not 
produce. a fair return for the institutions and the men and women 
whose investments have made our railroads possible. 

Rates, of course, must first be just and reasonable, and they must 
be such as the traffic will reasonably bear. If they can be made just 
and reasonable.and such as the traffic will bear, and yet produce a 
fair return upon the true value of the property, then it is the duty of 
the Interstate Commerce Commission to maintain them upon such a 
basis, and this is all they are directed to do under the existing law. 
Such has been the construction which the Commission itself has at 
‘various times placed upon the transportation act, but in its practical 
administration thereof it has never yet fixed rates that would produce 
a fair return over the average years since the war upon the value of 
the transportation plant of the country, as such value is conceded to 
exist by the Commission itself. Indeed, following what it construes 
to be the mandate in the so-called Hoch-Smith Resolution, the Com- 
mission has ‘strongly intimated that it intends to reduce rates on a 
large part of the tonnage of the granger railroads as rapidly as they 
may improve their financial condition, regardless of the question as to 
whether or not they may at the time be earning a fair return. 

I mention the foregoing matters not for the purpose of undertaking 
here any extended discussion thereof, but for the purpose of directing 
your attention to the trend of political and administrative thought up- 
on the subject of railroad regulation; a trend which indicates that we 
have not yet passed the last frontier, and that the railroads, if they 
are to survive under private ownership must themselves undertake a 
more aggressive campaign to educate the public with relation not only 
to sound underlying principles, but to the wise and_practical admin- 
istration thereof if we are go forward with an efficient system of 
transportation, keeping step with the requirements of commerce. 

In attempting to adopt such an aggressive campaign the railroads 
may, and I believe they should solicit your earnest and friendly co- 
operation to the end that your policyholders may be protected as to 
the investments already made, and encouraged to look with favor 
upon even greater investments in the future in supplying new capital, 
which is each year indispensable to the enlargement of the transpor- 
tation plant. 

We must not by a niggardly and unwise policy permit our railroads 
to drift back again to the state of inefficiency which resulted in_Gov- 
ernment control and operation upon our entrance into the World 


r. 
bce The railroads constitute the greatest single industry in America. 
They and the companies directly dependent upon them for business 
are our largest contributors to prosperity. The great bulk of the 
money which the railroads collect is immediately paid back to the 
people in the form of wages, taxes, and in the purchase of supplies 
and materials. The mass of the people cannot afford to have such 
an industry crippled by “refined and metaphysical reasoning’ founded 
on premises which concede to the carriers only a bare living. 

Railroads must be permitted to earn something more than merely 
enough to pay the interest on their bonds and a fair return to their 
stockholders, provided, of course, that just and reasonable rates, 
measured by what the traffic will reasonably bear, will produce such 
a result. They must be permitted to earn a surplus in the good years 
to tide them over periods of depression, and they ought to be per- 
mitted to earn a sufficient surplus every year to take care of those 
capital expenditures of a public character which in and of themselves 
add nothing to earning capacity. 

To insist on a policy that will reduce rates as rapidly as the car- 
riers show improvement in their financial condition, and which pro- 
poses to measure value by some refined and metaphysical system of 
reasoning unknown to the practical business world, and to continue 
a scheme of regulation that dips into the details of every-day practical 
management such as we are now experiencing on every hand, and to 
insist upon recapturing earnings from the carriers in their good years 
and leaving them to bear their entire losses in the poor years, means 
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that we are heading again toward a state of inefficiency that in the 
long run cannot be in the interest of the greater public welfare. 

Railway managements have not lost faith in the ultimate fairness 
of the American public, although they are beginning to be sorely 
tried. Since the railroads. were returned to private management they 
have secured and invested in the improvement of their properties over 
four billions of dollars of new capital. They have done this largely 
on the faith of things yet unseen and unrealized; they have had one 
my good year, to-wit, 1926, out of the seven years the present law 
has been in effect, and relying upon which law these enormous invest- 
ments have been made. They now awaken to the fact that the Inter- 
state Commerce Commission has in a recent case strongly indicated 
that it intends to reduce rates on a large part of their tonnage as 
rapidly as their financial condition improves, and they are threatened 
at every session of Congress with laws aimed at the reduction of their 
revenues. 

I believe that the general trend of popular thinking is more favor- 
able to the railroads today than it has been in the last quarter of a 
century, but the immediate problem is to translate this more favor- 
able attitude into practical results through the proper legislative and 
administrative channels. This is your problem as well as the prob- 
lem of the railroads and all other thinking men interested in the main- 
tenance of an efficient and adequate system of transportation, to the 
end that our people may be kept prosperous, our investors made se- 
cure, and our shippers saved those enormous losses which always 
follow periods of car shortages and inefficient facilities, which losses, 
when they arise as they have at various periods in the past, are so 
great as to make the savings secured by scaling down rates com- 
paratively insignificant. 


ATTORNEY GENERAL’S REPORT 


The anti-trust division of the Department of Justice “has ad- 
vised and is at present assisting and collaborating with the In- 
terstate Commerce Commission in connection with several inves- 
tigations now being made by the Commission with respect to 
alleged violations of the commodity clause (sec. 1, par. 8) by 
common carriers which are owned or controlled, through own- 
ership of capital stock, by large industrial and manufacturing 
corporations,” according to the report of William J. Donavon, 
assistant to the Attorney General in charge of the anti-trust di- 
vision, incorporated in the annual report of Attorney General 
John G. Sargent. 

“The investigations are being conducted with a view to the 
institution by this department of such proceedings as may be 
deemed necessary to effect compliance with the commodity 
clause,” said the report. : 

Discussing the commodity clause and the Elkins act, the 
report said: 





In the Tap Line cases (234 U. S. 1, 27) the Supreme Court held 
that by the enactment of the commodity clause (sec. 1 (8), interstate 
commerce act) Congress “sought to divorce transportation from 
production and manufacfure and to make transportation a business 
of and by itself unallied with manufacture and production in which 
a carrier was itself interested;’’ and in United States vs. Reading 
Company (253 U. S. 26, 60) that ‘“‘the purpose of the commodity 
clause was to put an end to the injustice to the shipping public, 
which experience had shown to result from discriminations of various 
kinds, which inevitably grew up where a railroad company occupied 
the inconsistent position of carrier and shipper.” 


In recent years industrial and manufacturing corporations have 
acquired ownership or control of numerous railroads, comparatively 
small in size, but important, nevertheless, because of their strategic 
locations and the large volume of interstate traffic hauled by them. 
While operating as and enjoying all the privileges and wers of 
common carriers, generally speaking, these roads are but mere 
departments of the industrial corporations which own or control 
them and whose traffic is transported by them. The statute does 
not forbid the ownership of the roads by corporations, yet the evils 
of discrimination and preference resulting from such ownership are 
equally detrimental as when the carrier owns the manufacturing 
or producing company. 


Amendment of the commodity clause was recommended in the 
annual reports for the years 1910 to 1917, and a bill for this purpose 
— before the Sixty-third Congress, third session (H. R. 

“? 

The Elkins act (32 Stat. L. 847), as amended by the Hepburn 
act (34 Stat. L. 584), renders it unlawful to give or receive rebates 
concessions, or discriminations in respect to the transportation ot 
property in interstate commerce. The presence in the statute of 
the words ‘‘whether carrier or shipper’’ has given rise to the con- 
tention that the prohibitions of the statute are directed only to 
carriers and shippers and their employes, acting within a well- 
defined scope of agency. Although the Supreme Court has fre- 
quently declared that the purpose of the act is “‘to cut up by the 
roots every form_of discrimination, favoritism, and inequality’”’ 
(United States vs. Koenig Coal Co., 270 U. S. 512), it is contended that 
the court has not construed the statute as prohibiting or punishing 
persons or corporations other than carriers and shippers and author- 
ized agents acting in their behalf. 

A practice of considerable extent has developed whereby an 
independent corporation or person, who is neither a carrier nor a 
shipper, is interposed through whom the carrier reaches the favored 
shipper with so-called allowances and other things of value. The 
obvious purpose of the statute is thus easily defeated. If the words 
“whether carrier or shipper’ were stricken from the act, it would 
leave its penal provision clearly applicable to every corporation and 
person whose transactions run counter to the provisions of the statute. 

The last paragraph of section 1 provides that any person or cor- 
poration who accepts from the transporting carrier a rebate in 
respect to an interstate shipment shall forfeit to the United States 
a sum of money three times the amount of the rebate. The elimina- 
tion of the words “from such common carrier’? would permit the 
penalty to be inflicted upon the shipper, regardless of whether the 
rebate was given by the carrier or some independent corporation or 
= so long as it is given as an offset against the transportation 

Sixteen prosecutions were instituted during the year, involving 
149 counts, for violations of the interstate commerce act. These cases 
include charges of accepting and receiving concessions with respect 
to the transportation of property in interstate commerce; false bill- 
ing; collecting greater compensation for shorter than for longer hauls 
of interstate traffic, etc. Twenty cases were concluded and fines 
aggregating approximately $31,225 were imposed. 


Blackburn Esterline, assistant to the Solicitor General, in 
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charge of suits to set aside orders of the Interstate Commerce 
Commission, in his report, said: 

Important cases to which attention may be drawn are those relat- 
ing to the valuation of railway properties. Los Angeles & Salt Lake 
Railroad vs. United States, Kansas City Southern Railway vs. United 
States, St. Louis & O’Fallon Railway vs. United States. In the courts 
the railway carriers are claiming values highly in excess of those 
found by the commission. If they should ultimately prevail in the 
extreme positions they have sought to maintain in some of the district 
courts, the result would follow inevitably that rates must be increased 
to enable the carriers to earn the fair return on the higher values, and 
the prospects of the recapture by the government of any excess 
earnings would fade. In Dayton-Goose Creek Railway vs. United 
States (263 U. S. 456) the validity of the recapture clause was sus- 
tained. The pending litigation will determine whether the trans- 
—- act of 1920 (of which the so-called recapture clause is the 

ey) shall be made effective or whether its whole purpose shall be 
frustrated. 

Another group of cases disposed of in the past year are the As- 
signed Car cases. Large coal shippers who are owners of private cars 
which they let to the carriers claimed the right to their exclusive 
use for the loading and transportation of coal in times of car shortage 
which gave them a decided advantage over all other shippers of coal 
as the private car owners in all shortages were provided with a full 
car supply. The Commission by order abolished as preferential and 
discriminatory the so-called assigned-car rule. The Supreme Court 
(reversing the district court) sustained its order. 

In another case, United States vs. New York Central, the Supreme 
Court sustained the ordér of the Commission which directed the 
carrier to establish switch connections and to furnish and move cars 
over the tracks of the Erie Basin Terminal to piers in order that water 
carriers on the New York State Barge Canal might establish through 
routes and joint rates on through traffic with the New York Central. 
The opinion of the Supreme Court broadly interpreted and put in 
full force and effect those provisions of the Panama Canal act which 
required rail carriers to establish switch connections with water 
carriers to the end that water transportation shall be encouraged. 


COST OF FORMS FOR CARRIERS 


The Trafic World Washington Bureau 


In the hearing before the sub-committee of the House com- 
mittee on appropriations on the deficiency appropriation item 
of $170,000 for printing valuation reports of the Commission, 
Chairman Madden objected to the Commission paying for annual 
report forms sent to railroads for the reporting of information 
asked for by the Commission. 

George B. McGinty, secretary, and T. A. Gillis, assistant 
secretary, were appearing for the Commission. It was stated 
that approximately $20,000 was the cost of sending forms to 
carriers. 

“Why should not the carrier buy his own forms?” asked 
Chairman Madden. “Why does the government furnish the 
carrier with forms?” 

Secretary McGinty and Assistant Secretary Gillis explained 
it had been the practice for a long time to furnish the carriers 
with copies of the forms. They said the forms had to be printed 
anyway and that the cost of setting the type and printing the 
form was the greatest part of the cost. 

“We have no business supplying these things to the railroad 
companies,” said Chairman Madden. 

Secretary McGinty remarked that it was “wholly immaterial 
to us” as to making the railroads pay for the cost of the forms. 

“It should be material to you, because I think you are as 
much obligated to conserve the taxpayers’ money as we are 
here,” said Chairman Madden. 

“Personally,” replied Secretary McGinty, “I doubt if it is 
advisable to ask the carriers to pay for those forms, because 
the carriers are paying out an enormous amount of money in 
getting up statistics.” : 

“Why should we defend the right of the railroads to escape 
this expense?” asked the chairman. 

“The same argument would apply to the Civil Service Com- 
mission’s forms,” said Mr. Gillis. 

“Or to the income tax forms,” said Mr. McGinty. 

The chairman thought that “is quite a different proposition.” 

The discussion was completed by a statement from Chairman 
Madden, who said: 

“You will find some way of getting that done in the way 
it should be done, without charging it to the government.” 





THE ALASKA RAILROAD 


Expenses of operation in excess of revenues of the Alaska 
Railroad for the fiscal year ended June 30, 1927, amounted to 
$839,424.58, according to the annual report of Hubert Work, 
Secretary of the Interior. Total expenditures on the railroad 
to June 30, 1927, amounted to $63,929,016.03. 

Progress was made in the fiscal year, according to the 
report, in the plan of completing the line and modernizing equip- 
ment to lower the cost of maintenance and operation of the 
road in future years. It said the year 1927 was the first in 
which the deficiency for operation was less than a million dollars, 
sag pron the deficiency for that year was practically one-half that 
or " 

Pay rolls for 1926 amounted to $1,914,548 and for 1927, $1,856,- 
600, a decrease of 3.3 per cent. The average number of em- 
ployes for 1926 was 980 and for 1927, 953. 

Rail revenues showed an increase of 43.2 per cent, with 
increases in rail line expenses for maintenance and operation 
of 3.9 per cent, despite additional costs for maintaining snow- 
fighting equipment and forces over a lorger period than in the 
previous year, according to the report 
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COMMISSION’S ANNUAL REPORT 


The Commission, in its forty-first annual report to Culisess 
this week, contented itself with reviewing its activities in the 
period November 1, 1926, to October 31, 1927, and renewing rec- 
ommendations with respect to railroad consolidation and other 
legislation. 

The edge was taken off one bit of “news” in the report with 
respect to the motor vehicle investigation by an announcement 
December 5, before the report was released for publication, that 
oral argument would be heard January 16 in No. 18300, motor 
bus and motor truck operation. As to this proceeding, the 
Commission said in its report that, in the last year, laws were 
enacted in four states providing for the regulation of motor 
vehicles, so that there was now some form of regulation or 
control over common-carrier motor vehicles in 42 states and the 
District of Columbia. - 

“The rapidly increasing use of motor busses and motor 
trucks makes the absence of any regulatory control over those 
engaged in interstate commerce a problem of constantly in- 
creasing importance,” said the Commission. 


“We deem it advisable that a proposed report be prepared 
by an examiner and served upon the parties to the proceeding, 
thus affording opportunity for the filing of exceptions thereto, 
to be followed by oral argument before us and report thereon 
to the Congress with our recommendations as speedily as may 
be consistent with the nature and importance of the subject.” 


Hoch-Smith Resolution 


Reviewing what it had done under the Hoch-Smith resolu- 
tion, the Commission quoted excerpts from its decisions in Grain 
and Grain Products, 122 I. C. C. 235, 264; American Live Stock 
Association vs. A. T. & S. F., 122 I. C. C. 609, 617, and California 
Growers’ & Shippers’ Protective League vs. S. P. Co., 129 I. C. C. 
25, 32, wherein it construed the Hoch-Smith resolution. 

The Commission outlined briefly the investigations under 
way because of the resolution and then said: 


No. 17000, Rate Structure Investigation. This will be extended to 
embrace other important commodities as rapidly as is possible with 
the appropriation and forces at our command. The inquiries already 
in progress, together with the handling of current formal complaints, 
are taxing our present forces to capacity. The reclassification act 
undoubtedly has operated to induce constant depletions of our per- 
sonnel, and, although increases in the staff have been made, consider- 
org Bh gee _ required for training because of the technical character 
of the work. 


Railroad Earnings 
On the subject of “railroad earnings,’ the Commission said: 


The upward tendency observed in railroad net earnings after 1920 
continued through the calendar year 1926. For that year the operating 
revenues for Class I steam railways amounted to $6,382,939,546 and 
the net railway operating income was $1,213,089,966. These sums are 
greater than the corresponding sums for any preceding year. For the 
first five months of 1927 the reports indicated substantially the same 
level of earnings as in 1926, but beginning with June there has been 
a falling off in both the gross and net revenues. For the first five 
months of 1927 the operating revenues of Class I railways were slightly 
greater than those of the same period in 1926, but in the months of 
June, July and August, 1927, combined, the operating revenues were 
5.70 per cent below those of the same period in 1926. In this three- 
months’ period in 1927 the net railway operating income was 18.85 per 
cent below the corresponding figure for 1926 and 8.46 per cent below 
that for 1925. 

The falling off in passenger revenue continues. In the first eight 
months of 1927 the passenger revenue was nearly $40,000,000 less than 
in the same period in 1926, and for the calendar year 1926 it had been 
over $100,000,000 less than in 1923. The freight revenue of 1926, on the 
other hand, was $191,000,000 greater than that of 1923. 

In 1926 the operating expenses of Class I steam railways were 
73.15 per cent of the revenues. This is the lowest—that is, the most 
favorable—ratio since 1917. Prior to 1908 the operating ratio was in 
every year below 69 per cent. From 1908 to 1917 it varied from 65.58 
to 72.91 per cent. Thus the most favorable postwar ratio of 1926 is 
slightly higher than the most unfavorable pre-war ratio. The com- 
position of operating expenses has remained remarkably stable in re- 
cent years, although over a long period the influence of heavier trains 
is seen in the relatively faster growth of equipment maintenance com- 
pared with transportation expenses: 


Per Cent of Total Operating Expenses, Class I Steam Railways 
First eight 


months 

Account 1915 1925 1926 1926 1927 
Maintenance of way and structures...... 18.2 18.0 18.6 18.6 19.0 
Maintenance of equipment............... 24.8 27.7 27.4 27.6 26.7 
I Scat alsin tek oheee ene w eee 2.9 3.8 2.4 2.4 32.6 
DD, cin chaos ctieadahaeneeew ones 49.6 47.2 46.9 46.5 46.7 
INE, oe Sd cetes cheatin vase acmes ee cusoeee die s.r S68 8.2 825) 4 
GE EE SoG ors cw ears i ow ooeeune she wers 8 9 8 9 9 


Taxes, which are not included in operating expenses, were re- 
ported for the first eight months of 1927 as slightly less than for the 
same period in 1926, but the taxes of the calendar year 1926 for Class 
I railways, $391,114,381, were greater than for any preceding year. 
In that year they were about 2.5 times as great as in 1916. 

In 1926 the steam railways had a net income after fixed charges 
of $883,625,820, substantially larger in dollars than that of any pre- 
ceding year. This sum was 9.44 per cent of the capital stock actually 
outstanding at the close of that year. In 1926, 69.12 per cent of the 
stock of the steam railways was in the dividend-paying class. This 
figure is higher than for any preceding year. The amount of divi- 
dends declared, including intercorporate dividends, was $473,603,482, 
which sum was 5.06 per cent of all stock actually outstanding. The 
average rate declared on dividend-yielding stock was 7.32 per cent. 
The report said that accounting examinations necessitated 
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by the requirements of section 15-a continued practically to 
monopolize the services of the field force of the bureau of ac- 
counts. It said no general examinations of carriers’ accounts 
were made in the year because of the necessities under the 
recapture clause of section 15-a, and that it had been compelled 
to forego the policing of carriers’ accounts, “an important part 
of our duties under section 20 of the act.” 

“Adequate appropriations are indispensable if we are to 
perform properly the duties imposed on us by section 20, and 
to make the special accounting examinations which are fre- 
quently required by other phases of our work,” said the Com- 
mission. 

Bureau of Finance 


In the part of the report dealing with the bureau of finance, 
it was reported that, since the effective date of the transporta- 
tion act in 1920, construction of 6,445.75 miles of line had been 
authorized, of which 3,112.85 miles actually had been constructed. 
In the year covered by the report, 39 certificates were issued 
authorizing 1,027.27 miles of new construction; 52 certificates 
were issued authorizing abandonment of 830.612 miles of line, 
and 42 certificates were issued authorizing operation or acqui- 
sition and operation of 2,809.626 miles of line. Ten applications 
asking authority to construct 593.86 miles of line and six ap- 
plications asking authority to abandon 106.92 miles of line were 
denied. Applications filed were reported as follows: 41 for au- 
thority to construct new lines or to extend existing lines, in- 
volving 1,257.73 miles of line; 56 for authority to abandon 
792.26 miles of line, and 49 for authority to operate or to acquire 
and operate, involving 15,340.51 miles of line. The following 
applications were dismissed: 3 for authority to build 402 miles 
of line; 2 for authority to abandon 121.67 miles of line, and 1 
for authority to operate or to acquire and operate 409.13 miles 
of line. Applications withdrawn were reported as follows: 5 for 
authority to build new lines, involving 319.19 miles of line; 3 
for authority to abandon 46.97 miles, and 1 for authority to oper- 
ate or acquire and operate 9.05 miles. 

The report said that, under paragraph 2 of section 5 of the 
act, 44 applications had been filed, 55 authorizations had been 
issued, 3 applications had been denied, and 1 dismissed. 


Excess Income 


In response to orders under section 15-a, according to the 
report, the total amount of excess income reported for the 
applicable period of 1920 through the calendar year 1926 was 
$16,205,725.41, of which $1,042,666.35 was for 1926. The table 
on this subject follows: 


Number Total 

of reports in amount 

which excess of excess 

Number of income income 

Period reports is reported reported 
Applicable period, 1920.......ccceee- 990 34 $2,505,006.17 
SS ae re 972 27 458,535.72 
ge a rer 928 50 1,865,153.46 
I Bis a 0:0 610s: 6-0 6:0 e:be0 0:68 899 52 6,878,593.92 
CRIOREGRE YORE TORE... cccccccvccccccs 890 24 1,193,860.87 
CRIGIERE FORE TOs :kcccccctcwsicowes 863 23 2,261,908.92 
CRPOORE VORP BOGG soo os o6ccccccseese 812 15 1,042,666.35 
I EE, ici crwonciaacwesous pene wean ceukioeainunenoene $16,205,725.41 


Continuing, the Commission said: 


Many of the reports filed include groups of carriers claimed by 
respondents to have been under common control and management 
and operated as single systems within the provisions of paragraph 
(6) of Section 15a. The question of grouping into systems is now 
under consideration and it is anticipated that definite principles will 
be established when a decision has been reached in cases now sub- 
mitted on the formal docket. 

We again call attention to the fact that the excess income re- 
ported has not been computed upon values fixed by us. Under our 
orders carriers have been permitted to compute their claimed values 
upon such basis as they deem proper. Under this procedure man 
different bases have been used. When values shall have been fixe 
by us the number of carriers found to have earned excess income and 
the ——- thereof may differ from the results shown in carriers’ 
reports. 


The report that in the year covered by the report 13 car- 
riers paid $522,881.77 into the excess fund under section 15-a 
and that this brought the total paid to $7,140,930.95. It said 
the bulk of these payments were made under protest and with 
reservations, so that the general railroad contingent fund had 
not been available for uses contemplated by the statute. The 
money paid in under section 15-a is drawing interest and the 
total in the fund was reported as $7,964,944.20. Of the total, 
$7,847,850 is invested in Liberty and Treasury bonds. Of the 
formal hearings assigned under section 15-a for the determina- 
tion of excess income, 32 have been concluded, 13 are in progress 
and 4 have not yet been opened. 

The Commission said it had received 204 applications and 
34 supplements thereto under section 20-a of the act, and had 
authorized the issue of securities and the assumption of obliga- 
tions and liabilities in respect of securities of others in the 
following aggregate amounts: Preferred stock, $63,287,044.07; 
common stock, $276,566,540 and 303,717 shares of stock without 
nominal or par value; bonds, $651,991,396; debentures, $26,835,- 
000; secured notes, $13,177,355; unsecured notes, $27,302,387.88; 
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equipment obligations assumed by carrier, $92,902,500; assump- 
tion of obligation and liability in respect of $820,000 of equip- 
ment notes; receivers’ certificates, $5,306,000; grand total se- 
curities, $1,157,368,222.95; and 303,717 shares of stock without 
nominal or par value. 

Under paragraph 9 of section 20-a certificates of notification 
of the issue of notes, maturing within two years, in the aggre- 
gate sum of $114,628,526.41 were filed. 

Reimbursement of Deficits 

Claims under section 204 of the transportation act at the 
close of the last report totaled $28,071,864.18. In the last year 
39 additional claims were received, increasing the total to $28,- 
978,173. Four hundred and five claims have been settled, in- 
cluding 142 dismissals and 6 withdrawals. The total amount of 
certificates issued in settlement and partial payment aggregates 
$10,897,041.84. In issuing these certificates, said the report, the 
Commission also certified that $2,349,852.86, representing traffic 
balances and other indebtedness, was due the Director-General 
of Railroads. The estimated amount required to settle 56 out- 
standing claims was stated as approximately $750,000. New 
claims under section 204 are now barred. 

Guaranty Payments 

Since the effective date of section 209 of the transportation 
act, the Commission has settled 521 claims and dismissed 134, 
leaving 12 claims pending, ‘which we estimate will require 
approximately $830,000 to settle.” In disposing of 655 claims 
aggregating $675,798,072.68, the Commission said it had disal- 
lowed $148,910,963.42. The total amount certified in disposing 
of 655 claims was $526,887,109.26. In addition advance and 
partial payments aggregating $3,005,510.15 were certified in con- 
nection with the 12 unsettled claims. 


Loans to Carriers 


In the year $38,311,986.75 was repaid on account of principal 
of loans outstanding under section 210 of the transportation act. 


Bureau of Informal Cases 


The bureau of informal cases received 7,578 complaints, a 
decrease of 262. The carriers and the Director-General filed 
9,393 special docket applications for authority to make refunds. 
Orders authorizing refund were entered in 8,450 cases and repara- 
tion thereon was awarded in the sum of $1,685,975.30. The 
bureau also handled approximately 49,000 letters, many of which 
had the characteristics of informal complaints. 


Bureau of Inquiry 


For violations of interstate commerce act and related acts, 
25 indictments were returned and 10 informations were filed. 
Forty-three cases were concluded. The fines imposed aggregated 
$45,840. 
Bureau of Law 


On October 31, 1926, there were 33 cases involving Com- 
mission orders or requirements pending in the courts. This part 
of the report reviews Supreme Court decisions in the last year 
relating to orders and cases of the Commission. 


Bureau of Service 


This part of the report reviews the activities of the bureau 
of service, service orders, car-service matters, efficiency and 
economy of operation, transportation of explosives and other 
dangerous articles, and revenue freight loaded: The report, re- 
ferring briefly to the regional advisory boards, said their ac- 
tivities now covered practically the entire country and that re- 
ports indicated increased attendance and membership. 


Bureau of Statistics 


The report said the bureau of statistics received 2,220 annual 
reports for the calendar year 1926,.of which 180 were for Class 
% roads. In part, the report said: 


Although the mileage’ of steam railway lines in the United States 
declined somewhat in the decade ending with 1926, the length of sec- 
ond and additional main tracks increased 21.4 per cent, and the miles 
of yard track and sidings increased 17.3 per cent in the same period. 
In this decade the number of locomotives increased only slightly, but 
the average tractive power per locomotive increased 26.5 per cent. 
Similarly, the number of freight cars. (not including privately owned 
cars) increased only from 2.3 millions to 2.4 millions in 10 years, but 
the average capacity of freight cars was 45 tons in 1926 as compared 
with 40.9 tons in 1916. The increase in the average number of tons 
per loaded freight car was less than the increase in capacity, having 
been 24.98 tons in 1916 and 27.35 tons in 1926. But the number of 
loaded cars per train increased to such an extent that the number of 
tons of revenue freight per train was 701 in 1926, against 560 in 1916, 
an increase of over 25 per cent in 10 years. 

The amount of tonnage originated by the steam railways in 1926 
was 1.44 billions, as compared with 1.32 billions in 1916, then a record 
tonnage, an increase of 9.1 per cent in a decade. But the average 
ton of 1526 was carried about 33 miles farther than in 1916, and conse- 
quently the ton-miles show an increase in this period of 22.2 per cent. 
With the increased trainload it was possible to carry the increased 
ton-miles of 1926 with a smaller number of freight train-miles than 
were run in 1916. The number of passengers carried in 1926 was 16.6 
per cent less than in 1916, but the average journey in 1926 was 7.2 
miles longer, and consequently the number of passenger-miles in 1926 
stood a little above the 1916 figure. 

The absolute figures are of interest as bringing out more clearly 
the effect of business depression and revival. In the depression of 
1921 the falling off was in products of mines, products of forests, and 
manufactures, not in agricultural products or live stock. 
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Tons of Freight Originated by Class I Railways (Millions of Tons). 
1926 1925 1924 1923 1922 1921 1920 


Class 

Products of agriculture.... 112 109 117 109 112 114 111 
Animals and products...... 26 26 28 28 26 24 27 
Products of mines.......... 758 678 638 714 533 511 712 
Products of forests......... 105 107 108 116 89 76 101 

Manufactured and miscel- 
Sc eusdiaen oeeweee ees 296 285 257 268 220 172 252 
pe A eee 39 41 41 44 43 42 53 
EE iakd Gaewinohavalndndare 1,337 1,247 1,187 1,279 1,024 940 1,255 


Railway employment reached its peak in 1920. In that year Class 
I railways, including switching and terminal companies, reported an 
average of 2,054,160 employes, and the time worked aggregated 5.53 
billion hours. Although the freight business was greater in 1926 than 
in 1920, the employment in 1926 was 1,805,780 persons and the time 
worked 4.57 billion hours, a reduction of over a quarter of a million 
in the number of employes and nearly a billion hours of time worked. 
For the fiscal year ended June 30, 1927, these railways reported an 
average of 1,798,495 employes receiving a total compensation of 3 
billion dollars, which was about double the aggregate compensation 
of 1916, the compensation per employe per annum having increased 
about 80 per cent in the decade. 

The statistics of railway accidents show a decided tendency in the 
direction of greater safety. Over a long period of years the improve- 
ment is striking. So recently as 1917 the number of railway fatalities 
was over 10,000. In 1926 the corresponding number was about 7,000. 
The number of railway accidents fluctuates to some extent with the 
volume of business done, but if a comparison is made between the 
figures for 1926 and 1923, two recent years of large traffic, it appears 
that the safety efforts of the railways are making themselves felt. 


Bureau of Traffic 


The report said, with respect to “much-needed revision of 
our Tariff Circular 18-A,” it was expected that the revised rules 
would be promulgated in the near future. It said continued 
progress was being made toward obtaining a more unified rate 
structure. There were filed 94,942 tariff publications. Cor- 
respondence relating to tariff construction consisted of 36,652 
letters received and 29,982 letters written. Rate readjustments 
were protested and suspension asked in 590 instances, a decrease 
of 53 under last year. The following action was taken on re- 
quests for suspension: Suspended, 215; refused to suspend, 183; 
schedules rejected, requests for suspension withdrawn or pro- 
tested schedules withdrawn, 192. Proceedings pending from 
preceding year totaled 164; new proceedings on suspension 
docket totaled 215. Two hundred suspension cases were dis- 
posed of, 124 after formal hearing and report, and 76 through 
informal proceedings without report. 

The report said substantial progress had been made in the 
disposition of applications filed under the 1910 amendment to the 
fourth section. Of the 889 that remained undisposed of October 
31, 1926, hearings were held on 266 or portions thereof. Of 
those heard, 73 were disposed of in entirety and 167 in part. 


Bureau of Valuation 


Satisfactory progress was reported under the three-year 
program designed to complete by June 30, 1928, the primary 
valuations of the steam, sleeping-car and telegraph carriers. The 
work of primary valuation is so obviously nearing an end, ac- 
cording to the report, that the Commission is turning its at- 
tention to the work of bringing valuations down to date. Service 
of tentative valuation reports on steam railroads was reported 
completed. These reports total 1,047; cover 1,697 corporations, 
and 243,397 miles of road, not including miles of second or other 
additional main track or of sidings. Hearings on protests of 
tentative valuations have been concluded in 597 cases represent- 
ing 165,544 miles of road, or 68.01 per cent of the total mileage. 
In addition, protests in 92 cases, representing 47,064 miles of 
road, have been partially heard. Hearings in all other cases 
where protests had been filed were set for November and De- 
cember. Final reports have been issued in 608 cases, covering 
52,597 miles of road. Necessity for amendment of the valuation 
act with reference to bringing valuations down to date was re- 
iterated. Amendments as to the methods to be employed in 
such work were suggested in the thirty-seventh annual report 
and have since been referred to each year by the Commission. 

The report reviewed what had been done with respect to 
class rate adjustments, specific reference being made to the 
Southern Class Rate Investigation and the Consolidated South- 
western Cases. 


Annotation of Statutes, etc. 
As to compilation and annotation of statutes required by 


- Senate Resolution No. 334, not later than October 1, 1927, the 


report said the work required could not be completed by that 
time and that the matter had been called to the attention of the 
Senate interstate commerce committee. The work is going for- 
ward as rapidly as possible without regard to the time limit. 
The Commission said the resolution called for a great amount of 
work and expressed doubt whether the result would warrant 
the labor and expense involved as to certain of the matters con- 
templated. Continuing, the report said: 


Thus, the resolution calls for digest of ‘all pertinent decisions of 
the courts and the Commission and other administrative agencies.” 
Decisions of the state courts construing the federal statutes and de- 
cisions of administrative agencies other than this Commission are of 
doubtful assistance, and might well be omitted. They are relatively 
the least important, but the most difficult to compile. 

As it is not feasible to forecast the exact time of compliance with 
the request, the resolution might well be amended to provide that we 
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shall comply with the request as soon as possible, rather than by any 
certain time limited. 

The following progress has been made: 

The statutes to be annotated have been selected; and the raw 
material has been collected, complete to date, from the decisions of 
the Supreme Court of the United States and the lower federal courts 
and this Commission, but not from decisions of the state courts or 
other administrative agencies. The examination, verification, selec- 
tion and classification of the raw material by reference to appropriate 
statute sections, paragraphs, and subparagraphs, has been half com- 
pleted. There remains to be done the compilation and condensation 
of this selected and classified material, the preparation of the annota- 
tion — editing and verification of copy, and the preparation 
of index. 

Some idea of the volumetric mass of the undertaking can be se- 
cured from the number of points of material which have been assem- 
bled. To date these exceed 120,000, and before the completion of the 
manuscript several thousand more will be added. 


Other excertps from the report follow: 


Consolidation 


Pending needed legislation the situation as to consolidation of 
carrier property under paragraphs (4) to (6), inclusive, of Section 5, 
as summarized in our last report, remains unchanged. Meantime the 
process of unification through acquisition of control by carriers of 
other carriers under paragraph (2) of Section 5 has been continuing 
as appears elsewhere in this report. 


Formal Docket 

The formal complaints filed numbered 1,561, of which 1,318 were 
original complaints and 243 subnumbers, an increase of 37 as com- 
pared with the previous period. We decided 1,088 cases and 358 have 
been dismissed by stipulation or on complainants’ request, making a 
total of 1,446 cases disposed of, as compared with 1,327 during the 
previous period. 

We conducted 1,600 hearings and took approximately 291,299 pages 
of testimony, as compared with 1,584 hearings and 302,875 pages of 
testimony during the preceding period. 

The following statement shows certain facts with respect to the 
condition of this docket as of October 31 of the years indicated: 

19 1925 1926 1927 
Pormal complaints fled. ...ccccccccccccsssss 1,076 1,210 1,314 1,318 
IEE, 5c aicaccumledauls ce ciaws eaue ewes 267 295 210 243 
Investigation and suspension cases instituted 316 275 268 213 
Cases under submission at end of period— 

WINE “TING oh heres cccionaseworiosa cass 466 359 462 633 

BHOTtENE PTOCEMUTS c..0.csccccccvceesere 30 56 136 291 
Cases disposed of, including subnumbers....1,464 1,340 1,499 1,657 


i) 
~ 


Shortened Procedure 


In our report for 1923 we described the shortened procedure. Some 
modifications subsequently made in the rules are now incorporated in 
our rules of practice. 

Briefly, the shortened procedure, upon consent of all parties to 
cases involving simple issues, permits presentation of the evidence 
and argument by sworn memoranda and dispenses with oral hearing. 

During the year the use of the shortened procedure was suggested 
by one or more of the parties in approximately 60 per cent of the 
cases placed on the shortened procedure docket. Approximately 35 
per cent of the total number of formal complaints are now handled 
by that method. 


The results, since the inception of this procedure, are shown below: 


Number of Cases 
Suggested for handling under the shortened procedure, either by 
0 eS So raneenksarecescrscescaceouaawebesebeceuceweneu 2,968 
In which method not accepted by one or more of the parties...... 796 
In which agreement was subsequently reached by the parties 
making further formal proceedings unnecessary— 


Before service of complainant’s memorandum............... 142 

After service of complainant’s memorandum...............06. 108 
ee rer error 6 
BRL WHR, COITTINE WEI a in. 6:0:0 6 0:6 ob civic cicccscecssovecion see 190 
De SR ee ee ee re 14 
IR VOEIOUN SUMBOS BNOTE OF MAUWIIITION. «0. oc ccccccccssccccensecevesds 427 
UNGGr SUDMIIMEIOT GE CHE GE. DOTIOG c 0 o.oc 0 660.08 006s0eddsscsececsness 320 
WORN ak:c\gneGine on crdiociart caladte abel eerne wan asic relieve kes enemas ae 965 


In cases handled under the shortened procedure and thus far de- 
cided the average elapsed time to reach a decision has been 472 days 
from date of receipt of complaint and 266 days from date of receipt 
of the final memorandum. 


O’Fallon Recapture Case 


The Commission reviewed its action in the O’Fallon re- 
capture case and said if the method of valuation used therein 
were approved by the courts, the majority of the Commission 
thought that it would be practicable and workable in the ad- 
ministration of the recapture provisions and “will produce re- 
sults just and fair to carriers and the public.” 


Recommendations 
The Commission’s recommendations to Congress follow: 


For the reasons stated in this report and in former reports we 
recommend: 

1. That Section 1 of the interstate commerce act be amended to 
provide for the punishment of any person offering or giving to an 
employe of a carrier subject to the act any money or thing of value 
with intent to influence his action or decision with respect to car 
service, and to provide also for the punishment of the guilty employe. 

2. That subject to appropriate exceptions the use of steel or steel 
underframe cars in passenger train service be required, and the use 
in passenger trains of wooden cars between or in front of steel or 
steel underframe cars be prohibited. 

3. That paragraphs (2) to (6), inclusive, of Section 5 of the inter- 
state commerce act be amended (a) by omitting therefrom the exist- 
ing requirement that we adopt and publish a complete plan of con- 
solidation; (b) by making unlawful any consolidation or acquisition 
of the control of one carrier by another in any manner whatsoever, 
except with our specific approval and authorization; (c) by giving us 
broad powers upon application and after hearing to approve or dis- 
approve such consolidations, acquisitions of control, mergers or unifi- 
eations in any appropriate manner; (d) by giving us specific authority 
to disapprove a consolidation or acquisition upon the ground that it 
does not include a carrier or all or any part of its property which 





ought to be included in the public interest and which it is possible 
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to include upon reasonable terms; (e) by modifying subparagraph (b) 
of paragraph (6) so that the value of the properties proposed to be 
consolidated can be more expeditiously determined; and (f) by pro- 
viding that in the hearing and determination of applications under 
Section 5 the results of our investigation in the proceeding on our 
docket known as No. 12964, Consolidation of Railroads, may be utilized 
in so far as deemed by us advisable. 

4. That paragraphs (5) and (6) of Section 15a of the interstate 
commerce act be clarified by amendment. 

5. That paragraph (f) of Section 19a of the interstate commerce 
act be clarified by amendment. 

6. That Section 19 of the merchant marine act, 1920, be amended 
so that its provisions will clearly not be applicable to the Interstate 
Commerce Commission, that Section 27 of this act be reconsidered by 
the Congress in the light of this report, and that Section 28 of this 
act be reconsidered. by the Congress in the light of the circumstances 
set forth in the chapter on the effect of this statute appearing at 
pages 13 and 14 of our thirty-fifth annual report to the Congress. In 
this connection reference is made to our report dated June 29, 1922, 
to the chairman of the committee on interstate and foreign commerce 
on H. R. 12021, Sixty-seventh Congress, second session. 

7. That Section 26 of the interstate commerce act be amended by 
making it the duty of every common carrier designated in that sec- 
tion to furnish all reasonable facilities to the engineers or other 
employes of the Commission for inspection, at any stage, of installa- 
tions of the safety devices provided for by that section, and for that 
purpose to furnish such employes, when properly identified, with 
transportation upon the locomotives or freight trains of the carrier at 
such reasonable compensation as may be fixed from time to time by 
the Commission. 





REVISION OF POSTAL RATES 


Postmaster General New has submitted to the chairman of 
the committee on post offices and post roads of the House of 


‘Representatives his recommendations for changes in postage 


rates and for the authorization of certain additional mail fa- 
cilities in the interest of the public. They are as follows: 


To restore the 1-cent postage rate on post cards. 

To reduce the postage on magazines and newspapers when sent 
by others than the publisher or news agent to 1 cent for each two 
ounces. 

To provide for collecting 1 cent additional an ounce on first class 
matter when mailed with postage deficient more than one rate. 

To provide for accepting for transmission in the mails without pre- 
payment of postage of business reply cards and letters in —— 
reply envelopes which have been sent out in the quantity and under 
conditions the Postmaster General may establish, the postage thereon 
at the regular rate together with an additional charge of not more 
than 2 cents on each card or letter to be collected on delivery. This is 
a new facility suggested by the Postmaster General for the benefit 
of business users of the mails and it is believed if authorized by 
Congress it will be of special benefit and produce considerable postal 
revenues as well. 

To provide for accepting for transmission in the mails without 
postage stamps affixed third class mail in quantities of not less than 
20 pounds, consisting of identical separately addressed pieces at a 
rate of 12 cents per pound or fraction thereof, except that in the case 
of books, catalogues, seeds, cuttings, bulbs, roots, scions and plants 
the rate shall be 8 cents per pound or fraction thereof except that the 
rate of postage on matter so mailed shall be not less than 1 cent per 
piece. This, in effect, restores the one-cent minimum rate on open 
envelope direct advertising. This is also a new facility suggested by 
the Postmaster General and it is believed if authorized by Congress 
will be of great benefit to the mailers of advertising matter. 

To provide upon the payment of a single fee for giving any class 
of matter the expedition in transportation now given to matter paid at 
the special handling rate and also special delivery service at the 
office of destination. The special handling service only is given when 
so desired for fourth class matter weighing over 10 pounds. Further- 
more, to raise the rates payable for messenger service in the delivery 
of special delivery matter so as to enable the Department to provide 
a better service therefor. 

To authorize the Postmaster General to take credit in the financial 
statements of the aes for the estimated cost of carrying and 
handling franked and penalty matter with the exception of penalty 
matter of the Post Office Department. 


POSTMASTER GENERAL’S REPORT 


The cash deficit of the Post Office Department in the fiscal 
year ended June 30, 1927, was $31,506,200.54, according to the 
annual report of Harry S. New, Postmaster General. After the 
necessary adjustments, according to the report, this becomes 
an operating deficit of $28,914,716.05. The Postmaster General 
said the fiscal affairs of the department showed marked improve- 
ment and, nothwithstanding the increased business transacted, 
the operating deficit had been reduced approximately $9,000,000 
in the year. He said this brought the operating ratio down to 
104.23, slightly lower than it was in 1924, prior to the legislation 
increasing salaries and the changes in postage rates. 


The revenues for the year were reported as $683,121,988.66, 
an increase of $23,302,187.58 over the revenues for 1926 or 8.53 
per cent. 

After reviewing efforts made at the last session of Congress 
for changes in the postal rates, the Postmaster General said it 
was believed that an equitable readjustment of rates, which 
had been the subject of controversies, should be undertaken 
and accomplished in the present session of Congress, and that 
a comprehensive plan for this would be submitted at the ap- 
propriate time. 

Mails were carried over 228,992 miles of railroad at a cost 
of $106,919,903, according to the report. 

Sixty-two per cent of the foreign mails of the United States 
were carried in American ships. Compensation to vessels of 


domestic registry increased to 80 per cent of the whole amount 
paid in the year. 
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The Postmaster. General made a number of recommendations 
as to needed legislation, including the following: 


To restore the rate of postage of 1 cent each on private mailing 
or post cards. ‘ 

To provide for the acceptance without prepayment of postage 
of so-called business reply cards, the postage, including additional 
charge for the extra service, to be collected on delivery of such 
cards. 8 

To provide for an additional charge on first-class matter mailed 
short paid more than one rate. - : 

To provide a more equitable rate for transient second-class mail 
matter, 

To provide for the expeditious handling, dispatch, transportation, 
and immediate delivery of mail matter of all classes, and to make the 
special delivery service more effective. 

To authorize the Postmaster General to charge a fee for inquiries 
made for patrons concerning registered, insured, collect-on-delivery 
mail, and for postal money orders. 

To authorize the Postmaster General to issue receipts to senders 
for ordinary mail of any character, domestic or international, and to 
fix the fees chargeable therefor. 

To authorize the Postmaster General to collect an increased 
charge for return receipts for registered and insured mail when 
such receipts are requested after the mailing of articles. 

To authorize the Postmaster General, in his discretion, to admit 
certain injurious articles to the mails when prepared and packed 
under such regulations as he may prescribe. 

To authorize the Postmaster General to impose dumurrage charges 
on undelivered collect-on-delivery parcels. 

To authorize the Postmaster General to extend C. O. D. service 
and limits of indemnity to sealed third and fourth class domestic 
parcels on which the first-class rate of postage is paid. 

To authorize the Postmaster General to establish a uniform 
system of registration of mail matter. 

To prescribe more definitely the rates of compensation payable 
to Seen of United States registry for transportation of foreign 
mails. 

To authorize the Postmaster General to enter into contracts for 
not more than four years for the transportation of mails by airplanes 
to foreign countries. 

To authorize the Postmaster General to require steamship com- 
panies to carry the mail when tendered. 

To define more clearly the authority requiring the delivery in 
accordance with the requirements of the Post Office Department of 
foreign mails brought by steamships arriving from abroad. 

To enable the Postmaster General to provide for the transporta- 
tion of the mails on common-carrier motor-vehicle lines engaged in 
interstate transportation. 


BOARD OF MEDITATION REPORT 


“Our board believes that the railway labor act is sound in 
purpose and principle,” says the United States Board of Media- 
tion in its annual report to Congress for the fiscal year ended 
June 30, 1927—the board’s first annual report. “However, it 
should be emphasized that the absence of coercive provisions 
places a definite responsibility upon both carriers and employe 
organizations to deal with and, if possible, settle their own 
problems in the interests of each other and of the public.” 

The report sets forth the text of the railway labor act, 
which created the board, reviews details of the organization of 
the board, and shows that $228,868.81 was spent for expenses. 

In the fiscal year, according to the report, the board received 
265 separate applications for its services in the adjustment of 
differences between carriers and employee organizations. These 
cases involved 42 railroad labor organizations and 208 carriers. 
Continuing the report said: 


The individual cases presented varied widely in the number of 
carriers and employes involved and in the character of questions at 
issue. One case affecting a regional area involved 87 carriers and 
60,000 employes; another case involved 48 carriers and 90,000 em- 
loyes; in other cares only a single carrier and groups as small as 

employes participated. Approximately 890 carriers and 2,000,000 
employes are eligible for the services of our board under the act. 
A great majority of the problems presented involved considerations 
of wages and rules governing working conditions. 


Of the 265 cases submitted to our board, 116 had been adjusted 
by the end of the fiscal year. Of these, 57 cases were settled 
through mediation, 32 cases were submitted to arbitration, 15 cases 
were withdrawn through mediation, 9 cases were withdrawn volun- 
tarily, and in 3 cases applications appeared to our board as not sub- 
ject to consideration in mediation proceedings. By the end of the 
year, 15 out of the 33 cases submitted to arbitration had been con- 
cluded by awards under the act, and since that time several arbitra- 
tions arranged during the fiscal year have been similarly concluded. 
At the end of the year, 149 of the total of 265 cases received still 
remained unsettled. Of this number, 92 had been assigned for 
mediation and were being held in abeyance awaiting the arrange- 
ment of mediation conferences or the attention of mediators. The 
remaining 57 cases had been examined technically and the parties 
involved notified of their receipt. They had not been accepted, how- 
ever, for assignment or action in the field. 

n addition to the foregoing major cases, during the year the 
board received applications for its services in the adjustment of 62 
minor cases, for the most part grievance matters involving the inter- 
ests of individual employes as affected by the application of rules 
or of discipline. Since, under the railway labor act, the adjustment of 
grievance matters through the agency of our board is made depend- 
ent upon prior consideration by an appropriate adjustment board, 
and since such boards have not yet been generally organized, action 
upon applications for services in the adjustment of grievance matters 
has not been possible. 

The railway labor act imposes a responsibility upon both carriers 
and employe groups to exert every reasonable effort to adjust directly 
and with all expedition differences arising out of wage contentions 
and the negotiation or application of rules governing working condi- 
tions. Our board is in possession of evidence that both carriers and 
employe organizations have made a bona fide effort during the year to 
dispose of differences through direct negotiation as contemplated 
under the railway labor act without resort to governmental assistance. 
Incomplete reports indicate that more than 400 individual differences 
between carriers and employe groups have been amicably adjusted 
through direct negotiations. Many of these settlements doubtless 
have been effected without external influences. Others have been 
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effected as a result of adjustments previously and maybe elsewhere 
made in proceedings under the provisions of the railway labor act. 


The report sets forth in tabular form the cases handled and 
the results thereof. It also sets forth a summary of arbitrations 
for the fiscal year ended June 30, 1927. In its conclusions, the 
board said: 


In the passage of the railway act Congress apparently accepted 
the joint conclusions of railroad managements and of railroad labor 
organizations in respect of the scope and method of legislation to 
provide governmental assistance in composing differences between 
carriers and their employes. Coercive and punitive provisions are 
absent in the railway labor act. The evident purpose was to safe- 
guard the principle of voluntary action, with governmental partici- 
pation principally confined to the extension of good offices in the 
solution of railroad labor problems. In thus dealing with legislation, 
in the practical effects of which there is such a great and vital public 
interest, Congress reposed an extraordinary responsibility in both 
railroad managements and employe organizations to discharge their 
— to each other and to the public in the utmost of good 
aith. 

That the respective parties to the railway labor act have exercised 
a commendable diligence in solving many of their problems directly 
and without resort to governmental assistance is shown in the record 
of voluntary settlements referred to heretofore. Moreover, in so far 
as the experience of our board has thus far developed it, the attitude 
of both carriers and employe groups toward their obligations under 
the act has been encouraging. 

In a field of industry in which technical involvements are numer- 
ous, in which the play of competitive economic interests is highly 
organized and in which centralized administrative control is not 
always possible, it is but natural that there should be some delay 
in arriving at conclusions involving the expenditure of large amounts 
of money without injustice to one or another of the elements involved. 
There has been during the ‘year some resistance from a minority of 
carriers to the prompt submission of their problems to mediation and 
arbitration. In the opinion of our board this is due partially to 
deliberation on the part of carriers because of different interpreta- 
tions of the provisions of the law. It is expected by our board, 
however, that this lack of promptitude in accepting the remedies 
provided in the railway labor act, will be minimized as experience 
is gained under the law. 

Where resort is had to arbitration Congress has provided for the 
appointment of an arbitration board of three and also made possible 
the appointment of a board of six if the parties in interest so stipulate. 
In cases submitted to arbitration each of the parties in interest shall 
appoint one or two party arbitrators according to their determina- 
tion to have a board made up of three or six members. The party 
arbitrators so appointed shall, if possible, appoint one or two neutral 
arbitrators according as the board is composed of three or six 
arbitrators. 

In most instances arbitrators named by the parties in interest 
have failed to agree upon neutral arbitrators and in consequence, our 
board has found this duty of appointing arbitrators one of its most 
arduous and exacting tasks. ThuS far, we have had the co-operation 
of distinguished and public-spirited citizens, whose services*’as neu- 
tral arbitrators have accomplished much toward not only complying 
with the stipulations of impartiality provided by law, but in main- 
taining high standards of economic deliberation in the consideration 
of questions at issue. The creation of adjustment boards to dispose 
of grievance matters, as contemplated in the act, has been retarded 
during the year largely by reason of the complexity of the problem. 


AIR COMMERCE MEETING 


A conference on matters relating to commercial aviation 
was held this week at the Department of Commerce under the 
auspices of the aeronautics branch of the department. 

“Magnificent progress has been made in civil aviation this 
year,’ said Secretary Hoover, in addressing the conference. 
“During the next year we should surpass the whole world put 
together with the impetus already gained. And all of this is 
being done without government subsidy, such as is enjoyed in 
foreign countries.” 


The subjects discussed at the conference related to con- 
struction and physical operation of airplanes and things that 
should be done to imprve construction and operation. 


MOTOR VEHICLE ARGUMENT 


The Commission, December 5, issued a notice that oral argu- 
ment would be heard January 16 in No. 18300, Motor Bus and 
Motor Truck Operation. A proposed report will be made public 
as the result of the motor vehicle investigation. It is expected 
that the report will be ready between December 15 and 20. 
Chairman Esch said the date for oral argument was more or 
less tentative and that it might be changed. 


METRIC SYSTEM RESOLUTION 


Representative Britten, of Illinois, has introduced H. J. 
Resolution 10, authorizinng the Department of Commerce to con- 
duct within one year, a thorough investigation and study to 
determine the advisability of adopting metric weights and meas- 
ures for general use in the United States. The department, after 
making such investigation and study, would be authorized to 
initiate and carry out, to such extent as may be deemed advis- 
able, plans to encourage the general and common use in the 
United States of such system of weights and measures. 





BULLFROG GOLDFIELD STOPS 


The Commission, in a certificate of public convenience and 
necessity, dated November 23, 1927, finance docket 6369, having 
authorized abandonment of the Bullfrog Goldfield Railroad, all 
operations will be discontinued January 7, 1928, it is announced. 
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SHORT LINE CONVENTION 


The Traffic World Washington Bureau 


“The attitude of certain departments of the government 
towards the rail carriers challenges the attention and interest, 
not only of the carriers themselves, but the public as well,” said 
Bird M. Robinson, president of the American Short Line Railroad 
Association, at the annual meeting of the association, held in 
Washington December 8 and 9. Continuing, he said: 


Prior to the World War, we heard much about government 
ownership of railroads, and a most promising picture was presented 
by its advocates. 

The experience of the public during the time the government 
operated the railroads, was so unsatisfactory that we have heard 
little of that proposition since that time; this for the reason that 
open or direct effort to have the government acquire and operate 
the roads would meet with overwhelming defeat. 

Notwithstanding that fact, efforts are being made and action 
taken by representatives of the government, which if successful, 
will lead inevitably to government ownership and probably operation. 


Interstate Commerce Commission 

The Interstate Commerce Commission, when determining the 
value of the railroads, has apparently not only fixed the lowest 
value possible upon the individual properties, but has so framed 
and reported its findings that, so far, it has not been possible to 
ascertain what consideration or value was given the various ele- 
ments constituting the property in question. 

Efforts have been made, through the courts, to demonstrate 
that the values fixed by the Commission are, speaking generally, 
= low, but so far it has not been possible to obtain a final 
decision. 

In the case of the Kansas City Southern, which was argued 
before thé Supreme Court during the present term, counsel repre- 
senting the Department of Justice, when defending, in their brief, 
the action of the Commission, their position therein may be sum- 
marized as follows: 

“Railroads are private property only in the sense that the title 
is held in private ownership, but that the investment, whether in 
money or in property, is dedicated to the performance of a govern- 
mental function and it is to be trated as nearly as may be as if the 
government itself had made the investment and had issued and sold to 
private parties the securities representing that investment. The ex- 
ercise of a governmental function by a private agency can only be 
justified and continued if we enforce with practical wisdom the closest 
practicable analogy to government ownership and_ operation.” 

When discussing what constitutes fair values, they say its deter- 


mination 


“rests in the sound judgment of the Commission as to what is fair 
to the public as well as to the railroads,” 


One of the principal reasons given in that brief why the value 
fixed by the Commission should be sustained, is that an increase 
in the value would result in an increase in rates, and the state- 
ment is made that if the contention of the carriers as to the value 
of their properties should be sustained, it would result in an in- 
crease of about 18 per cent in rates. That theory, if adopted by 
the courts, will, when carried to its logical conclusion, fix the 
value of the railroads, not upon their cost or worth, but upon what 
rates the Commission may decide it desires the public to pay. 


Post Office Department 


Another branch of the government, the post office department, 
is participating in the transportation business, the effect of which 
is to deprive the carriers of a part of their business, and in addi- 
tion is demanding preferential rates for the services rendered by 
such carriers. 

You know, of course, that that department takes a very large 
amount of commercial traffic out of the express car and out of 
the less than carload freight car, and calls it ‘‘parcel post;’’ that 
it makes rates thereon much lower than the carriers, and it insists 
upon the roads handling that competitive business on an ‘‘unusually 
low rate.”’ 

In the brief of the department, in the pending mail pay case, 
when discussing the transmission of mail, it said: 

“Such transmission is amenable in the highest degree to the con- 
sideration of public utility and justifies an unusually low rate for mail 
transportation, provided that by this adjustment the gross revenue 
of railways is not so depressed as to deprive investors of property. 
That such depression would not result from any reasonable reduction 
from a commercial rate is apparent from a consideration of the fact 
that mail earnings are a very small per cent of the total operating 
revenues of railways.”’ 

That branch of the government, after having taken from the 
carriers a large volume of traffic, largely as the result of lower 
rates, now demands, as_shown in the paragraph, from its brief 
just quoted, ‘‘unusually low rates’? for mail transportation, which 
consists in a large part of the traffic just mentioned. You will 
observe that one of the two reasons given to justify an_unusually 
low rate is “‘the fact that mail earnings are a very small per cent 
of the total operating revenue of the railways.”’ 

Time will not permit discussion in this report of the hardships 
imposed and the injustice being done the carriers by that branch 
of the government. But the foregoing limited quotation is made 
for the purpose of showing a part of the picture with respect to 
governmental treatment of the carriers. 


Government Ownership 


Commissioner Eastman has recently proposed that the govern- 
ment purchase the roads and lease them to private operating com- 
panies, and it is said that a bill providing for such action will be 
introduced in Congress. While there is apparently no prospect of 
its adoption this session, we may be brought face to face with it 
in a serious way much sooner than we expect. 

If the policy of the Commission to hold down valuations, because 
larger values would entail higher rates; if rates are to be reduced 
on certain kinds of traffic because the producers thereof are more 
or less in bad condition, and if the post office department is to 
continue to take what it wants of the traffic of the carriers, at 
reduced rates, and succeeds in its demands for “unusually low 
rates’ for services rendered it, conditions will inevitably go from 
bad to worse. When that time arrives the plan suggested by Com- 
missioner Eastman may be the only alternative to both government 
ownership and operation. 

Railroad Legislation 


Mr. Robinson referred to the status of the Fess and Parker 
railroad consolidation bills. As to the bill introduced in the 
last session of Congress by Senator Pittman, of Nevada, to amend 
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section 15-a by exempting certain classes of short lines from 
the recapture provisions, and which was favorably reported to 
the Senate, he said the bill would be introduced in the Senate 
by Senator Pittman and in the House by Representative 
Newton, of Minnesota. He said it was hoped to amend the 
bill so as to have a test period of either three or five years as 
the basis for computing excess earnings instead of on the basis 
of one year, as the law provided at present. Such an amend- 
ment would apply to all carriers. 

“We find, after extended efforts,” said Mr. Robinson, “that 
the public as such, has ceased to be actively interested in the 
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enactment of either the consolidation or our recapture Dill; 
hence, we fear that the Congress may not act on either at this 
session.” 

Failure of Congress to act on these bills would be detri- 
mental to the interest of both the public and the railroads be- 
cause of the uncertainty with respect to the future of a large 
number of carriers would continue until the meeting of Con- 
gress in 1929, as there would be little hope of getting action in 
the short session of the present Congress, said he. 

Mr. Robinson said he expected efforts would be made to 
repeal section 15-a in whole or in part and expressed the view 
that the repeal of the provisions for rate making would be 
seriously detrimental to the interest of all carriers and that the 
association would, to the extent that it could, show Congress 
that fact. As to other railroad legislation, he said: 


Steel Car Bills 

We are not advised, but assume that one or more bills, seeking 
to limit or prohibit the use of wooden passenger cars will be intro- 
duced in Congress. Bills providing very definite limitation and 
prohibition in that respect, have been pressed for passage in the 
last two or three Congresses, and in at least one instance, cantfe 
dangerously near enactment. We will, of course, make every effort 
to protect the interest of our members. 

Long and Short Haul 


The effort to secure the enactment of a bill to take from the 
Commission its discretion with respect to the fourth section— 
long and short haul clause—will no doubt be renewed, The pro- 
visions of the last pending bill were less objectionable, from the 
standpoint of members of this association, than any former one. 
The enactment of that bill might not be seriously deterimental to 
the special interests which we represent. 

Pullman Surcharge 

We understand that parties seeking the repeal of the Pullman 
surcharge have been very active during recent months, and that 
a determined effort will be made to accomplish that object. 

A few of our members handle Pullman cars, hence are directly 
interested in that subject. All of our members have an indirect 
interest therein. The carriers that handle Pullman cars receive 
an aggregate of about $40,000,000 per year from that surcharge, 
and if it should be repealed, their loss would have to be made up 
from some other source. So far as I can see, that would necessi- 
tate an increase of rates on other traffic. It will be difficult, if 
not impossible, to increase rates on roads handling Pullman cars, 
without involving all other roads; hence, as I see it, all are inter- 
ested in that surcharge, either directly or indirectly. 


Mr. Robinson urged the association to support flood control 
legislation. He also urged support of the effort to obtain a 
reduction in the income tax on corporations. 

“No doubt a large number of bills of various kinds, intended 
to affect the railroads, will be introduced; some of them may 
be very objectionable, and it is altogether probable that we will 
have to become very active in the work of protecting our mem- 
bers from any adverse action,” said he. 


Matters Before Commission 


In a discussion of matters before the Commission, Mr. Rob- 
inson referred to the efforts to consolidate or merge railroads 
and of the position of the association with respect to inclusion 
of short lines. He said railroads proposing acquisition of control 
under paragraph 2 of section 5 of the act had ignored the short 
lines. In the Loree southwestern merger case, he said, the 
applicants finally had yielded to the contention put forward by 
the short lines. He reviewed in detail the situation with respect 
to rules for.car hire settlement, that subject being involved in 
No. 17801, the proceeding instituted by the Commission. Re- 
ferring to the hearings in that proceeding, he said: 


We have, to our surprise, learned that some of the trunk roads 
have pursued tactics that apparently were intended to induce or 
prevent some of our members from participating in the hearings. 
On the other hand, some of our own members who were cognizant 
of the facts, hence ought to have known better, adopted tactics 
apparently intended to discourage other members, or induce them 
not to participate. Notwithstanding such failures and tactics, a 
very considerable number of our members did participate and have 
shown, among other things, that Paragraph (b) of Rule 6 of the 
Code of Per Diem Rules is unfair, has worked very great hardship 
upon many short lines, and if permitted to stand, will further 
afflict that class of roads. The evidence we produced precludes 
the idea of a uniform rule for short lines, and we think shows 
the negoostiy for allowing such carriers to make contracts with 
connecting lines according to the facts and circumstances of each 
individual case. 

Hoch-Smith Resolution 


Discussing the Hoch-Smith resolution, Mr. Robinson said: 


I discussed, at some length, in my reports for 1925 and 1926, the 
Hoch-Smith resolution, and then stated that the Commission 
“must, if it is to do its duty, make a thorough and intelligent in- 
vestigation of rates generally before it can determine whether a 
reduction of agricultural rates may lawfully be made effective. A 
thorough investigation directed by the resolution will involve millions 
of rates, which cannot be made in a short period, but will probably 
require several years, and cost both the government and the carriers 
a very large sum of money. In the meantime, there can hardly be 
an intelligent reduction in rates in favor of the special agricultural 
class mentioned in the resolution.” 

The Commission proceeded with its investigation under ‘Rate 
Structure Investigation No. 17000,” and has held numerous hearings, 
but as I understand it, the investigation was confined to rates on 
agricultural products and live stock. No comprehensive investigation 
of all rates has been made so far as I can ascertain. Notwithstanding 
the failure in that all-important respect, the Commission has recently 
made reductions of rates on certain agricultural products, that to my 
mind and that of thousands of others, indicates it is following the 
letter of that resolution, regardless of its spirit and of the facts and 
conditions. 
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That resolution as construed by the Commissoin, coupled with 
the fact that it has denied or suspended almost every application for 
increases in rates, becomes one of the most serious menaces that 
confronts the carriers. 

The remedy for that serious situation is about as clear as mud. 
Notwithstanding that, a remedy must bé found, if the carriers are 
to be given their equitable and constitutional rights. 


MOTORS AND LABOR ACT 


Mr. Robinson said it was improbable that Congress would 
take any action on motor vehicle regulation legislation until the 
Commission had made its report as the result of its investigation. 
Discussing the railway labor act, he said: 

The effect of the labor law, passed by the last Congress, has been 
very marked, and is of interest to members of this association. 

Following the enactment of that law, the employes of almost all 
classes of the main lines made demand for increased wages. In most 
instances, the demands were rejected. The Board of Mediation was 
called into the controversies, and in several instances arbitration was 
had. The award made in practically all of the cases directed an 
increase of substantial amounts. 

I have attempted to ascertain the total amount of the increase 
of wages, resulting from that bill, but cannot find any complete 
record. I am advised by parties who have investigated that subject, 
that it is safe to say that the aggregate increase, up to ths time, is 
at least one hundred millions, and that the higher wages will continue 
until reduced—a thing that now seems remote indeed. 

The great majority, if not all of the members of this association 
are interested, or should be, because of the fact that they have been 
left free of such demands under that law. 

I advised our members, in my last report of the action the 
association took when that bill was being considered by Congress, and 
read the statement filed with the two appropriate committees, show- 
ing that the provision of that bill should not apply to the short lines, 
and that as it was a permissive measure only, we would not be gov- 
erned by it. Our action in that matter has been of great benefit to 
almost all of our class of roads, and its wisdom is being constantly 
demonstrated. . 

Aviation 

On the subject of aviation, Mr. Robinson said: 

The attention of the public has been drawn, during the present 
year, to aviation, as never before, and volumes have been printed 
on that subject. 

Great, and what appears to be very extravagant claims, are being 
made for the airplane, as a transportation instrument. It is predicted 
that within a few months, certainly within a year or two, that 
aviation lines will reach all parts of our country, and that they will 
handle a large volume of traffic, consisting of passengers and com- 
merce. 

The general government, as well as many municipalities, are 
spending large sums of money in the establishment and maintenance 
of airports. Factories for production of airships are rapidly increas- 
ing so that there is reason for such. prediction. 

With a view of ascertaining what results can be accomplished, the 
Uniform Express Contract Committee, of which I am a member, 
which represents all of the carriers that have the American Railway 
Express Company handle their express business, has granted said 
express company the right to handle express by plane. The action 
of the railroads in that respect is a progressive one, and should be 
appreciated by the public. 


RIVERS AND HARBORS CONGRESS 
The Trafic World Washington Bureau 


Secretary of War Davis, in the opening address before the 
twenty-third convention of the National Rivers and Harbors 
Congress, held December 7 and 8, said he believed the country 
was entering into a period of greatly increased development of 
it water resources along the broad lines laid down by the War 
Department “which will bring added wealth, progress and pros- 
perity to the whole nation.” He said the War Department had a 
three-fold responsibility—to control floods, to develop the rivers 
and harbors, and to operate transportation facilities on certain 
of the inland waterways. He discussed flood control plans but 
said that while that was of paramount interest to many “we 
must not overlook the development of our harbors and water- 
ways as fast as their commercial value will justify.” 


A plea for support of the Rivers and Harbors Congress for 
the request for additional equipment on the upper Mississippi 
barge line was made by George E. Leach, mayor of Minneapolis, 
Minn. He dwelt on the importance of this enterprise to the terri- 
tory tributary to the river and of the need for developing it. 

J. P. Haynes, traffic director of the Chicago Association of 
Commerce, delivered an address on “European Waterways.” He 
described the waterways of the British Isles, of France, of Ger- 
many, of The Netherlands, of Belgium, of Russia and of Italy. 
Continuing, he said: 





It has been the traditional custom of all European governments 
to foster and promote their waterways. During the past 50 years the 
length of the waterways has remained stationary while the length of 
the railways has doubled. Many new canals have been built from time 
to time as old canals have been abandoned or because their traffic 
has so declined they are not worth maintaining, while the railroads 
have made great strides and handle by far the larger tonnage. All 
rivers which have access to the sea and penetrate regions of developed 
traffic are and will remain useful instruments of transportation. In 
Germany the inland waterways handle about 26 per cent of the traffic 
while the railroads average 74 per cent. In France the waterways 
carry 22 per cent and the railways 78 per cent. The average haul in 
France by water is 92 miles and by railroad 79 miles. Because of 
circuitous routes, the average haul water is 60 per cent greater 
than by rail. 

If these interior waterways were obliged to yield a return upon the 
capital invested they would not have justified the expenditure. But 
as most waterways must be regulated for the drainage and protection 
of the countries they serve, the cost to the people has well demonstra- 
ted the wisdom of using the waterways as auxiliary common carriers. 
In the countries where there has been the keenest competition be- 
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“THE MASCOT” 






“Tue Mascor’”’ is one of the most important 
trains in the great fleet of 61 named Pennsylvania 


i 


freights that have set remarkable records for regular- 


ity and dependability of on time arrivals. 


A Freight that Carries Good Luck as a Passenger 


ONE of us will admit a be- 

lief in black magic. But a 

symbol of good luck presiding 

over the scene makes those of us 

who aren’t too worldly wise feel 
just a trifle more comfortable. 


This, perhaps, is the reason 
why almost every athletic team 
presses into service some mascot 
to stand as a bringer of good 
fortune. 


The Army football team has the 
mule as a mascot. And it relies 
upon this perverse animal to lead 
it to victory over the Navy goat 
who acts in the same capacity 
for the midshipmen. Aside from 


Here are three other Pennsylvania freights whose regular on schedule arrivals have earned them distinctive names: 


“THE RENOWN” 
Perishable— Merchandise 
Louisville to Chicago 


these famous luck bringers, there 
are so many beasts chosen as mas- 
cots for teams and organizations 
throughout the country that a 
list of their names would read like 
the social register of the zoo. 


The Pennsylvania freight ser- 
vice likewise offers to shippers a 
mascot in the form of a big train 
that carries Good Luck as an ex- 
alted passenger. And excellent 
fortune has attended the goods 
entrusted to “The Mascot” ever 
since the train began its oper- 
ations along the steel rails. 

“The Mascot” covers the route 
from Chicago to Pittsburgh, stopping 


‘“‘THE TRAILBLAZER’’ 
Merchandise 
St. Louis to Pittsburgh 


at Fort Wayne, Indiana, and Crest- 
line, Ohio, carrying cargoes of mer- 
chandise. Each night it leaves Chi- 
cago at a regular hour and its arriv- 
als in the “‘Steel City” territory are 
consistently on schedule. 


Able, efficient handling charac- 
terizes every journey that “ The 
Mascot” makes. To the greatest 
possible extent it is manned by 
through train crews to eliminate yard- 
ing in transit. 


And the vigilance of these crews, 
coupled with the cooperation re- 
ceived from hundreds of men along 
the way, brings this important freight 
through on time regularly month 
after month. 


“THE ROCKET’’ 
Perishable— Merchandise 
Seaboard Cities to Cincinnati 





PENNSYLVANIA RAILROAD 


Carries more passengers, hauls more freight than any other railroad in America 
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tween the two forms of carriers, both water and rail transportation 
has grown and developed. This is best illustrated in Holland, a country 
slightly larger than the state of Maryland. One-fourth of the land 
surface is below sea-level and protected from inundation by 1,500 miles 
of dykes. In this small country where it might be expected the rail- 
roads would be a losing venture, they not only pay a return upon 
capital but dividends to share-holders. In Austria, Hungary, and 
Russia competition between rail and water transport is encouraged 
and promoted to the fullest degree by their respective governments. 

Commerce was first developed by races living along coast lands, 
because the carrying of freight for long distances was easier by water 
than by men or animals. The traffic that slowly developed throughout 
the centuries followed channels of great rivers. 

The reason interior waterways of Europe have been useful agen- 
cies of transportation is because their development has in the most 
part been concurrent with development of rail transportation. 

Early railroad progress in the United States was hostile to water 
transport, and for fifty years little if any co-ordination took place. 
With the beginning of railroad regulation at the passage of the act 
to regulate commerce, in 1887, to the enactment of the Panama Canal 
act, in 1912, no provision was made for encouraging transportation on 
our inland waterways. In the meantime, common carriers on our 
rivers ceased and few private carriers remained. Not until 1920 did 
Congress declare it to be the policy to promote, encourage, and develop 
water transportation, service and facilities in connection with the 
commerce of the United States, and to foster and preserve in full 
vigor both rail and water transportation. What has developed since 
is clearly showing the wisdom of this course. 

In comparing increased use of water-borne traffic of 1926 with 
1922, we find there has been an increase of 44 per cent and during 
the same period of time the increase in Class I rail traffic was 30.5 
per cent. The increase during the same period of traffic on our rivers 
and canals is 92 per cent. 

We hear a lot of talk regarding revival of transportation on the 
inland rivers of our country. The volume of traffic now moving is 
greater than ever before. The amount of river traffic is best illus- 
trated between St. Louis and New Orleans, where during the calendar 
year of 1926, 14,462,000 tons were transported (eliminating all known 
duplications), representing a gain of 1,321,000 tons over 1925. More 
business is being offered at this time than the present common carriers 
can take care of, and additional equipment and facilities are badly 
needed. The peak load of waterborne traffic during the old steamboat 


days was in 1889 when the total freight carried was approximately 
6,000,000 tons. 


When the volume of fourteen and half million tons of traffic on 
one of the main arteries of our inland waterway routes is considered 
in comparison with intercoastal traffic through the Panama Canal 
for the fiscal year 1927, representing tons of cargo moving from the 
Atlantic to the Pacific, as well as from the Pacific to the Atlantic, 
the latter is found to be 10,560,505 tons; in other words, the traffic 
moving on the lower, Mississippi River at this time is in excess of the 
total intercoastal traffic to the extent of 3,900,000 tons. 

A country that is so rich as ours in natural resources will use the 
waterways to a very greatly increasing degree, properly co-ordinating 
waterways, railways and highways. 


Harvey Campbell, vice-president-secretary of the Detroit 
Board of Commerce, urged the development of the ports of the 
Great Lakes as ocean ports and referred to the proposed lakes- 
to-ocean waterway project. He said the LaFollette seaman’s 
act was a burden on Great Lakes shipping and expressed the 
view that it should not be applied to such shipping. 

Secretary Hoover, of the Department of Commerce, dis- 
cussed development of the water resources of the country. He 
said the chief economic question of the future would relate to 
the waterways rather than to the land. His remarks were along 
the lines of those made in recent addresses by him on the 
subject of waterway development. 


RIVER AND HARBOR WORK 


The annual report of Major General Edgar Jadwin, chief of 
engineers, United States Army, shows that in the fiscal year 
ended June 30, 1927, $24,344,476 was expended for improvement 
and $16,560,849 for maintenance of rivers and harbors. General 
Jadwin said it was estimated that for the next fiscal year $39,- 
351,530 could be profitably expended for improvement and $16,- 
534,780 for maintenance of river and harbor work. The report 
showed that in 1926 the commerce on seacoast harbors and 
channels totaled 552,416,233 tons; on lake harbors and channels. 
469,876,406 tons, and on internal waterways, 69,339,666 tons, a 
grand total of 1,091,632,305 tons. 


VALUATION OF BARGE LINES 


Secretary of War Davis has asked the Commission to make 
a valuation of the property of the Inland Waterways Corporation 
on the same basis that it values properties of the railroads. 
Major General T. Q. Ashburn, executive of the corporation, said 
that if the Commission would make such a valuation, a base 
would be afforded for computing the earnings of the corporation. 

Investigation is being made both by the Commission and 
the Secretary of War as to the question of whether the Com- 
mission has the authority to make a valuation of the corpora- 
tion’s property. 


WATERWAY LEGISLATION 


Representative Mapes, of Michigan, has introduced H. R. 
5613, a bill to provide for a deep waterway for ocean-going 
vessels from the Great Lakes to the Atlantic ocean by way of 
the St. Lawrence River and the Welland Canal. 

Representative Strong, of Kansas, has introduced H. R. 
5685, a bill to authorize and direct the Inland Waterways Cor- 
poration to initiate water carriage on the Missouri River. 

Representative Rainey, of Illinois, has introduced H. R. 5653, 


a bill for the improvement of commerce and navigation in the 
Illinois River. 
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Representative Newton, of Minnesota, conferred with Presi- 
dent Coolidge, December 5, relative to providing additional 
equipment for the government barge line on the upper Mississippi 
River. Delegations from the upper river regions were in Wash- 
ington this week urging that additional equipment be provided 
for that service. 

A petition of the Philadelphia (Pa.) Ocean Traffic Bureau, 
protesting against the Inland Waterways Corporation being 
granted an additional expansion of capital in the amount of $59,- 
000,000 to extend and enlarge its operations on the inland water- 
ways was submitted to the House of Representatives and re- 
ferred to the committee on appropriations. 


WARRIOR LINE SHOWS “PROFIT” 


Major General T. Q. Ashburn, chairman and executive of the 
Indian Waterways Corporation, has reported to the Secretary of 
War that for the first time since the operations of the barge line 
on the Warrior River were begun, “the operations show a net 
income over outgo, including depreciation, of approximately 
$3,000 for the month of November.” Continuing, the statement 
issued by the War Department, follows: 


The southbound tonnage on the Warrior Division for the month 
of November was 20,691 tons, the northbound, 16,348, a total of 37,039 
tons. This is exclusive of one trip south from Mobile, the 29th of 
November, consisting of two barges. ’ 

The total revenue for the month, derived from these operations, 
was $86,208, and the total expenses, including depreciation, were ap- 
proximately $83,000. 

When the Inland Waterways Corporation was formed in 1924, 
Congress was informed that unless the Warrior River could be put 
on a paying basis within five years, it was useless to expect that any 
other river, outside of the Lower Mississippi, could be made profitable. 

In a little less than three years from that time, the operations on 
the Warrior River have changed from an average loss of around 
$35,000 a month to this extraordinary showing in November, when it 
at last used the ‘“‘profits’’ column. 


INTERSTATE COMMERCE COMMITTEES 


Organization of the Senate interstate commerce committee 
was delayed this week on account of the* controversy in the 
Senate over the cases of Senator-elect Smith, of Illinois, and 
Senator-elect Vare, of Pennsylvania. 

In the House, Representative Johnson, of Terre Haute, Ind., 
and Representative Beck, of Pennsylvania, Republicans, were 
tentatively assigned to the House committee on interstate and 
foreign commerce. The Democrats, it was understood, would 
assign Representative Peery, of Virginia, to that committee. 
All are lawyers. The House committee will have twenty-three 
members. The other members will be those who served on the 
committee at the last session. 





AISHTON ON RAILROADS 


R. H. Aishton, president of the American Railway Associa- 
tion, addressing the Washington (D. C.) Society of Engineers, 
December 7, said that, despite the possibilities of waterways, 
motor trucks and airplanes as means of transportation, “the 
chief burden of transportation service in this country will con- 
tinue to rest upon the railroads and on their ability to provide 
adequate, efficient and economical transportation at all times 
very largely depends the future development of this country.” 

“As time goes on,” said he, “it is not beyond the bound of 
possibility that all of these methods of transportation will be co- 
ordinated as to bring about the best results for the public in- 
terest. So long, therefore, as this is true—that, in the main, 
this country will depend on the railroads—and so long as our 
nation continues to expand in the tomorrows as it did in the 
yesterdays, there must necessarily be a continued policy of ex- 
pansion by the railroads to meet, with efficiency, the increased 
demands of industry and trade for more and better transporta- 
tion service. The railroads themselves are, and must continue 
to be, progressive and must proceed’on sound and constructive 
lines not only to maintain the high standard of service which 
they have already achieved, but also to render year by year 
better records of service.’ 


RAIL AND MOTOR BILLS 


Representative Parker, chairman of the House committee on 
interstate and foreign commerce, at the opening session of the 
Seventieth Congress, reintroduced his railroad consolidation bill, 
now numbered H. R. 5641, and the bill providing for regulation of 
motor vehicles, now numbered H. R. 5640. Representative Deni- 
son of Illinois reintroduced the bill of the bus division of the 
American Automobile Association, providing only for regulation 
of busses in interstate commerce. That bill is H. R. 1y. 

Representative Hudson of Michigan introduced H. R. 162 to 
relieve the Commission of jurisdiction over construction of “the 
new railroad line or the extension of any existing railroad” 
when “within the boundary of the state.” 

A bill (H. R. 155) to regulate interstate shipment of cotton 
was introduced by Representative Fulmer of South Carolina. 
The bill would require the Commission to establish preferential 
rates on shipments of cotton based upon the cubic contents of 
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A feeling of tremendous 
relief is the first thing you 
get out of your dealings 
with us. That’s the direct 
result of our own feeling of 
being personally responsible 
for the success of your 
transaction. How much 
that is worth to you in dol- 
lars and cents you can judge 
best for yourself. 


We shall welcome specific 
questions relative to our 
facilities, rates and terms, 
and how this Personal 
Service of ours increases 
their value to you. 


Charles H. Gant, Manager 
Wilmington Marine Terminal 
Wilmington, Delaware 


WILMINGTON 


on the Delaware 
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Served by SEVENTEEN RAIL- 
ROADS reaching every COMMON 
POINT in Texas and extending the 
HOUSTON RATE ADVANTAGE into 
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New Mexico 
Arizona 
Colorado 























The whole story is told most graphi- 
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The official organ of the 
Port Commission. 


In Picture, Text and Tarift. 
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the bale. Similar bills were introduced at the last session but 
were not acted on. 

Another bill (H. R. 395) relating to cotton was introduced 
by Mr. Fulmer. It would provide that the standard bale of cot- 
ton which shall hereafter be shipped or delivered for shipment 
in interstate or foreign commerce shall weigh 500 pounds, ex- 
clusive of bagging and ties. 

Representative Blanton of Texas introduced H. R. 114, an 
anti-strike bill, with reference to the transportation and coal in- 
dustries. 

Representative Morin of Pennsylvania introduced H. R. 
228, a bill to prohibit a railroad upon any right of way leading 
to a national cemetery. 

Representative LaGuardia of New York introduced H. R. 96, 
a bill to prohibit the transportation, sale and reception of stolen 
property in interstate and foreign commerce. 

Representative McLeod of Michigan introduced H. R. 447, a 
bill to provide for the creation of the Pan-American People’s 
Great Highway Commission, to study and report on a proposed 
North American-South American through highway. A similar 
bill was introduced in the last session. 

Representative Andrew of Massachusetts introduced H. R. 
5466, a bill to amend paragraph 1 of section 22 of the interstate 
commerce act, by providing for the carrying of officers and 
enlisted men of the military and naval services while on leave 
of absence or furlough at own expense at reduced rates. 

Representative Graham of Pennsylvania introduced a bill 
(H. R. 5563), which was referred to the committee on judiciary, 
to further protect interstate and foreign commerce against brib- 
ery and other corrupt trade practices. 

Representative Vinson of Georgia reintroduced a bill (H. R. 
5716) to decrease rates, fares and charges of railroads. 

Representative Celler of New York introduced a resolution 
(H. Res. 18) providing for an investigation of labor conditions af- 
fecting employes rendering domestic service on railroads. 

Representative Newton, of Minnesota, has reintroduced his 
bill, now designated as H. R. 5819, providing for amendment of 
section 15-a of the interstate commerce act. This is the bill 
that was originally introduced by Mr. Newton at the suggestion 
of representatives of the National Industrial Traffic League and 
which was indorsed by the League at its recent annual meeting 
in Chicago. (See Traffic World, Nov. 19, p. 1160.) 


PACIFIC COAST SPLIT DELIVERY 


President Lapham, of the American-Hawaiian Steamship 
Company, has given out the following statement with respect to 
the trouble over split deliveries at Pacific ports: 


There is more than meets the eye in the decision of the Inter- 
coastal Conference to suspend rule 17, thereby giving shippers the 
right to split delivery of carload lots between different Pacific coast 
ports with no extra charge. This radical departure from the pro- 
tection of the carload and less than carload principle has been forced 
by the action of the “steel trust lines’’ (Isthmian and Argonaut), 
who first announced their intention to allow this split delivery of 
earload lots, thereby forcing the conference lines to follow in order 
to retain their share of business. ‘ 

The traffic policies of these steel trust lines are personally dic- 
tated by Mr. James A. Farrell, president of the United States Steel 
Corporation. Mr. Farrell has been appealed to by various shippers 
and shippers’ associations on this coast not to put this split delivery 
rule into effect, but, after two weeks’ deliberation, he finally decided 
to go ahead with it. Therefore, the responsibility for anything re- 
sulting from this action must be placed squarely on Mr. Farrell’s 
shoulders. 

Both the steel trust lines, as well as the Bethlehem Line (Calmar), 
who recently entered the trade primarily to put themselves on an 
equal footing with their chief campetitor in the steel business, are 
operating their fleets primarily to carry their own steel products from 
the Atlantic coast to sell on this coast. All the vessels of these lines 
have a relatively small amount of space available after their own 
steel has been loaded, to take care of cargo other than their own. 
The operation of these steel company-owned lines is merely incidental 
to the distribution and sale of steel and, as such, the cost of opera- 
tion, whether a profitable one or not, is a small factor in the balance 
sheets of the steel companies. 

Other lines in the trade—those common carrier lines whose very 
existence depends solely on the profitable carriage of. other people’s 
goods—are vitally interested in the preservation and maintenance of 
proper and reasonable rates coupled with sound transportation prac- 
tice. Such lines, if they are to live, have every incentive properly 
to handle and transport other people’s goods. 

The fair play policy of the United States Steel Corporation, so 
firmly established by Judge Gary, demands that Mr. Farrell, where 
no business interests of his own are involved, refrain from further 
interference in the efforts of the common carrier lines to establish 
stability and fair working conditions in the intercoastal trade. 


HALIFAX-NEW YORK CITY AIR SERVICE 


An air line between Halifax and New York City for the 
carrying of freight, express and mail, it is said, is being con- 
sidered by Halifax business interests, says a report from Consul 
Erik W. Magnuson, Halifax, to the Department of Commerce. 
The geographic position of Halifax, it is stated, is very favor- 
able for the development of Halifax as an important airport. 

It is also the intention of the Post Office Department and 
the Department of National Defense to co-operate in experiments 
in carrying mail by air from Halifax to Montreal and Ottawa in 
the coming winter season. If these experiments prove success- 
ful, then in all probability the service will be established and 
the carrying of mails by air routes between the two ocean ports 
of St. John and Halifax to Montreal will be let by contract, it 
is believed. 
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FULL CARGO RATES LOWER 
The Traffic World New York Bureau 


Full cargo’rates are now at the lowest level they are ex- 
pected to reach, due to the fact that shipowners are refusing to 
send vessels here for business at these prices, and any increase 
in demand is certain to result fh advances in rates. For this 
reason freight brokers are advising their clients to cover what- 
ever commitments they have at the existing rate range and not 
to anticipate any further recessions. 

Navigation has closed on the St. Lawrence without any of 
the rush and congestion that occurs normally, and the export 
grain business has been transferred entirely to Atlantic ports 
without any special feature to mark the transition. Compara- 
tively few vessels are being offered by owners. Shippers who 
wish space at a specified date are being forced to bid for that 
privilege. An instance of this was the charter last week of a 
steamer from Hampton Roads for coal for Italy at $3.10 a ton, 
an increase of 50 cents over the nominal rate for December 
loading. 

Interest in vessel space for Europe has been confined largely 
to barley for Bremen. A recent fixture for this purpose was 
closed at 15 cents per 100 pounds, and efforts of shippers to ob- 
tain a lower rate have been unsuccessful. A rate of 16% cents 
on heavy grain for the Mediterranean in December and January 
is indicated in the present market. 

The existing range of heavy grain rates is as follows: U. S. 
Atlantic ports for December loading, 2s 10144d to 3s per quarter 
to the United Kingdom, 12% to 13c to Antwerp-Rotterdam, 13% 
to 14c to Hamburg-Bremen, and 16c to the Mediterranean. Rates 
from St. John are ic higher. 

Little activity has been shown in other trades. A coal ves- 
sle was fixed from Hampton Roads to the River Plate at $3.40 a 
ton. Several ships have been fixed from Cuba to the United 
Kingdom or Continent at 16s 6d a ton. 

Ocean freight rates on cotton from Texas ports to Genoa 
and Naples have been reduced to 61c per 100 pounds, standard 
bales, and 45c per 100 pounds, high density bales, on first class 
steamers. The rate on second class steamers will be 1c below 
these figures. The new rate is to be effective through December. 
The reduction brings the Genoa rate approximately to parity 
with the new rates to Bremen and Havre. 


SHIPPING BOARD REPORT 


American merchant ships built under the war emergency 
program are unable to compete in speed and operating efficiency 
with the modern tonnage of foreign maritime nations, according 
to the eleventh annual report of the Shipping Board to Congress. 

The report said that shipbuilding in American shipyards 
had not kept pace with that in those of other parts of the 
world. It stated that, in the United States, for every ship of 
2,000 gross tons or over that was now being built or had been com- 
pleted since 1921, Great Britain had 41, Germany 12, Italy 5, and 
France and Japan each approximately 4. 

“This new construction,” said the board, “provides our com- 
petitors not only with more ships but also with faster ones, for 
the modern trend, especially noticeable during the past few 
years, is all in the direction of speed, coupled with economy of 
operation, due to the use of up-to-date propulsive machinery, 
largely of the internal combustion type. This is an age in which, 
other things being equal, the fast ship gets the cream of the 
freight. We are thus being outclassed not only in tonnage but 
also in the character of service we are able to render the 
shipper. More and more are we likely to get the less desirable 
classes of cargo—the commodities invariably handled by slow 
ships at low freight rates.” 

The report said that in the fiscal year ended June 30, 1927, 
the board pursued its policy of transferring ships to private 
interests, although many difficulties were encountered, due to 
the rapid advance being made in foreign ship design and con- 
struction. It said that since 1921 the Shipping Board had sold 
to American citizens 1,134 ships, representing 4/993,346 tons, for 
the sum of $84,411,023.39. This included 9 established ship line 
services disposed on the basis of guaranteed operation for a fixed 
number of years. It was stated that, although looking to ulti- 
mate private ownership, the merchant marine act did not direct 


the board to sell the ships at “all hazards.” Continuing, the 
report said: 


The act clearly directs that ships and ship lines be sold whenever 
that can be done consistently with the development and permanent 
establishment of the American merchant marine. Accordingly, the 
board has never sold an established ship line except when predicated 
upon the belief that such sale, with a guarantee period, would make 
for permanency of service. It has therefore felt warranted in selling 
upon liberal terms in order to enable the purchaser to meet compe- 
tition during the development period, believing in all cases that from 
the purchase would result a privately owned ship line in foreign 
competitive trade, firmly and permanently established. Without this 
feeling of security the board would not, of course, be justified in sell- 
ing, but would see that operation by the government is continued 
until healthier economic conditions make private operation possible. 

In short, the present merchant marine act means development 
by the government, and gradual and ultimate ownership by private 
capital. This policy is being carried out. If Congress and the people 
want the country’s merchant fleet turned over immediately to private 
ownership for continued operation, substantial government aid will be 
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required to accomplish that end. If aid is not provided, or until it 
is provided, the present policy as laid down by the merchant marine 
act must continue to govern every action of the shipping board. 
That policy, if carried to its logical conclusion, assures to the United 
States an adequate merchant marine, ultimately to be owned and 
operated by private capital, the government meanwhile absorbing 
any operating costs and any absolutely necessary vessel replacement 
costs essential under any plan. In this connection it is well to note 
that congressional appropriations for ship operation have been re- 
duced from seventy-five millions in 1921 to seventeen million dollars 


in 1927. . 


In considering the recently discussed question of the right 
of railroads to own and operate ocean-going vessels, the board’s 
report called attention to section 15 of the Panama Canal act, 
which prohibited railroads from owning and operating vessels 
between points connected by rail transportation unless author- 
ized, under certain conditions, by the Interstate Commerce 
Commission. This limitation, the report noted, did not extend 
to vessels operating between ports not connected by rail trans- 
portation, such, for instance, as transpacific or transatlantic 
service. 

The board reported that in its regulatory capacity it con- 
sidered the complaints of 12 shippers and others in the fiscal 
year who under authority of section 22 of the shipping act 
brought the question of lawfulness of rates, charges and prac- 
tices of carriers subject to the regulation of the board. In addi- 
tion the board conducted three proceedings initiated by it under 
the authority of section 22. 

The Shipping Board’s construction loan fund, which is main- 
tained as an aid to private American owners wishing to borrow 
at low interest rates for ship construction purposes, is shown 
by the report as aggregating $72,552,652.26. This amount in- 
cludes $5,090,500, which is the amount of present commitments 
on loans which have been duly authorized but have not been 
completed. It also includes $916,698.34, which has been repaid 
on account of loans aggregating $10,467,500. The report states 
that the amount heretofore loaned on vessels which have been 
completed is $8,258,000. This represents six loans made to five 
different companies in aid of the construction of nine ships. 
The total amount thus far advanced on loans not yet completed 
is $2,209,500. In the fiscal year repayments on account of the 
outstanding loans amounted to $521,198.67, and deposits were 
made to the credit of the fund in the aggreagte sum of $14,- 
— The sum of $3,162,000 was paid out on account of 
oans. 

The report said that the Fleet Corporation had materially 
reduced expenses and improved its operations. Operating losses 
of the Merchant Fleet Corporation were, in 1924, $41,000,000; 
in 1925 they were reduced to $30,000,000, and in 1926 to $19,- 
000,000. In 1927 there was a material increase in the number 
of vessels actively operating, but notwithstanding this increase 
the losses were further reduced to less than $16,000,000, accord- 
ing to the report. The average revenue per voyage was in- 
creased and the average voyage expense decreased, said the 
board. There were approximately 2,200,000 tons more freight 
carried in 1927 than in 1926 by the lines operated by the Mer- 
chant Fleet Corporation. The revenue per payable ton for the 
fiscal year 1926 was slightly less than that for the fiscal year 
1927, but the expenses per payable ton were considerably 
greater in 1926 than in 1927, according to the report. 

The board called attention to the fact that its certification 
that tonnage under the American flag was inadequate to handle 
business between the Philippines and the United States, under 
date of January 30, 1922, remained in force, but that the Presi- 
dent had not issued a proclamation based thereon and fixing 
a date for application of the coastwise laws to the Philippines 
as might be done under section 21 of the merchant marine act. 

A part of the more favorable financial showing as to ship 
operating results, according to the report, was due to a some- 
what more favorable world shipping situation. 


SUPPORT COOLIDGE ON MARINE 
The Trafic World New York Bureau 


President Coolidge’s message on the merchant marine has 
found indorsement in New York shipping circles. Statements 
were issued by Frank C. Munson, president of the Munson 
Steamship Line, and H. B. Walker, president of the American 
Steamship Owners’ Association. 

Mr. Walker said it is essential that the government extend 
some aid to American shipping to permit competition with for- 
eign shipping. Mr. Munson expressed thé opinion that Congress 
should remove some of the operating handicaps now imposed 
on shipping by legislative action. Mr. Munson’s statement con- 
tinued: 





President Coolidge, in his message to Congress concerning the 
merchant marine, sets forth briefly but very clearly what is evidently 
a well-considered plan for developing a strong merchant marine. I 
hope his suggestions will be received with due consideration by Con- 
gress and the Shipping Board and that a legislative policy to put them 
into effect will be adopted without delay. I believe his ideas will meet 
with approval of the shipping industry, although a considerable change 
and improvement in present legislation covering operating conditions of 
American ships is necessary to offset the lower cost of foreign flag 
ships operating in competition with American vessels. 

After a careful investigation, the President has recommended that 
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more attention should be given to merchant ships as an auxiliary of 
the navy. American ship owners undoubtedly will welcome the oppor- 
tunity to cooperate with the navy in building ships of the necessary 
speed and equipment to fit them for use in time of a national emerg- 
ency. New and existing vessels can readily be adapted to carry guns 
of 4 and 6 inches and in other ways be made available to serve as 
transports or auxiliary cruisers. The plan for including masters and 
officers in the naval reserve with proper training and with adecuate 
compensation for this service offers an opportunity for the develop- 
ment of naval reserves and also some assistance to the American 
Merchant Marine. 

I agree thoroughly with the President that government operation 
of marine ships as a permanent policy cannot be successful. En- 
couragement of the development of private American shipping is a 
sound economic principle. In this way the government can obtain 
the best results for the country as a whole at the least cost. 

The government should retire from ownership and operation with 
the utmost rapidity. The Shipping Board should make easier terms 
for the sale of its trade routes than it has been willing to do within 
the last six months. 

Postal compensation should also be increased in order to give 
proper aid to offset the higher American operating costs as against 
foreign ships. 

The country as a whole has become more shipminded as regards 
an American merchant marine than ever before. The President, with 
his study of the problem and the very able cabinet he has helping 
him, will undoubtedly aid in bringing forward proper legislation, which 
is so vitally linked with the future welfare and prosperity of the 
country. 

It is certainly true that, if ships do not prosper, manufacturers 
cannot hope to go on and enjoy prosperity and this reflects on the 
whole country, more particularly on all labor, because if prosperity 
ceases unemployment surely begins with the shutdown of plants, etc. 


MARINE LEGISLATION 


Representative Wood, of Indiana, has introduced H. R. 2, 
a bill to promote and encourage an American merchant marine. 
The bill provides for government aid for construction of new 
ships and the establishment of a merchant marine training 
school. The bill also would remove from registry of commercial 
tonnage ships unnecessary for the maintenance of lines of trans- 
portation already established. 

Representative Burton, of Oiho, introduced H. R. 103, to 
amend existing law with reference to lights on vessels oper- 
ating on the Great Lakes. He also introduced H. R. 102, pro- 
viding that in the period of ten years from June 5, 1920, any 
citizen of the United States who might sell a vessel documented 
under the laws of the United States and built prior to January 
1, 1914, should be exempt from all income taxes that’ would 
be payable on the proceeds of the sale under the revenue acts 
in force in such period, if the proceeds from such sale were 
invested in the building of new ships of types approved by the 
board and documented under the laws of the United States. 

In a statement relating to the merchant marine bill intro- 
duced by him, Representative Wood, of Indiana, asserted that 
America was trailing far behind in the question of sea power. 
He discussed the merchant marine problem in relation to the 
naval power of the country. He referred to a statement in the 
London Evening Standard to the effect that British shipping 
companies “have long found it possible to do with the American 
merchant marine what the Admiralty are urged to do with the 
American navy—dismiss it from their calculations.” 

“Such pernicious propaganda is an insult to every American 
citizen,” said Mr. Wood. “My answer to Great Britain and all 
other European nations is contained in this bill.” 

Continuing, he said: 


After years of observation and study, and months of ceaseless 
effort, I have embodied in this bill certain proposals which will provide 
the United States with a sea power adequate to provide for our 
national defense and an uninterrupted transportation service for our 
commerce! Our greatest heritage to posterity is the establishment and 
maintenance of adequate sea power! 

The bill contains no radical suggestions, and in the main does 
but three things. I propose first to remove from the registry of com- 
mercial tonnage those ships unnecessary for the maintenance of lines 
of transportation service already established. These vessels were 
constructed during the war and today are not fast enough to compete 
successfully in the foreign trade. However, many of them are too good 
to scrap, and yet to permit their tonnage to remain on the registry 
books as commercial tonnage of the United States does not present 
a true picture of our merchant marine. I do not propose that these 
vessels shall be junked, but they shall be maintained as vessels in 
the- public service of a non-merchant class. Any such slow freight 
vesseP might be of inestimable value in time of war and should be 
preserved as long as possible for that purpose, but they are insufficient 
for profitable commercial tonnage today. 

The second major proposal in this bill relates to the construc- 
tion of new vessels. The principal reason American owners find foreign 
competition so difficult is due primarily to the difference in construc- 
tion costs. And I do not bemoan the fact that it does cost more to 
construct a vessel in the United States, for American wages, stand- 
ards of living, and general welfare are much higher than in foreign 
countries. It follows then that in custom work as compared with mass 
production the costs will be greater. A careful analysis of all factors 
entering into the construction and maintenance of vessels convinced 
me that the proper way to place American owners on a parity with 
foreign operators was to enable them to obtain a new vessel at a 
cost nearly equal to the cost of a ship constructed in foreign yards, 
and some means had to be devised to overcome this construction dif- 
ferential. 

It would not be proper for the government to absorb this difference 
nor any portion of it, unless some return either in service or money 
was guaranteed. Inasmuch as an operator may borrow from the 
government a portion of the cost of construction of a new vessel, 
the only feasible way to extend aid to the operator is at the time of 
construction. My proposal is that when the Shipping Board is fur- 
nished with copies of contracts entered into by an operator and ship- 
builder, indicating they are ready to proceed upon the construction 
of a new vessel, the board shall enter into contracts with each of 
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the parties, receiving from the operator a guaranty that the newly 
constructed vessel will be maintained in a stipulated service for a 
term of not less than ten years. This guarantee of service is the 
government’s requirement for the interest it shall have in the vessel, 
which is to be provided in the contract with the shipbuilder, whereby 
the government undertakes to pay for the costs of labor and material 
only, which may be in excess of the costs for like items entering into 
the construction cost of a similar ship in foreign countries. In other 
words, the government is willing to undertake a portion of the costs 
of construction in return for a guaranteed service for a term of years. 
A recapture provision will enable the government to resell or operate 
until a satisfactory resale can be made of any service in default. Un- 
der this proposal the cost to the government is ascertainable at once, 
and the total cost in any one year will be much less than is being 
expended at the present time under government operation of the mer- 
chant marine. 

The major portion of our agriculture and industry is protected 
against the competition of commodities originating in foreign coun- 
tries. The merchant vessels engaged in the coastwise trade are also 
protected against foreign competition, and yet at the present time, 
our only means of transportation by which our products are placed 
in the markets of the world, is compelled to compete in a ruthless 
commercial struggle for existence, handicapped primarily by higher 
construction costs, maintenance and operation expenses, and without 
any aid or protection from the government. If we are to have a 
merchant marine the time has come when we must afford to American 
owners and operators the protection now extended to our industries, 
enabling them to begin operations in a highly competitive field with 
equalize capital charges! The entire effect of this mill is to plase ves- 
sels engaged in foreign trade in the same category with vessels op- 
erated .in our. protected coastwise service! 

The third proposal contained in my bill relates to the establish- 
ment of a merchant marine training school, providing for appoint- 
ments from every section of the United States, a prescribed course 
of training with compensation, and the establishment of a retirement 
or pension fund, thus assuring an annuity to any young man who 
desires to follow the sea. Graduates of this school would be qualified 
and induced to stay in the merchant marine, making it their career, 
not unlike the graduates of the Naval Academy. It is further pro- 
vided that upon graduation and assignment to a vessél in the mer- 
chant service the training gchool protege shall automatically become a 
member of the naval reserve, with a rating similar to that held in 
the merchant service. In this manner is our national defense further 
augmented by competent personnel, available at any time to perform 
the hazardous duties at sea in time of war! 

The prompt enactment of this bill should forcibly bring to the 
minds of our friends across the seas that within a few years, or as 
soon as new vessels can be constructed, our merchant marine and our 
navy are not to be dismissed from their calculations! 


EXPORT AND IMPORT RATES 


Hearing in fourth section applications 2040 and others, ex- 
port and import rates, was begun at Chicago before Examiner 
Boat and R. V. Pitt, assistant director of traffic of the Com- 
mission’s bureau of traffic, December 6. The applications cover 
departures created by the export and import rates applying 
between C. F. A. and Western Trunk Line territory and the Gulf 
ports and south Atlantic ports. Generally speaking, the old 
applications have been supplemented by current applications 
asking permission for the establishment of new rates between 
the ports and the interior territory. The new rates are, to a 
large extent, designed to increase the ability of the southern 
ports to compete with the north Atlantic ports by increasing 
the differentials between the rates from the interior territory 
and the Gulf and south Atlantic ports under the rates applying 
between the same interior territory and the north Atlantic ports. 

At the opening of the hearing, a number of those present 
expressed the opinion that it should be postponed, as there had 
not been sufficient time for examination of the new proposals, 
supplementing the long standing applications, either for the 
port representatives to know just what the situation was or 
for the carriers in the different territories to know to what ex- 
tent they agreed or disagreed. It was brought out that there 
was no concurrence in the applications so far as C. F. A. lines 
were concerned, except those named in the applications. Eugene 
Morris, chairman of the Central Freight Association, said they 
had not had an opportunity to check the petitions and were not 
asking for relief. 

According to testimony by Joseph G. Kerr, assistant to the 
vice-president in charge of traffic, L. & N., and W. M. Rhett, 
general foreign agent, Illinois Central, the basis proposed on 
import traffic from Europe and Africa, from the Gulf ports to 
the territory west of the Chicago-Indianapolis-Cincinnati line is 
the so-called Knott-Todd differential under the rates from New 
York, which is the same as that in effect, except that it is asked 
that the differentials be figured under the Baltimore or Norfolk 
rates, whichever are the lower. 

On both export and import traffic between C. F. A. territory 
east of the Chicago-Indianapolis-Cincinnati line and Europe and 
Africa, the basis proposed from the Gulf ports is the New York 
rates, with the Cincinnati-Philadelphia rates as a minimum. To 
that territory, the same basis was asked to apply on traffic to 
or from countries other than European and African. But as to 
traffic between the interior territory west of the line and coun- 
tries other than European and African, they asked the Norfolk 
or Baltimore rates, whichever are the lower, with persent rates 
as a maximum on certain specified commodities. 


In defense of the proposed adjustments, it was pointed out 
that the export and import traffic that moves through the north 
Atlantic ports is of much greater volume than that which moves 
through the Gulf ports, the steaming time is greater from the 
Gulf ports, the service less frequent and generally poorer, and 
insurance rates higher. The witnesses contended that the rela- 
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tionships proposed were necessary to enable the Gulf ports to 
compete in the business. 

At the beginning of the hearing December 7, Mr. Pitt said, 
in response to requests for further hearings made the day before, 
that he believed it would be advisable to adjourn to Washington, 
following the receipt of such testimony as was to be put in at 
Chicago. The result of discussion that followed was that it was 
tentatively decided a hearing would be held at one of the south 
Atlantic ports about January 17, another at one of the Gulf 
ports, probably New Orleans, after that, and a final hearing at 
Washington. The tentative plan formulated provided for the 
completion of carrier testimony prior to the opening of the hear- 
ing at Washington, and that the north Atlantic ports, opposing 
the relief asked, would put in their testimony there. The roads 
serving the south Atlantic parts are expected to put in their 
testimony, or a major portion of it, at the hearing at the south 
Atlantic port. 

Mr. Rhett, who was on the stand at the close of the hearing 
December 6, continued December 7. He said the proposed 
rates to the C. F. A. territory east of the Chicago-Cincinnati 
line were nearly all reductions under those in effect, as only 
domestic rates now applied from the Gulf ports. As to the 
other interior territory, he said, the proposals included a great 
many increases in rates from the Gulf ports, as well as reduc- 
tions. Some of the proposed rates, he said, would yield a low 
revenue return, but he thought they compared favorably with 
export and import rates applying between the same territory 
and Canadian ports. As an illustration of that, he cited the 
first class export rate applying between Detroit and Halifax, of 
$1.12, for a distance of 1,312 miles, comparing that with the 
proposed first class export rate from Steubenville, O., to the Gulf, 
for a distance of 1,103 miles, of $1.21%. He said the proposed 
rates between Steubenville and the Gulf created the greatest 
fourth section departures in the schedules offered. In a further 
elaboration of the disadvantages that must be overcome by 
low freight rates, if the Gulf ports were to compete with north 
Atlantic ports, he said 70 per cent of the import business car- 
ried by his line to the interior territory involved was controlled 
by firms or persons having their headquarters in New York, and 
that few lines operating into the Gulf ports had their home 
ports there. The formidable banking power of New York and 
its long experience in financing foreign trade, and many other 
matters, he said, tended to make it difficult to route traffic 
through the Gulf ports. 


John R. Baker, of Armour and Company, testifying in sup- 
port of the requests for relief, said lower rates to the Gulf ports 
than to the north Atlantic ports were necessary to attract the 
business to the former. He said he believed carrier competition 
required the relief asked, and that it was desirable that all ports 
and routes be kept open. 

C. H. McAuley, Swift and Company, endorsed the testimony 
of Mr. Baker and introduced facts with reference to the traffic 
of his company. 


J. E. Kraseman, traffic manager, Palm Olive Company, Mil- 
waukee, said that, for several years, his company had been 
making an effort to avail itself of the 6-cent differential from 
New Orleans to Milwaukee under the import rate from New 
York on vegetable oils, which it received from Adriatic ports, 
but it had found it difficult to get the service required through 
the Gulf. He said that, if the Gulf ports were deprived of their 
differential under the north Atlantic ports, movement through 
them, so far as his company was concerned, would cease. 

The hearing closed December 8. Most of the testimony 
introduced that day was presented by representatives of the 
lines west of the Mississippi. They contended that the rates 
to and from the territory served by them were compelled by 
carriers east of the river and that, as they passed through 
higher rated territory in reaching the Gulf ports, they would 
have to have fourth section relief if they were to participate 
in the traffic. To apply the low, compelled rates to their inter- 
mediate territory, they said, would mean a large loss in revenue 
which they were not in a position to absorb. The witnesses 
presented a detailed picture of the situation involved, as to their 
individual lines, made rate comparisons, and introduced ex- 
hibits showing routes and earnings, in defense of the reasonable- 
ness of the proposals. 


The basis proposed for the establishment of export and 
import rates from the interior territory west of the Missouri 
River was that the lowest domestic rate between any Gulf port 
and the particular point should apply to all Gulf ports, subject 
to the relationship between the ports set up by the Commission 
in I. and S. 2560. 


A. H. Schwietert, of the Chicago Association of Commerce, 
testified in support of the requests for relief, saying it was 
his belief and that of those he represented that all the ports 
should be kept open and that the interior territory should be 
permitted to ship through the Gulf ports on an equality with 
the north Atlantic ports. He submitted a list of 250 members 
of the association who had reported to him they exported 
through Gulf ports. 


Other witnesses were as follows: J. F. Williams, C. & E. I.; 
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MtwesN 


EASTERN AGENTS 


MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 










From Baltimore, Philadelphia and 


New York 
Bi-Weekly or Fortnightly 


DIRECT TO 
LOS ANGELES HARBOR—SAN 
FRANCISCO, OAKLAND, PORTLAND, 
SEATTLE and TACOMA 


Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East 
and British Columbia 
















MUNSON STEAMSHIP LINE 
Munson Building, 67 Wall St., New York 
Branch Offices 


Chicago, St. Louis, Pittsburgh, Baltimore 
Philadelphia, Mobile, New Orleans 


McCORMICK STEAMSHIP CO. 


GENERAL PACIFIC COAST AGENTS 








Be Your Gann Neighbor 
in Los Angeles 


You actually become your customers’ 
neighbor in Los Angeles when you have 
a stock of goods stored in the Metropol- 


itan Warehouse, ready for delivery on a 
moments notice. 

The warehouse is constructed of re- 
inforced concrete and is located in the 
heart of the wholesale and retail districts. 

The fire insurance rate is 15.3c. 


METROPOLITAN 
WAREHOUSE CO. 


Merchandise Storage Drayage Pool Car Distribution 


1340-1356 East Sixth Street 
LOS ANGELES 


EASTERN REPRESENTATIVES: 


CROOKS TERMINAL WAREHOUSES 
Woolworth Bldg. 417 W. Harrison St. 
NEW YORK CHICAGO 
























Calmar Steamship Corporation 
CALMAR LINE — COAST-TO-COAST 
























Voy. Baltimore Philadelphia Los Angeles 
No. Ship Arrive— Depart Arrive— Depart Arrive— Depart 


1 OAKMAR Nov. 3 Nov. 8|Nov.10 Nov. 15| Dec. 6 Dec. 11 
1 TEXMAR Nov. 18 Nov. 23 | Nov. 25 Nov. 30| Dec. 21 Dec. 26 


1 COMMERCIAL 

TRAVELER | Dec. 3 Dec. 8| Dec. 10 Dec. 15/|Jan. 5 Jan. 10 
2 CALMAR Dec. 18 Dec. 23 | Dec. 25 Dec. 30| Jan. 20 Jan. 25 
2 PENNMAR | Jan. 3 Jan. 8/|Jan.10 Jan.15| Feb. 5 Feb. 10 


II SSS 
San Francisco 
































Voy. Oakland Portland Amneattle 
No. Ship Arrive— Depart Arrive— Depart Arrive— Depart 





1 OAKMAR Dec. 13 Dec. 16 | Dec. 19 Dec. 20| Dec. 22 Dec. 24 
1 TEXMAR Dec. 28 Dec. 31| Jan. 3 Jan. 4/ Jan. 6 Jan. 8 


1 COMMERCIAL 

TRAVELER | Jan.12 Jan.15/|Jan.16 Jan.19| Jan.21 Jan. 23 
2 CALMAR Jan. 27 Jan.30| Feb. 2 Feb. 3| Feb. 5 Feb. 7 
2 PENNMAR | Feb. 12 Feb. 15| Feb. 18 Feb. 19| Feb. 21 Feb. 23 
pe | _____________________________ Ff 


Calmar Line steamers sail DIRECT from Philadelphia to the Pacific Coast 
on the 15th and 30th of each month, sailing from Baltimore one week earlier. 
es Snaeles, o—— 230-B 
q an Francisco, Pier 50 
Calmar Line Steamers dock at } Oakland, Howard Terminal 
Portland, Terminal 
Seattle, Atlantic St. Dock 





































For information regarding rates apply to 
CALMAR STEAMSHIP CORPORATION, 


Moore & McCormack, a Agents, 

5 Broadway, New Yor N. 

Bourse Building, Philedelphis. Pa. 

Citizens National Bank Bldg., Baltimore, Md. 

Oliver Building, Pittsburgh, Pa. 

Rookery Building, Chicago, Ill. 

CALMAR STEAMSHIP CORPORATION 
Swayne & Hoyt, Pacific Coast Agents, 

240 Front Street, San Francisco, Calif. 
703 Transportation Bldg., Los Angeles 
408 Board of Trade Bldg., Portland, Ore. 
Lobby 4—Central Bldg., Seattle, Wash. 

















































Speed on Orient 
Mails 


The fastest service wins the mail. This line 
is used to carry Government Mail to the 
Orient on account of the quick delivery. That 
same speed is available for your freight and 
express shipments, thereby saving interest on 
Capital. Win sales by service. Sailings every 
fourteen days from Seattle for Yokohama, 
Kobe, Shanghai, Hong Kong and Manila. 
Through Bills of Lading issued to other ports. 





T. J. Kehoe, General Eastern Agent, 32 Broadway, New York City 


W.G. Roche Inc., General Agt., R. W. Bruce, General Agent, 
Dime Bank Building, 110 South Dearborn St., 
Detroit, Mich. Chicago, Ill. 


L. L. Bates, General Freight Agent, 
1519 Railroad Ave. So., Seattle, Wash. 


American Mail Line 


| Other Offices, Boston, Philadelphia, Portland, Ore. 


| Tacoma, Wash. Vancouver, B.C. and Victoria, B.C. 
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K. C. Bogue, Southern Ports Freight Committee; Harold Scherer, 
Southern Pacific; R. R. Chavis, M. K. T.; W. E. Cullen, Rock 
Island; G. C. Bowen, Kansas City Southern; O. C. Olson, Mis- 
souri Pacific; F. B. Clark, Missouri Pacific; F. H. Behring, 
Southern Railway; J. O. Gill, G. M. & N.; and R. A. Chadwick, 
M. & O. 

The final word as to further hearings was that the next 
would open at Savannah, Ga., January 17; following that, at Néw 
Orleans, January 23; and the final hearing at Washington, Feb- 
ruary 14. The understanding was that cross-examination of 
carrier witnesses parties to the petitions for relief would take 
place at Washington and such testimony opposed to granting 
the relief as. was to go in would be taken there. 


RECORD DAY’S TRAFFIC FOR PANAMA CANAL 


Thirty-two commercial vessels, having an aggregate net 
tonnage of 152,610, Panama Canal measurement, paying tolls 
amounting to $136,756.59, transited the canal on November 15, 
1927, according to the Panama Canal Record. In point of net 
tonnage, Panama Canal measurement, this establishes a new 
high record for one day’s traffic through the canal. The previous 
high record was established December 29, 1926, when Panama 
Canal net tonnage totaled 146,184 tons. 


PANAMA CANAL TOLLS 


In November, 559 commercial vessels transited the Panama 
Canal and paid tolls of $2,369,267.99. The tolls collected amounted 
to next of the highest on record. 


HILL NOT NOMINATED 


In the lists of nominations sent to the Senate early this week 
by President Coolidge the name of Commissioner Hill, of the 
Shipping Board, was missing. The lists contained nominations 
of others who have been serving under recess appointments. Mr. 
Hill is serving under a recess appointment, his term having ex- 
pired last June. There have been rumors to the effect that he 
might not be nominated because of his attitude favoring a ten- 
year guaranty rather than a five-year guaranty as to ship opera- 
tion in connection with sales of Shipping Board lines. 


CONVERSION OF VESSEL 


The Shipping Board has authorized the conversion of the 
George Washington of the United States Lines from a first class 
ship to a cabin liner. The conversion will be completed some 
time this month and the vessel is expected to make a scheduled 
sailing early in January. The George Washington is now at the 
shipyards of the Morse Drydock and Repair Company at New 
York where she is undergoing her annual overhaul. The work 
being done by the Morse company and local contractors at New 
York will be completed by the end of next week when the ship 
will proceed to the Portsmouth Navy Yard, Portsmouth, Va., for 
drydocking and underwater repairs. 

It is expected that the conversion te be performed will 
effect a considerable improvement in the financial operation of 
the ship so that revenues will substantially exceed disburse- 
ments in the coming season, according to the board. The total 


additional cost for the conversion to a cabin ship is estimated at 
$20,000. 


BIG OIL CONTRACTS 


The North American Car Corporation, through its subsidiary, 
the Gulf States Terminal. and Transport Company, has concluded 
contracts covering the sale of 1,250,000 barrels of Seminole, 
Panhandle, and Winkler County, Texas, crued oil for delivery 
over 1928; 730,000 barrels for shipment to Canada; 250,000 bar- 
rels for shipment to Texas Gulf Terminals; and 270,000 barrels 
to refiners in Kansas, Missouri, and Illinois for movement in 
tank cars. North American traffic representatives are now ar- 
ranging expedited service in trainload lots, due to the acute 
demand for cars. Henry H. Brigham, president of the North 
American, says these new contracts will engage all of his com- 
pany’s cars not previously under long-term contracts. A cargo 
of natural gasoline is being assembled for Chestnut and Smith, 
at the company’s new Orleans terminal for European shipment 
December 12, and the steamship, “Birch,” arriving December 
18, will lift the first cargo of Seminole crude moving to Austria 
via the Galveston Terminal. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended November 26 to- 
taled 840,803 cars, as compared with 968,103 cars the preceding 
week, and 937,844 and 923,206 cars in the corresponding periods 
of 1926 and 1925, respectively, according to the car service 
division of the American Railway Association. The week ended 
November 26 included the Thanksgiving holiday. Loading by 
districts the week ended November 26 and for the corresponding 
period of 1926 was reported as follows: 


Eastern district: Grain and grain products, 7,828 and 8,805; live 
stock, 2,656 and 2,626; coal, 32,222 and 51,975; coke, 2,344 and 3,153; 
forest products, 3,756 and 4,159; ore, 2,040 and 2,305; merchandise, L. 
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C. L., 59,415 and 60,508; miscellaneous, 70,507 and 76,473; total, 1927, 
180,768; 1926, 210,004; 1925, 203,154. 

Allegheny district; Grain and grain products, 3,675 and 4,532; live 
stock, 2,054 and 2,195; coal, 36,461 and 59,953; coke, 4,240 and 6,031; 
forest products, 2,446 and 2,832; ore, 2,651 and 4,619; merchandise, 
L. C. L., 49,431 and 50,733; miscellaneous, 67,223 and 70,369; total, 1927, 
168,181; 1926, 201,264; 1925, 184,102. 

Pocahontas district: Grain and grain products, 176 and 234; live 
stock, 124 and 147; coal 31,563 and 47,069; coke, 375 and 648; forest 
products, 1,308 and 1,435; ore, 89 and 108; merchandise, L. C. L., 
6,617 and 7,032; miscellaneous, 4,958 and 4,917; total, 1927, 45,210; 1926, 
61,590; 1925, 56,548. 

Southern district: Grain and grain products, 2,966 and 3,165; live 
stock, 1,763 and 1,787; coal, 22,498 and 30,649; coke, 460 and 797; forest 
products, 18,702 and 19,773; ore, 1,277 and 1,174; merchandise, L. C. L., 
36,443 and 36,426; miscellaneous, 51,013 and 52,847; total, 1927, 135,122; 
1926, 146,618; 1925, 146,881. 

Northwestern district: Grain and grain products, 12,285 and 8,209; 
live stock, 7,865 and 9,071; coal, 10,734 and 10,497; coke, 1,331 and 
1,394; forest products, 13,681 and 15,223; ore, 1,136 and 2,195; mer- 
chandise, L. C. L., 29,197 and 28,244; miscellaneous, 28,839 and 28,075; 
total 1937, 105,068; 1926, 102,908; 1925, 109,447. 

Central Western district: Grain and grain products, 11,234 and 
9,630; live stock, 10,737 and 10,587; coal, 13,999 and 20,278; coke, 307 
and 339; forest products, 8,282 and 7,568; ore, 3,141 and 3,652; mer- 
chandise, L. C. L., 29,900 and 31,132; miscellaneous, 53,732 and 52,598; 
total, 1927, 131,332; 1926, 135,784; 1925, 142,496. 

Southwestern district: Grain and grain products, 4,481 and 4,336; 
live stock, 2,976 and 2,954; coal, 5,288 and 7,456; coke, 203 and 358; 
forest products, 7,764 and 8,216; ore, 486 and 441; merchandise, L. C. L., 
15,069 and 15,027; miscellaneous, 38,855 and 40,888; total, 1927, 75,122; 
1926, 79,676; 1925, 80,578. 

Total, all roads: Grain and grain products, 42,645 and 38,911; live 
stock, 28,175 and 29,367; coal, 152,765 and 227,877; coke, 9,260 and 
12,720; forest products, 55,939 and 59,206; ore, 10,820 and 14,494; mer- 
chandise, L. C. L., 226,072 and 229,102; miscellaneous, 315,127 and 
326,167; total, 1927, 840,803; 1926, 937,844; 1925, 923,206. 


Loading of revenue freight this year compared with the two 
previous years follows: 








1927 1926 1925 

Five weeks in January............ 4,524,749 4,428,256 4,456,949 
Four weeks in February.......... 3,823,931 3,677,332 3,623,047 
Four weeks in March............ 4,016,395 3,877,397 3,702,413 
Dive weeks Im APril, 6... ..0sceces 4,890,749 4,791,006 4,710,903 
WOUr WEGKE In BET. <.ccccccccicncs 4,096,742 4,145,820 3,869,306 
Four weeks in June.............. 3,974,160 4,089,340 3,965,472 
PIVGS WOKS 10 DOIG. 6oscsiccccccesc 4,935,397 5,213,759 4,945,091 
Four weeks in August............. 4,249,359 4,388,118 4,321,427 
Four weeks in September.. 4,360,022 4,523,112 4,297,936 
Five weeks in October............ 5,587,921 5,967,576 5,537,159 
Four weeks in November.......... 3,822,620 4,248,272 4,093,715 

BC cewis ree Bheankemecnwes 48,282,045 49,349,988 47,523,818 


MODIFIED EXPLOSIVE PROCEDURE 


The Traffic World Washington Bureau 


A more expeditious method for disposing of proposed amend- 
ments to the Commission’s rules governing the shipment of 
explosives and other dangerous articles has been proposed by 
W. P. Bartel, director of the Commission’s Bureau of Service, 
which has charge of such things. In a letter addressed to all 
who have heretofore shown any interest in the regulations he 
has proposed the form of an order he thinks the Commission 
should issue in respect of amendments to the regulations cover- 
ing petitions of seven persons or interests. He sent out the 
proposed order with a view to ascertaining whether there were 
objections. The letter was made a part of No. 3666, the formal 
docket case in which explosive regulations are considered. 
Bartel listed the petitions in brief form, then explained the 
object of the petitions and finally submitted the order he 
thought the Commission should enter in view of the fact that 
there seemed to be practical agreement on the subjects treated 
in his communication. The letter, exclusive of the more ex- 


tended notices about the petitions, and the proposed order, is 
as follows: 


Attached find proposed order amending the Commission’s reg- 
ee a for the transportation of explosives and other dangerous 
articles. 

Petitions for changes in the regulations as noted herein ordi- 
narily would be considered at our next periodical oral hearing 
in this docket. As it appears, however, that substantial agree- 
ment has been reached along all parties interested in the trans- 
portation of the articles affected by the order, it is proposed that 
these petitions be disposed of by what may be termed a modified 
procedure. Unless objections are filed within 20 days from the 
date hereof to any of the proposed itéms, the Commission will 
consider the adoption of the proposed order and may temporarily 
suspend action on the items objected to pending the next peri- 
odical hearing. Statement of facts follows: 

Petition of coordinator for traffic, for amendment of paragraph 

1 of the freight regulations and for new specification 3-D for 
chemical agents. 

Petition of.the shippers of inflammable liquids for amendment 
of paragraph 700 (b) of the freight regulations to conform to 
paragraph 916 for the furnishing of placards. 

Petition of Bureau of Explosives for amendment of para- 
graphs 704 (a), 801 (b) and 902 of the freight regulations to con- 
form with paragraph 244 for fireworks. 

Petition of H. R. Bliss Company, Inc., for amendment of para- 
graph 43-A of specification No. 6, to authorize inward-projecting 
flanged-head construction. 

Petition of the Seamless Steel Products Company for amend- 
ment of paragraph 13 of specification 26 for inspection of material 
and tests. 

Petition of the Green Company for additional lock-corner box 
for os to be constructed under paragraph 13 of specifica- 
tion a 

Petition of the Phillips Petroleum Company for amendment 


of paragraph 1 of specification 27 to increase the capacity of 
cylinders. 
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A MISSING 
TARIFF 


can cause a lot of trouble. It may 
be the cause of getting out a car 
today that could have been held 
over until tomorrow to take ad- 
vantage of a reduction. It may 
mean a lost opportunity to hurry 
out a car today to forestall 
tomorrow’s advance. 


And every traffic manager knows 
the delay and grief incident to set- 
tling overcharge and undercharge 
claims resulting from shipping 
under rates that have been revised 
without his knowledge. 


The traffic department in which 


The raffic Bulletin 


is checked over each week 
is spared these expenses 
and annoyances, for in 
THE TRAFFIC BULLETIN 
is printed a complete list of 
the tariffs filed with the Com- bY 
mission in the current week. rs 

i< 
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Last week’s TRAFFIC BUL- |i& 
LETIN contained over thirty other 
items of almost equal importance 
to the shipper. May we send you 
a copy? 


The Traffic Bulletin 
418 S. Market St. Chicago, Illinois jg 
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LEONARD’S GUIDE 


Freight, Express, Parcel Post 
RATES and ROUTINGS 


All in One Book! 


Entirely different from anything else you have 
ever seen. It saves Time and Money. 
We keep our subscribers advised of all changes by our 


supplements and by special notice when necessary. 
The Guide is entirely revised and reprinted each year. 


Four years ago used in only 25 cities. 
Today used in 700 cities! 
Why? 

Because we save our subscribers money 


Send for sample sheets showing how we give 
parcel post and express rates from your city to 
every point in the United States and Canada. 


G. R. LEONARD & CO., Inc. 


155 North Clark St. 15 East 26th Street 
CHICAGO NEW YORK 


What Some of Our Clients Have to Say 
About Our Service 


“A COMPLETE SERVICE” 


An all-comprehensive good service from one source 
is worth considering. “Watching” Service is as com- 
plete as you want it. 















Mr. B. J. Hamm, Manager, 

Traffic Service Corporation, Washington, D. C. 
Dear Sir: 

Referring to yours of Sept. 23d, if you think it 
will do you a particle of good you may, indeed, use 
my name in connection with your Watching Service. 

I can recommend that, without qualification, as 
something decidedly worthwhile and a very impor- 
tant aid to one that must keep in touch with trans- 
portation developments. 

I can not only speak in the highest terms of that 
particular part of your service but all the others and, 
I guess, in one way or another I have used them all. 
I cannot recall a single instance where a query to 
your office has not been immediately answered, and 
I have also seen some very efficient work done by 
your tariff and rate department in compiling rate 
histories and other similar works. 


Yours very truly, NEW ENGLAND PAPER & 
PULP TRAFFIC ASSN. 


(Signed) C. L. WHITTEMORE, 
Traffic Manager. 


Write us for further information 


The Traffic Service Corporation 
MILLS BUILDING WASHINGTON, D. C. 
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Coordinated Terminal Services 


Sixteenth of a Series of Seventeen Articles on This Subject, Written for The Traffic World by 
G. Lloyd Wilson, Ph.D., Assistant Professor of Commerce and 
Transportation, University of Pennsylvania 


Store Door Service—Moot Questions 


Although store door terminal freight service in connection 
with railroad, electric railway, and steamship line haul service 
has many advocates, it has not received the unanimous support 
of shippers, consignees, and carriers. The mere fact that the 
service has not been introduced on a national basis in this 
country despite the wide attention it has received in the last 
ten years is proof that the question is a moot one, with much 
to be said for and against its introduction. 


Who Shall Perform the Service? 


One of the first questions to be determined is whether the 
service should be performed by the railroads or their agencies 
or by trucking companies acting as the agents of the shippers 
or consignees. The old plan of store door delivery operated in 
Baltimore and Washington was carried out by the carriers at 
their expense and they assumed full responsibility for the safe 
carriage of the goods to and from the railroad stations. This 
responsibility is also assumed by the rail carriers in England and 
Canada for the goods receiving store door pick-up and delivery 
service from the cartage companies that act as the agents of the 
rail lines. The cartage carriers are responsible to the rail lines 
a latter, in turn, to the shippers and consignees of the 
goods. 

There are wide differences of opinion among shippers and 
carriers as to the plan to be followed if store door service is in- 
troduced in this country on an extensive scale. The spokesmen 
of the carriers have generally insisted that the service should 
be performed, if at all, by cartage companies acting as agents of 
the shippers and consignees. In fact, the modified plans of 
store door service of the Baltimore and Ohio, the Central Rail- 
road of New Jersey, the Erie, the Delaware, Lackawanna, and 
Western, the Lehigh Valley, and the Pennsylvania railroads in 
New York, and several other plans in operation in other ter- 
minals, embody this principle. The rail carriers have established 
“constructive” or “imaginary” stations at ferry landings or other 
points where goods carried by the trucks are considered to be 
received or delivered by the carriers in connection with out- 
bound or inbound movements, respectively. Here the responsi- 
bility of the carriers begins or ends, as the case may be, and 
the cartage companies begin or cease to function as the agents 
of the carriers and function as the agent of shippers or con- 
signees between the store doors of the users of the service and 
the constructive stations. 


Spokesmen of shippers have consistently advanced the view 
that the service should be performed on the basis of the as- 
sumption of full responsibility and liability by the carriers from 
and to the store doors of shippers and consignees. The report 
of the committee on store door delivery of the Atlantic States 
Shippers’ Regional Advisory Board states the belief that the 
assumption of full responsibility by the railroads is of funda- 
mental importance to the success of the plan. In all countries 
where store door service has been successfully operated, the 
carriers assume full responsibility for their truckmen in con- 
nection with the cartage service between the rail terminals and 
the places of business of shippers and consignees. The service, 
to afford the greatest amount of benefit to its users, must be an 
extension of the rail carriers’ service. This cannot be done suc- 
cessfully unless the carriers assume full responsibility for the 
terminal cartage agents they select to perform the additional 
terminal services of pick-up and delivery that extend the car- 
riers’ facilities to the places of business of their patrons. 

If the selection of cartage agents were left to shippers and 
consignees in a comprehensive plan of store door service and 
these agents were responsible to the patrons, rather than to 
the carriers, one of the fundamental purposes of the system 
would tend to be defeated. The shippers and carriers would 
insist on selecting cartage agents known to them to be respon- 
sible, and this would result in duplications of service in some 
cases. Shippers and consignees in one district would often se- 
lect different cartage agents, for one reason or another, with the 
result that several terminal cartage companies would serve neigh- 
boring industrial and commercial establishments, thus making 
the allocation of vehicles to certain districts impossible unless 
mergers or divisions of territory were made by the terminal 
cartage companies. One of the strongest features of the English 
and Canadian terminal cartage service plans is the avoidance of 
duplicating and competing services in the districts served. The 
division of the territory into smaller pick-up and delivery dis- 
tricts or zones tends to reduce the number of vehicles in the 
congested districts and to increase the average load per ve- 
hicle between the terminals and the store doors, to decrease 








the time required to make pick-ups and deliveries, and to de- 
crease the cost of handling goods. 


Should the Service Be Optional? 


The question whether the service should be performed by 
vehicles under the control of the carriers at the option of the 
shippers or consignees, or applied to inbound and outbound ship- 
ments without consulting the shippers. or consignees is another 
moot question. Former Commissioner Harlan, in a report on 
store door service to the Director General of Railroads, in the 
period of federal operation of railroads, stated at that time that 
it was urgently needed that all inbound freight should be taken 
away from steamship piers and railroad freight terminals as 
soon as the goods were unloaded from the cars. The report 
recommended a store door delivery and pick-up service operated 
by the line carriers as a carrier service with extra charges for 
drayage published in the carriers’ tariffs. 

Grave questions as to the legality of the service are raised 
if the arrangement is applied to all freight of all shippers and 
consignees without giving them the option of hauling the goods 
if they wish to do so. In England and Canada the traders have 
an opportunity to choose to haul the goods themselves or arrange 
with their own terminal trucking agents for cartage. If, how- 
ever, the shippers and consignees elect to have the cartage agents 
of the carriers perform the service and give orders for this 
service to be performed for them by the carriers’ agents, the 
service is performed without further orders on all shipments 
until notice is received that the shippers or consignees wish to 
make other permanent arrangements. 

One of the most important economies of store door service 
is lost if the service is not used by shippers and consignees 
on all shipments, except certain classes of traffic that can be 
handled better by them than by carriers’ cartage agents, or 
emergency shipments on goods the carriers are unable to han- 
dle. The number of vehicles at freight stations and the average 
loads per vehicle will not be materially affected unless the ser- 
vice is used by as many shippers and consignees as possible and 
by these shippers to the maximum practicable extent. 

On the other hand, the service must be advantageous to 
shippers and consignees as well as to the railroads. A degree 
of flexibility to meet emergencies must be preserved to make 
the service attractive to shippers and consignees. Difficulties 
with legal obstacles may be avoided and the good will of ship- 
pers and consignees developed by making the service optional. 
There should be no valid objections on the part of shippers or 
consignees to an arrangement to apply the service without no- 
tice on each shipment after the shippers or consignees have 
expressed the wish that the service be accorded on their ship- 
ments. If store door service is to be successful it must be used 
to the fullest possible extent consistent with the control of the 
owner over his goods. 


Should All Types of Freight Be Included? 


Whether the service is applied to all shipments or the use 
of the arrangement is optional with shippers and consignees, the 
question must be decided whether certain classes of freight are 
to be excluded or all freight regardless of kind or type is to be 
handled. If exclusions are made, what should be the basis for 
the exclusions? 


In both England and Canada certain classes of freight do not 
receive store door delivery or pick-up service. Loose or bulk 
freight, articles of extraordinary size or weight, freight of un- 
usual shape, dangerous articles, explosives and other classes of 
special freight, are not handled in the ordinary course of busi- 
ness. Such articles are commonly excluded from lighterage ser- 
vice by the tariffs of the carriers in this country, and, since store 
door service has many points in common with lighterage service, 
reasonable and non-discriminatory exclusions might be made by 
the carriers of such goods from store door service without un- 
just or unreasonable discrimination or undue prejudice to any 
shipper, consignees, locality, or description of traffic. 

Store door service is spoken of, usually, in connection with 
merchandise package freight and articles of the types excluded 
in Canada and England and those excluded from lighterage ser- 
vice in this country do not usually come within the catagory of 
merchandise freight. 


Should Both Carload and Less Than Carload Freight Be Included? 
The question is frequently raised as to whether both less 

than carload and carload shipments of freight should have store 

door service. Most plans discussed recently for the United 

States contemplate only less than carload freight, although some 

include carload shipments as well. 

Carload shipments shipped from or consigned to private 
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PANAMA PACIFIC LINE 


again reduces transit time from 


COAST TO COAST 


New passenger and freight steamer 


United Fruit Company 


General Offices, One Federal Street, Boston, Mass. 


STEAMSHIP SERVICE 
REGULAR FREIGHT SAILINGS 














FROM = 
: ite CALIFORNIA 
New ork, Boston an ew Urieans 30,000 tons displacement 
* Sailing January 28, 1928, 
Havana and Santiago, Cuba New York to West Coast. 1% Days Days 
JAMAICA COLOMBIA Most modern cargo handling facilities. 
Kingston Cartagena Many large side ports, garage deck for 
Port Antonio aaa automobiles. Large refrigerator and cool 
Je ae costa @ . ” air space. Nearby sailings of passenger 
CANAL ZONE and mail express steamers. Fastest 
Port Limon " 
Cristobal ALSO Service to the Coast. 
Ports of Guatemala From New York From San Francisco 
PANAMA : 
Bocas del Toro pd he Al Manchuria, December 29 Mongolia, December 17 
Mongolia, January 12 Manchuria, January 21 


Through Bills of Lading issued via Cristobal to West Coast Port 
of South America, Central America and Mexico 


For rates and other information, address 





California January 28 Mongolia, February 4 


PANAMA PACIFIC LINE 







17 Battery Place... ............. New York, N. Y. 

~— St. — Street........... ee, La INTERNATIONAL MERCANTILE MARINE COMPANY 
gg, ere er ce ston ass. 

Marquette Buliding.............-.-.. Chicago, IIL. No. 1 Broadway, New York City 

311 California Street ; San Francisco, Cal. Or Any Authorized Steamship or Railroad Agent 
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Through Bills of Lading Issued by Steamship Lines to All Destinations on Mexican Railway. 


MEXICAN RAILWAY COMPANY 


G. W. WEST, General Freight and Passenger Agent W. F. PATON, General Agent 
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industrial tracks obviously do not require store door service, for 
the through railroad rates include the movement of the cars 
from the industry tracks and the spotting of the inbound cars 
at the customary receiving points within the confines of the 
plants on the industrial sidings. Freight from or to public team 
tracks may or may not receive store door services. In some 
cases, such service would be desirable; in others, not. 

Less than carload freight to or from private industry sidings 
is frequently handled in trap or ferry cars and the desirability 
of store door service by motor would depend on the policy of the 
carriers in connection with trap or ferry car service. This ser- 
vice has often been attacked as wasteful of railroad freight car 
equipment because of the relatively light loading of trap or ferry 
cars in comparison with the capacities of the cars. 

The service to and from the store doors is especially needed 
by shippers and consignees who have no private sidings and who 
forward and receive goods in relatively small daily quantities. 
The pressing problem in the relief of terminal congestion is to 
insure the prompt removal of less than carload freight for such 
consignees from the downtown freight stations of the carriers 
and the quicker clearance of outbound less than carload ship- 
ments through the terminals, so that the stations may be cleared 
of freight several times a day rather than once in several days, as 
is now often the case. 


The less than carload station platforms can be cleared more 
rapidly and vehicular congestion may be reduced materially if 
store door service is extended only to less than carload freight. 
Extensions of the service to less than carload freight now han- 
dled by trap and ferry car service and to carload freight shipped 
from or consigned to public team tracks may be made in the 
future, if they appear.to be desirable. 


Should Pick-up Service Be Included? 


It has been urged by some that store door service should not 
or need not include pick-up service, but only the delivery of the 
freight from the railroad stations to the store doors of the con- 
signees. Others urge that the system include both pick-up and 
delivery services. 

It is true that the expediting of the removal of the inbound 
freight from the freight stations is more pressing than the ac- 
celleration of the clearance of outbound shipments through these 
terminals. However, if freight is loaded at the stations into 
vehicles for delivery to consignees in various sections of the 
cities it would be inefficient to bring the articles back to the 
stations without return loads of outbound freight picked up at the 
business establishments where deliveries have been made, or 
from others in the same immediate vicinity. One of the funda- 
mental purposes of store door service is to increase the amount 
of freight hauled per truck mile operated in the congested ter- 
minal and this cannot be done most effectively unless the same 
vehicles are loaded on both the inbound and outbound trips. A 
store door service without a provision for the picking-up of out- 
bound shipments is only a half service. 

The store door service plans in England and Canada pro- 
vide pick-up as well as delivery service, and the plan in use 
for many years at Baltimore and Washington provided both 
services. A. E. Beck, traffic manager of the Merchants and Manu- 
facturers Association of Baltimore, in commenting on this phase 
of the problem, states his conviction that the lost motion that 
would result if the collection of freight were not included would 
make serious inroads into the profits accruing from the handling 
of the business. He advocates a combination of the pick-up and 
delivery services with a provision to allow the industries or com- 
mercial organizations to use their own privately owned or con- 
trolled teams and trucks to haul freight to the stations for at 
least a certain portion of the day. This provision might well 
be made, if necessary, but many believe that store door service, 
if introduced in this country, will be successful only if it in- 
cludes store door pick-up as well as delivery service, and if the 
vast majority of the inbound and outbound shipments are hauled 
in the store door service vehicles. Privately owned or leased 
vehicles controlled by shippers or consignees should be uesd as 
little as is consistent with economy and the rights of these per- 
sons to control their own property. 


What of the Rates? 


The charges for store door service should tend to be lower 
than the same freight can be hauled for by privately owned and 
operated vehicles or those of independent terminal cartage com- 
panies, if the service is to be a real contribution to the relief of 
terminal congestion. Heavier loaded vehicles, concentrated pick- 
up and delivery zones, avoidance of cross routing of vehicles, the 
larger volume of traffic handled, and operating economies in- 
cident to large scale methods should result in savings shared 
with the users of the service. If cartage rates are reduced in 
this way there is little reason to believe that private vehicles 
or those of agents of the shippers or consignees will be used ex- 
tensively except in emergencies, for the store door rates would 
be lower than the expenses of private operation in individual con- 
tract rates. The former plan of store door service was a free 
service, but the cartage charges in England and Canada are in 
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addition to the line haul charges. The cartage rates are pub- 
lished as separate collection and delivery factors in the tariffs 
of the carriers. 

Recent plans for store door service are based on the separa- 
tion of the line haul and terminal cartage charges, the latter to 
be paid by the shipper or consignee as the case may be in addi- 
tion to the line-haul transportation charges. Store door service 
charges should be sufficiently low to induce all shippers and 
consignees to use the facilities. Cartage rates should be just 
and reasonable, reflecting properly the operating economies ac- 
cruing to the railroads as a result of the establishment of the 
service and at the same time covering supervisory costs as well 
as a fair return on the property used in the service. Rates 
should be made so as to protect shippers and consignees from 
unjust and unreasonable discrimination as between cities or 
localities and as among shippers and consigness in the same 
cities. 

If cartage zones are used within the terminals as a basis 
for making differences in cartage rates, great care must be ex- 
ercised to adjust the rates so as to take care of differences in 
distance as well as competition among shippers, consignees, and 
carriers. The proximate cause of the breakdown of the Balti- 
more and Washington plans of store door service in the past 
was the failure of the carriers to avoid unreasonable discrimina- 
tion. The lessons of the past may be profitably taken as a 
guide for the future. 

The report of the committee on store door delivery of the 
Atlantic States Shippers’ Advisory Board says trucking charges 
must be just and reasonable and the cost of store door service 
should be borne by the shippers and consignees. The cartage 
rates, in the judgment of this committee, should be in addition 
to the station to station railroad rates, and the carriers should 
not be expected to assume this expense. 

Other spokesmen of shippers and consignees have expressed 
substantially the same view and many have stated that the cart- 
age rates and delivery zone boundaries in the terminals should 
he published by the carriers in their rate tariffs. The cartage 
rates should, they believe, be shown as separate factors to be 
added to the line haul transportation charges. The carriers’ 
tariffs should also publish the rates and regulations governing 
the service, instructions to be given originating and delivering 
agents and any special regulations affecting the carriers, dray- 
age operating agents, shippers, or consignees. Cartage charges 
so published tend to be stabilized and put on the same basis 
as other special and terminal charges of the carriers. 


Should the Service Be Established Simultaneously at All Ter- 
minals or Gradually? 


A sharp clash of opinion is found with reference to the es- 
tablishment of store door service nationally at one time or 
gradually at one terminal and then at others as transportation 
and commercial conditions make desirable the establishment of 
such a service. The opinion has been expressed in some quar- 
ters that store door service should be established by some na- 
tional organization or by the railroads throughout the country 
acting in connection with one or several large cartage com- 
panies, with one cartage agent in each terminal or with several 
selected haulage companies in each city. The service, many 
believe, should spring full grown from the foreheads of the 
sponsors of the laws. The service, the advocates of this plan 
urge, should be established simultaneously by all railroads of 
the country at each of the terminals where congestion makes 
the plan desirable in relieving conditions. 


Others urge that the service be established gradually at 
points where it is needed most urgently and, after the modus op- 
erandi is perfected, be extended to include the other terminals. 
The store door delivery committee of the Atlantic States Ship- 
pers’ Advisory Board recommends that the service be estab- 
lished gradually. Any attempt to establish store door delivery 
in a wholesale way will résult in failure, in the opinion of this 
committee. The service should be undertaken, the committee 
advises, only at the points where there is an obvious need of in- 
creased terminal facilities for the handling of less than carload 
freight. The establishment of the service should be gradual, 
and the report recommends that it should be established experi- 
mentally at certain smaller cities before being attempted in the 
larger terminals. 


This recommendation is made on the assumption that cer- 
tain changes in the plan will be found to be desirable in the 
experimental states. These changes may be made as the ex- 
periments are being worked out, so that the carriers will gradu- 
ally develop the technique of this new way of handling less than 
carload freight so that the lessons learned in the experimental 
periods may be taken as guides for the establishment of the 
service more easily and effectively at the larger terminals. 

The establishment of the service in this way has many ad- 
vantages if it can be accomplished without unreasonable dis- 
crimination in the experimental period. 

The most comprehensive report of the value of store door 
service to shippers and consignees and one of the most import- 
ant recent statements of the requirements of a successful store 
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“ALL trains 
on time” 


Day after day the words click out like a military salute 
—the report of the Burlington general manager. 


Consider what they mean. Today thousands have de- 
pended on the BURLINGTON — to get them to their 
destinations on time. 


Wires flashed, great locomotives roared west, northwest, 


: oemees, Se thousand sag ee ory - 44 STON 
tasKs ... every passenger aboard a 

e j A ¢ F R =v aw train arrived on time. 
This is not unusual—it is usual performance on the 

£€ Burlington. The Burlington is known as an on time rail- 
road—for a reason. It has developed fast road beds, 
dependable a. sensible and reliable schedules, 
and a corps of men fired with the importance of an on 
time standard. 
A oe H § . R — TICKETS AND RESERVATIONS 
















Leaves Chicago 8:10 P. M BURLINGTON TRAVEL BUREAU 
Like a sojourn in a fine hotel—appointments and cuisine link 179 West Jackson Boulevard 
WABash 4600 


luxury and high scenic diversion to make your 63-hour journey 
a pleasant means to the end—California! the year round 
playground out of doors. Los Angeles Limited* has barber, 
bath, valet, maid, manicure. 


Seven other fine fast trains to California, including the 63- 


S. J. Owens, General Agent, Chicago 


Everywhere Wes 





*North 








hour San Francisco Overland Limited*; Gold Coast Limited mie \lCemmeecict| “Ovid > 
(Open-top observation car in Southern California starting Dec. Hawk Limited Limited Limited 
1st);Continental Limited;PacificLimited;PacificCoastLimited. Lv. CHICAGO..............---- 6:30 P.M. | 8:45 P.M. | 11:00 P.M.| 10:35 A.M. 
*Extra fare trains. ‘ ; Ar. ST. PAUL —......... 7:00 A.M. | 8:15 A.M. | 10:55A.M.| 10:25 P.M. 
See magnificent, mysterious Death Valley en route. Only Ar. MINNEAPOLIS... 7:35 A.M. | 8:55A.M. | 11:55A.M.| 11:25 P.M. 





$40.00 additional for all- expense two day side trips. 


4 *Solid through trains to the Pacific Northwest—Spokane, Seattle, Portland 
For booklets describing California, Death Valley and these 

































fine trains: Colorado Nebraska | tOverland| Missouri 
Address C. J. COLLINS, General Passenger Agent, Omaha, Neb. Limited Limited Express Limited 
Le. CHICAGO...............--. 10:30A.M. | 6:15 P.M. | 11:30 P.M.| 6:00 P.M. 










tThrough Pullmans to California, via Denver, Royal Gorge, 
Salt Lake City and the Feather River Canyon 


raAwee BURLINGTON 






Ar. OMABA ..............---- 11:30 P.M. | 8:00A.M. 3:50 P.M. 
a $ .M. x 5:55 P.M. 
Ar. KANSAS CITY 0-00. | cs-sovseeeeee-- ROG BY WKS. 
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door delivery system is the report quoted and referred to above 
of the Atlantic States Shippers’ Advisory Board’s Report. 
This report urges: 


1. That the use of service be optional with shippers and con- 


signees. 
2. That the carriers assume full responsibility for the carriage 


of the goods to and from the store doors of consignees and shippers. 
3. That the cost of store door service should be borne by shippers 


and consignees. 
4. That the trucking charges must be just and reasonable. 
5. That the service be established gradually. 


“It is the judgment of your committee,” says the report, in 
conclusion, “that a system of store door delivery based upon 
these principles is the most efficient means for securing greater 
flexibility of present terminals and, hence, increasing car supply.” 


TRAFFIC WORLD USED BY STUDENTS 


The Traffic World has been adopted, for training purposes, 
in the traffic and transportation classes of the School of Business 
Administration of the University of Minnesota. Students have 
special topics for research, and report from time to time on 
their investigations. In the last few months, in connection with 
the study of traffic charges and law, members of the classes 
have been in attendance at various Commission hearings, among 
them finance dockets 6409 and 6410, dealing with the proposed 
consolidation of the Great Northern and the Northern Pacific. 
Attendance has also been required at hearings in connection 
with docket 17000 (grain), and I. and S. 2967, dealing with 
lake cargo coal rates from the southern fields to Lake Erie 
ports, and destined to the northwest. Twelve sets of the ma- 
terial comprising the new traffic management course of La Salle 
Extension University serve the students for reading, reference 
and practice purposes. The Traffic World serves to supplement 
these materials and the general readings of the university 
library. The magazine is found necessary in order to develop 
the students’ ability to keep abreast of current developments. 
R. J. Bayer, of The Traffic World, addressed the students of 
traffic and transportation December 2. 


LUMBER SHIPMENTS 


The feature of the national lumber movement for the week 
ended December 3, as shown by telegraphic reports from 456 
of the leading lumber mills of the country, says the National 
Lumber Manufacturers’ Association, was a gain in production, 
shipments and new business, as compared with the immediately 
preceding week. In that week 36 more mills reported, which 
points to the conclusion that orders for the current week were 
larger and that shipments and production were much larger. In 
comparison with the same period a year ago, there were, it 
is evident, heavy increases in all three factors. 

The softwood side of the industry shows some increase in 
production and new business, and extraordinarily heavy in- 
erease in shipments this week, when compared with reports 
for the week earlier, when nine more mills reported. Compared 
with the corresponding period a year ago, there were notable 
increases in all three items. 

The hardwood industry, it appears, lags somewhat behind 
last week, in new business, and is backward in all phases, com- 
pared with the corresponding period a year ago. However, the 
disparity in the number of mills reporting makes comparison 
difficult. 

The following table compares the lumber movement, as re- 
flected by the reporting mills of seven softwood, and two hard- 
wood, regional associations, for the three weeks indicated; 000s 
omitted: 


Corresponding Preceding Wk., 

Past Week Week, 1926 1927 (Revised) 

Soft- Hard- Soft- Hard- Soft- Hard- 

wood wood wood wood wood wood 

PR . citndmeaee 33 122 346 138 343 149 

Production 229,266 17,604 210,707 21,052 219,493 18,900 

Shipments ..... 216,388 16,912 189,832 21,682 184,933 18,871 
Orders (New 

pS ee 193,117 14,339 172,994 20,148 190,140 18,014 


ELECTRIC LINE STATISTICS 


Selected financial and operating data from annual reports 
of electric railways for the year ended December 31, 1926, com- 
piled by the bureau of statistics of the Commission in State- 
ment No. 27152, show the following for the country as a whole: 


Miles of road operated, 13,221; investment in road and equipment, 

$1,373,241,756; cash, $19,062,087; material and supplies, $22,815,183; total 
current assets, $90,939,797; capital stock, $786,449,465; unmatured funded 
debt, $835,838,282; total current liabilities, $157,575,644; accrued de- 
reciation, $87,222,012; total cérporate surplus, deficit of 47,004,065; 
reight revenue, $39,382,332; passenger revenue, $138,428,701; total op- 
erating revenues, $191,949,159; total operating expenses, $160,702,288; 
taxes assignable to railway operations other than U. S. government 
taxes, $11,300,002; U. S. government taxes, $997,495; operating income, 
$36,137,540; met income, $12,216,134; dividends declared, $19,006,944; 
employes at close of year, 64,977; compensation, $100,904,469; passenger 
busses, 998; passenger cars, 11,843; freight cars, 16,483; other cars, 
3,279; locomotives, 586; passenger car mileage, 368,635,296; freight, 
mail and express car mileage, 74,844,585; total revenue passengers car- 
ried, 1,343,757,289; average fare revenue passengers, 16.302 cents; op- 
erating revenues per car-mile, 43.282 cents; operating expenses per car- 
mile, 36.237 cents. 


THE TRAFFIC WORLD 












Vol. XL, No. 24 


& 


Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, who is a member of our legal department, 
will give his opinion in answer to any ay question relating to the law 
of interstate transportation of freight. traffic man of long experience 
and wide knowledge will answer questions —— practical traffic 


problems. We do not desire to take the place of traffic man but to 
help him in his work. 


The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may my ae to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C: 


? 


Right of Carrier to Make Regulations for Conduct of Business 

Wisconsin.—Question: A question has come up this morn- 
ing that is of vast importance to several of our shippers, and 
we will appreciate an answer to our question and any citations 
of the Commission’s decisions that would cover our case. 

A shipper presents at a freight station at 4:45 p. m. an 
L. C. L. shipment with shipping documents all made out. The 
truck driver is informed by one of the employes of the carrier 
that they will not receive any outbound L. C. L. shipments after 
4 p. m., but that they will deliver inbound freight up until 5 
p. m., and thus the truck driver is then compelled to haul his 
load back to the factory, thereby causing undue handling cost 
to the shipper. 

Now then, what we desire to know is, if the carrier can 
refuse to accept these L. C. L. shipments when presented with 
bills of lading properly made out, and there are present employes 
who are authorized to receipt for outbound shipments? 

Answer: It is the right of a common carrier to enforce by 
its agents reasonable and necessary rules for the transaction of 
its business. Such rules as it has adopted for the management 
of its business are presumably right and reasonable and the 
burden is upon the party who assails them to prove that they 
are in fact unjust, and it is only when it clearly appears by 
competent evidence that they are unreasonable, that the Com- 
mission or courts may lawfully interfere to annul or to change 
them. See, with respect to this matter, Transcontinental Freight 
Co. vs. D. G., 62 I. C. C. 127, on page 128 of which case, the 
Commission said: 


Complainant does not show that defendant’s rule governing the 
receipt of outbound freight was unreasonable, nor does it assail the 
measure of the rates exacted. It urges, in effect, that defendant’s 
acceptance of occasional shipments after 5 p. m. constitutes a waiver 
or modification of the rule, and that refusal to acept these shipments 
Was an unreasonable practice. 

The record does not disclose that defendant had modified the 
rule as to closing time with respect to the general public, or that 
shipments had ever been accepted from others than complainant 
after the closing time. Complainant’s foreman in charge of outbound 
shipments testified that defendant’s closing time was 5 p. m. Com- 
Plainant knew that there was to be a general advance in rates on 
June 25, 1918, which undoubtedly influenced its efforts to induce 
acceptance of the shipments after closing time on June 24. 

We have recognized the right of railroads to establish reasonable 
rules and regulations with respect to the time within which ship- 
ments shall be accepted. It is not known that it was the general 
practice of defendants to accept shipments tendered after 5 p. m. and 
the acceptance of an occasional shipment from complainant after that 
hour does not establish the existence of such a practice. 


Minimum Weights—Application of in Constructing Combination 
Rates Where Factors Are Subject to Different Minima 
Canada.—Question: During August, 1927, we had two sep- 

arate shipments of cars of lumber from Michigan points on the 

D. S. S. & A. to Winnipeg, Canada. In each case the contents 

weighed in the neighborhood of 25,000 pounds and we paid 

freight based on 35,000 pounds minimum at through rate, as per 

C. N., 178-D, I. C. C. W-256. The D. S. S. & A. in both cases 

refunded us charges, stating that 30,000 pound minimum to Du- 

luth applies, as per D. S. S. & A., I. C. C. W-35385, and 34,000 

pounds minimum beyond, as per C. N., I. C. C. W-256. 

We are under the impression that 35,000 pounds minimum 
should apply on the entire haul, as per C. N., 178-D, and Jones’ 
228 Constructive Combination Rates, item under Application of 
Tariff, Reissue, effective December 1, 1920, in supplement No. 8, 
which reads as follows: 


Where two or more separately established commodity rate factors 
are subject t6 different minimum weights, the highest mifiitmum 
weight applicablé to any of the separately established commodity 
rate factors will apply to the through rate as arrived af th the 
manner herein prescribed, except that the charges based of the 
separately established factors used in making the combinatioh rate 
and minimum weight or actual weight when in excess of mifiimum 
weight applying to each factor, shall be observed as maximum. 


Will you be kind enough to advise us if you are aware of 
any further amendment to the above rule whereby the separate 
minimum weights can be applied on carload minimum shipments 
on which two or more separately established combination rate 
factors are used? 

Answer: There has been no change to date in the rule 
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Fast Freight Service: Mexico 


Through the Ports of Tampico 
and Veracruz and the National 
Railways of Mexico 













From Veracruz to: 
Mexico City - - 23 hours 
Pachuca- - - - 23 hours 
Puebla - - 20 hours 


From Tampico to: 
Mexico City - - 47 hours 
Pachuca- - - - 47 hours 


















The National Railways of Mexico form the larg- 
est rail system in Mexico (8465 miles of track) 
serving 22 states, or approximately 76% of the 
total territory of the Republic. 






Weekly Services: New York (Ward Line) 
New Orleans (Cuyamel Line— Mexican- For complete information, communicate with 
American Line.) 













F. P. De eves, Gon. Agent G. B. ‘oe, ag foun: 
' . 1515 Penn Building 219 . Exch. g. 
Through bills of lading issued by New York City Se. Louis, Mo. 
steamship lines to all destinations F’. N. Puente, Gen. Agt. A. Horcasitas,Com. Agt. H.E. Chenoweth, Com. Agt. 
° ° A 1 Monadnock Bldg. 14 Whitney Bank Bldg. Marquette Buildin; 
on the National Railways of Mexico Grune Cal 060 Newtdemls ,, caeccing - ipaieg 





GULF DACIFIC LINE 


SAILINGS _TO 


Los Angeles— San Francisco — Oakland — Portland—Seattle 


Tacoma and Vancouver (B. C.) 
From: MOBILE NEW ORLEANS 


8 POT Pm ee ee ee December 11 December 17 
8 Sg ea ee ae December 27 December 31 
SB. GB. PORINE Bee cei cv cecewes E, V E R Y eaere January 8 January 14 
S.S. POINT REYES ......... 4m VW dt AX A ....... January 22 January 28 
3S. lM yr ee rrr February 6 February 11 
S.S. POINT FERMIN ........ 1 4. D AY S ORI February 19 ‘February 25 
S.S. POINT JUDITH* ........ & © AV7AAA by ........ March 4 March 10 
aa nnn agai March 18 March 24 


*Also calls San Diego. 


Through Bills of Lading issued to Hawaii, Australia, New Zealand and Dutch East Indies. Subject to Trans-shipment 
via San Francisco. 


For Rates, Booking or Other Information, Apply to 
THE STEELE STEAMSHIP LINE, INC. SWAYNE & HOYT, INC. 


General Gulf Agents Pacific Coast General Agents 
Main Office: 424 Whitney Building, New Orleans, La. Main Office: 430 Sansome Street, San Francisco, Calif. 
SWAYNE & HOYT, INC., W. J. SMITH, General Agent, 209 South La Salle St., Chicago, III. 


SWAYNE & HOYT, INC., H. H. KENNEDY, General Agent, 320 Merchants Exchange Bldg., St. Louis, Mo. 
H. E. DEVOY, Soliciting Agent, 7-11 Water Street, New York, N. Y. 
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you quote. Your understanding thereof appears correct in so 
far as applying the highest minima of any of the factors to the 
rate so constructed under the Jones’ Combination Tariff, but ob- 
serve that such basis is not applicable, if and when, each full 
factor and its minimum, or actual weight, if greater, added to- 
gether produces a lower through charge. In other words, if the 
actual factors at their minimum or actual weights produce a 
lower charge than by using the combination tariff, its deduc- 
tions at the highest minimum, the combination tariff is not ap- 
plicable. When each factor’s minimum or actual weight is used, 
of course said factor is used in full and no deduction by the 
combination tariff is authorized. This is an alternative basis 
and the shipper is entitled to whichever one produces the lower 
through charges. 


Tariff Interpretation—Application of Intermediate Rule 


Minnesota.—Question: Please be referred to your answer to 
“Ohio” on page 1244 of the November 26, 1927, Traffic World, 
under the above caption. 

Have you not overlooked the fact that the intermediate ap- 
plication does not state that the station or siding not shown in 
tariff need be located between two points of origin or destination 
on the same line of railway? 


Assuming that the car had moved from Spokane over the 
Great Northern to Minnesota Transfer, Chicago Great Western 
to Chicago, thence Michigan Central, South Gary, Ind., would be 
located between points to which rates are provided, namely, 
Chicago on the Chicago Great Western and Chicago Heights on 
the Michigan Central. 


To get to Chicago Heights over the above route the ship- 
ment would move through South Gary. Therefore, the 6844-cent 
rate applicable to Chicago Heights would become the rate to 
South Gary. 

Moreover, South Garry is not shown in the tariff “via routes 
specified.” We have occasion to file claims with a number of 
lines and have been successful in upholding our interpretation 
of the intermediate clause. 


As an illustration, we will take the rate on fir lumber in 
carloads from Seattle, Wash., to La Grange, Mo., routed North- 
ern Pacific, Minnesota Transfer, C. R. I. & P., Burlington, Ia., 
Cc. B. & Q. On referring to T. C. F. B. Tariff No. 28-H, page 
202, index No. 2893, it will be observed that the 72-cent rate is 
applicable, only, via the Missouri River gateway or junction 
points west thereof. 


However, on referring to page 200, Index No. 2850, it will 
be observed that there is a 72-cent rate, effective via the route 
named in the preceding paragraph, to St. Louis, Mo., La Grange 
being located between Burlington, Ia., on the C. R. I. & P., and 
St. Louis, Mo., on the C. B. & Q., the St. Louis rate becomes 
applicable to La Grange. 

The theory is that the intermediate point is not shown in 
tariff via routes specified, namely, Northern Pacific, Minnesota 
Transfer, C. R. I. & P., Burlington, C. B. & Q. 

Please review the question of “Ohio” again and advise what 
conclusions you reach. 

See I. and S. docket No. 2224, 95 I. C. C. 158. 

Answer: Upon further consideration of the matter we have 
reached the conclusion that the rate of 68%cents applicable to 
Chicago Heights, Ill., may, under the intermediate rule in ques- 
tion, be applied at South Gary. 

In this connection, see I. and S. docket 2224, 95 I. C. C. 158. 


Penaity for Failure to Observe Tariff Rates Filed with Interstate 
Commerce Commission 
Michigan.—Question: Has a shipper or consignee legal re- 
sponsibility in connection with securing benefits derived from 
the use of a one-sheet tariff, applying only on their interstate 
shipments, which tariff is not filed with the Commission? 
Because of excess transportation between two interstate des- 
tinations this method of securing traffic has been resorted to. 
The natural conclusion is that when some of the competion 
is eliminated, the tariffs will not be applied. 
Answer: In section 1 of the Elkins act it is provided: 


The willful failure upon the part of any carrier subject to said 
Acts to file and publish the tariffs or rates and charges as required 
by said Acts, or strictly to observe such tariffs until changed accord- 
ing to law, shall be a misdemeanor, and upon conviction thereof the 
corporation offending shall be subject to a fine of not less than one 
thousand dollars nor more than twenty thousand dollars for each 
offense; and it shall be unlawful for any person, persons, or corpora- 
tion to offer, grant, or give, or to solicit, accept, or receive any 
rebate, concession, or discrimination in respect to the transportation 
of any property in interstate or foreign commerce by any common 
carrier subject to said Act to regulate commerce and the Acts 
amendatory thereof whereby any such property shall by any device 
whatever be transported at a less rate than that named in the tariffs 
published and filed by such carrier, as is required by said Act to 
regulate commerce and the Acts amendatory thereof, or. whereby any 
other advantage is given or discrimination is practiced. Every per- 
son or corporation, whether carrier or shipper, who shall, knowingly, 
offer, grant, or give, or solicit, accept, or receive any such rebates, 
concession, or discrimination shall be deemed guilty of a misdemeanor, 
and on conviction thereof shall be punished by a fine of not less than 
one thousand dollars nor more than twenty thousand dollars. 


Apparently, the above provisions, which subject both the 


carrier and shipper to a penalty, are applicable to the transaction 
you describe. 
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Reconsignment—Duty of Carrier to Forward Shipment via Route 
Affording Cheapest Rate Origin to Destination 

New York.—Question: A shipment was delivered to the Ca- 
nadian Pacific Railway at Shawinigan Falls, June 13. On June 
14 the shipper ’phoned the agent to divert the car from Perth 
Amboy, N. J., to Niagara Falls, N. Y. The carrier issued an- 
other bill of lading, dating it on June 13. The agent signed this 
bill of lading, but did not cancel the first bill of lading. 

The second bill of lading provided routing via Canadian 
Pacific, T. H. & B. and M. C. The car was stopped at Rouses 
Point, N. Y., and investigation developed that the reconsigning 
instructions could not possibly be accomplished by the Canadian 
Pacific, due to the fact that car had left their rails prior to 
receiving the reconsigning instructions. 

The shipment was forwarded via D. & H., Schenectady, N. 
Y. C. R. R. to destination, which proved to be cheaper for the 
shipper than it would have been had the shipment been returned 
and placed en route according to the second bill of lading. 

The consignee contends that the shipment should have 
moved via a cheaper route, which is via D. & H., L. V. and 
N. Y. C. The carriers contend, however, that the cheapest 
rate to which they were entitled was applied, as’ it was deter- 
mined by the carrier that the second bill of lading was in effect. 

The question is, was the first bill of lading or the second 
bill of lading in effect? Do not overlook the fact that the first 
was never canceled. There were two bills of lading issued on 
this consignment. Provisions of the classification only provide 
for one bill of lading to be in effect on a carload shipment. 

Answer: Had it been possible to forward the shipment via 
the route specified in the second bill of lading issued under 
the diversion instructions, the fact that the carrier forwarded 
the shipment via a cheaper but not the cheapest route would 
not entitle the shipper to the rate via the cheapest route, but 
only to the rate applicable via the route over which the carriers 
forwarded the shipment. See Northwestern Traffic & Service 
Bureau vs. Mo. Pac. R. R. Co., 73 I. C. C. 471. 

However, in view of the fact that the terms of the diversion 
order could not be complied with at the time the diversion 
instructions were accepted and the second bill of lading issued 
by the carrier, it is our opinion that it was the duty of the 
carrier to forward the shipment via the route which would afford 
the cheapest rate from point of origin to destination, consistent 
with the execution of the diversion instructions. See Carolina 
Portland Cement Co. vs. D. G., 57 I. C. C. 496; Burrell Collins 
Co. vs. C. B. & Q., 38 I. C. C. 216, and Meeks Lumber Co. vs. 
A. & V. Ry. Co., 38 I. C. C. 679. In these cases it is held that 
in reconsigning or reshipping, a carrier must forward via the 
route which will produce the lowest total charge from origin 
to destination, when no routing is given beyond the reconsign- 
ing point. 

The fact that the routing instructions given in connection 
with the order for diversion in the instant case could not be 
complied with was tantamount, in our opinion, to an absence of 
routing instructions, obligating the carrier to forward the ship- 
ment via the route producing the lowest total charge from origin 
to destination. 


Demurrage—Credits Under Average Agreement for Release of 
Cars Within First Twenty-Four Hours 


Minnesota.—Question.: We would thank you to give us the 
benefit of your opinion and also references to certain decisions 
which may have a bearing on the following case: 

The Minnesota Transfer Railway Company switched into our 
yard a double carload of Western Red Cedar poles on a Sunday 
morning at 6:45 a. m., and we unloaded the cars that same day 
and were switched out of our yard at 7:00 a. m. on the following 
Monday. We received two credits for unloading these cars with- 
in 24 hours but why wouldn’t we be entitled to two additional 
credits because we unloaded the cars before they were checked 
by the yard clerk and when he did check them they were un- 
loaded. 

The principle idea of demurrage is to unload the carrier’s 
cars quickly and keep them in circulation, so why wouldn’t a 
shipper be entitled to some credit for his speed. You may say 
that the tariff makes no provision for this, but when the tariff 
was constructed the idea was that it should be on a fifty-fifty 
basis between shipper and carrier? 


Answer: Section A, Rule 9, Agent B. T. Jones, I. C. C. 1855, 
provides that: 


One credit wil be allowed for each car released within the first 
twenty-four (24) hours of free time. 


The provisions of its lawfully published tariff must be ob- 
served by a carrier and therefore no additional credits may be 
allowed beyond those provided for in Section A of Rule 9 of the 
Demurrage Tariff by a carrier under circumstances such as you 
outline. 

The reasonableness of the above quoted provisions of the 
rule, however, might be placed before the Interstate Commerce 
Commission for its consideration and conclusions. 

Routing and Misrouting—Conflict Between Rate and Route Not 
Covered by Conference Ruling 474-C When Initial Carrier 
Not Party to Rate Shown in Bill of Lading 
Missouri.—Question: Please refer to Volume 33, No. 1, page 
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South 
Bend 
Railroad 


CHICAGO DISTRICT 


Chicago is the largest rail center in the 
world. Thirty-eight railroads, including 23 
trunk lines and five electric railroads, ter- 
minate in this Metropolis of the Midwest. 


Seven belt and switching roads connecting 
with eight industrial lines having a total of 
more than 1,400 miles of track—one-third 
of the belt line mileage of the United States 
—are available in the Chicago District. The 
linking of the belt and trunk lines make a 
switching system compact almost beyond 
belief. 

Under the so-called Lowry agreement, 
terminals are open and Chicago net rates 
apply, with few exceptions, to and from all 


industries regardless of the road that gets 
the haul. This common rate basis, applic- 
able to the 1,750 square miles comprising the 
Chicago Terminal District, is of inestimable 
benefit to trade and industry. The Chicago 
South Shore & South Bend Railroad, the 
“South Shore Line,” connecting on this 
basis with the principal belt switching lines 
and many through routes, is in a position 
to render an unusual service to shippers 
and receivers throughout the country. 


The diagram below shows the physical 
layout of South Shore Line connections. 
For information beyond this, write or call 
your nearest representative—there is one not 
far from you. 


Traffic Department 


CHICAGO, ILL.—79 W. Monroe St., Phone Central 8280 


SOUTH BEND, IND. 


F. W. Shappert, Ass’t to Vice-President C. L. Binger, Ass’t General Freight Agt. 301 N. Michigan St., Phone Lincoln 5764 


William Petersen, Traffic Manager 


Kansas City, Mo. 
J. M. Purcell, Gen. Agt., 
717 Commerce Bldg., 


Cleveland, Ohio 
Fred N. Hait, Gen. Agt., 
1608 Williamson Bldg., 


Cleveland Phone Victor 0877 
Detroit, Mich. Los Angeles, Calif. 
Wm. H. McCloud, Gen. Agt., A. M. Culver, Gen. Agt., 
3-223 General Motors Bldg., 800 S. Spring St., 


Phone Empire 6640 Phone Trinity 0781 


W. R. Jones, Commercial Agent 
L. W. Hodgetts, Traffic Representative 


A. W. Oberfell, General Freight Agent 
R. E. Frantz, Traffic Representative 


New York City 

H. H. Meyer, Gen. Agt., 
1618 Transportation Bldg., 
Phone Bowling Green 0071 


Louisville, Ky. 

B. J. Webb, Gen. Agt. 
304 Lincoln Bldg., 
Phone Main 3003 
Minneapolis, Minn. Pittsburgh, Pa. 

Ernest Irber, Gen. Agt., A. Waldbauer, Gen. Agt., 
316 Corn Exchange Bldg., 528 Park Blidg., 

Phone Geneva 1068 Phone Atlantic 0174 


San Francisco, Calif. 


C 


. F. Arnold, Gen. Agt., 
620 Dollar Bldg., 


Phone Sutter 5019 


. CHICAGO & 
- CHICAGO 
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DISTRICT 
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40, also Volume 33, No. 22, page 1422, which refers to a case 
tried before the Commission called the “MCLean Case” and I 
think has to do with overcharges on a shipment due to the rate 
and routing shown on bill of lading not applying via the route 
shown. 

We have a case wherein the bill of lading showed the rate 
from St. Joseph to destination and the through routing was also 
shown on the bill of lading and the carriers advised us later that 
the rate would not apply via the route shown, and rendered us a 
due bill for additional charges. 

This bill, we declined payment of under authority of Con- 
ference Ruling 474. They, in turn, cited us to the above case 
for authority for collecting the charges. 

Would appreciate your advising what was involved in this 
case. 

Answer: In its opinion in McLean Lumber Co. vs. L, & N. 
R. R. Co., 22 I. C. C. 349, the Commission holds that where a 
shipper tenders a shipment to a carrier with a bill of lading 
showing a certain rate, which rate is not applicable via any 
route in connection with that carrier but is applicable in. con- 
nection with another line as initial carrier, the line to which 
the shipment is tendered is not obligated to deliver it to a com- 
peting line for the purpose of giving the shipper the benefit of the 
rate shown in the bill of lading. Conference Ruling 474-C has 
reference to a case where the carrier has a discretion or control 
of the matter of routing, that is, to a situation where it is possible 
for it to forward the shipment via a route over which the rate 
stated in the bill of lading is lawfully applicable and to which it 
is a party though not applicable via the route indicated by the 
shipper. The Confereyce Ruling does not contemplate that the 
initial carrier to whom the shipment has been delivered, shall 
ascertain whether a competing line can transport the shipment 
at a lower rate, and in that event turn it over to such line. 

We assume that the carrier to which you delivered the ship- 
ment was not a party via any route to the rate shown in the 
bill of lading. 

Routing and Misrouting—Bill of Lading Containing Destination 
Not on Railroad 

Missouri.—Question: A shipment is marked and billed to a 
town in Montana in error as it should have been marked and 
billed to a town of the same name in Missouri. The Montana 
town is inland and shipment is forwarded by Agent at point of 
origin of “X” railroad to the nearest railroad station, although 
shipment was correctly routed via “Y” railroad. The shipment 
was ordered returned by us to point of origin and round trip 
transportation charges paid. We are of the opinion that agent 
at point of origin did not use due diligence in accepting ship- 
ment inasmuch as bill of lading contained a routing that could 
not be complied with. If we had been called upon for correct 
routing error would have been detected and shipment sent to 
correct destination. Can you cite any I. C. C. or court decisions 
that verfy our contention that round trip transportation charges 
should be refunded. 

Answer: Conference Ruling 474 (c) states that the obliga- 
tion lawfully rests upon the carriers agent to refrain from execu- 
ting a bill of lading which contains provisions that cannot law- 
fully be complied with or provisions which are contradictory, and 
therefore impossible of execution. 

In Empire Lumber Co. vs. D. G., 88 I. C. C. 424, the Com- 
mission said that a carrier is liable for all damage directly 
flowing from the carrier’s execution of a bill of lading containing 
provisions which are impossible of execution. 


It is our opinion that the carriers erred in accepting for 
transportation the shipment in question under the bill of lading 
as executed by the shipper, in that the provisions thereof were 
impossible of execution, the destination shown therein not being 
a railroad station. We can locate no case specifically in point. 
However, see Riverside Western Oil Co. vs. Midland Valley R. R. 
Co., 42 I. C. C. 589. 

Trap or Ferry Car Movements—Absorption of Such Charges Not 
Applicable Unless Shipments 

Missouri.—Question: A less than carload shipment weighing 
7,800 pounds was delivered to carrier’s depot via trap car for 
shipment to destination in Illinois as 8,000 pounds, but carrier 
states that shipment could not be handled in this manner due to 
a recent Interstate Commerce Commission ruling. 

It was our contention that shipment would be billed to des- 
tination as 8,000 pounds at the rate applicable, which would 
effect a saving of $10.00 drayage in carting shipment to depot, 
as carrier absorbs the switching charge on shipments of 8,000 
pounds. 

Kindly advise Interstate Commerce Commission ruling and 
state if rule applies to intrastate as well as interstate traffic. 

Answer: It is the practice of carriers to absorb trap or 
ferry car charges, if and when such cars are loaded to a pre- 
scribed minimum. When that minimum is not loaded the applic- 
able less carload rate is assessable. See Trap or Ferry Car 
Service Charges, 34 I. C. C. 517; Lowrie Mfg. Co. vs. C. N. R. R., 
49 I. C. C. 64 and Macey Co. vs. P. M. R. R., 50 I. C. C. 555. 

In other words, under a trap car service the carrier agrees 
to perform switching service, thereby saving cartage expense 
to the shipper if and when the shipper tenders a certain amount, 
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in the instant case 8,000 pounds. If that amount is not received 
the service profitable to it. In this connection, it must be re- 
is the minimum amount the carrier considers necessary to make 
the service will not be performed. Here apparently 8,000 pounds 
membered that the carrier must switch the car to and from the 
industry or private track, therefore, it requires a certain mini- 
mum of freight for the outbound haul to compensate itself for 
the switching performed. Hight thousand pounds is the minimum 
figure for which this carrier apparently considers that it can 
afford to perform the trap car service in question. 


The lawfully published and filed tariff determines whether 
trap car services will be performed by a carrier and the basis 
prescribed therein cannot be deviated therefrom by either car- 
rier or shipper. 


Therefore, if the tariff in question provides for the absorp- 
tion of switching charges, if and when the minimum is 8,000 
pounds, such minimum must be loaded before the absorption 
can be made. If not, the carrier cannot legally absorb anything. 
To absorb the charges in the instant case would be contrary to 
the tariff and so illegal. 

We are not familiar with the intrastate cases, but usually 
the tariff rule is the same on intrastate as on interstate. Here, 
too, it depends on the application of the tariff itself. 

Allowances for Weight or Cost of Dunnage or Fixtures 

Minnesota.—Question: Will you please let me have your 


opinion and citation of any Interstate Commerce Commission 
decisions in regard to the following. 


We file an overcharge claim with (x) carrier for allowance of 


400 pounds additional blocking over and above the allowance 
prescribed in the tariff for dunnage. The allowance of 500 
pounds per car dunnage is covered by Item 21 of Transcontinent- 
al Eastbound Tariff No. 28-H, I. C. C. 1169. 

The expense bill and bill of lading both carried the nota- 
tion to allow for 400 pounds additional blocking and here is 
what the agent at point of origin has to say: 


Shippers are quite wrong. It was this way. Certain (x) carriers 
gondolas such as this one have sheets of steel plate on the inside 
for braces. They are narrow at the top and widen to about 16 inches 
or 18 inches at bottom. They are made of material about one-half 
inches thick. If soft cedar poles are placed against these braces the 
shaking in transit causes the braces to cut into the poles sometimes 
very deep, and as a preventative measure the shipper of this load 
placed 4 pole butts probably four or five feet long in the car leaned 
so as to hold the lading from the braces. These butts were estimated 
would weigh around 100 pounds each. 


Our contention in the matter is that should we have loaded 
these poles without putting into this car these pole butts to 
protect the poles from damage that the carrier would have been 
called upon to pay a claim for damage which would exceed the 
amount we are endeavoring to collect as an overcharge. 

Isn’t it compulsory that a carrier be required to furnish 
equipment suitable for loading a shipper’s commodity. If it is 
why should we be penalized as in this case? 

Answer: Freight charges on a shipment must be assessed 
in accordance with the provisions of the legally published and 
filed tariffs and inasmuch as the applicable tariff provided for an 
allowance of only 500 pounds per car, no additional amount may 
be deducted from the weight upon which freight charges are 
assessable. 

Whether an allowance in weight to cover the weight of the 
pole butts should be made is a matter for determination by the 
Commission. See Dunnage Allowances, 30 I. C. C. 538; Con- 
tinental'Can Co. vs. B. & O., 38 I. C. C. 618; Aetna Explosives 
Co. vs. P. R. R. Co., 52 I. C. C. 173, and California Wholesale 
Potato Dealers Assn. vs. A. E. R. R. Co., 52 I. C. C. 334. 

As to whether the carriers should furnish the pole butts, 
see the Commission’s opinion in Perishable Freight Investigation, 
56 I. C. C. 449, 557 and Rutherford-Brede Co. vs. D. G., 61 I. C. C. 
515, on pages 516 and 517 of which latter case the Commission 
said: 


Complainants’ witness further testified, and defendant conceded, 
that the permanent false floors in the Great Northern’s refrigerator 
cars did not afford sufficient protection for potatoes during severely 
cold weather, which was true also of the refrigerator cars without 
permanent false floors, and that it was the custom of defendant to 
install temporary false floors in all such cars under option No. 2 
during the time of year at which the nine cars moved. The initial 
line required its connecting lines to return these and similar false 
floors to it, or to pay to it $12 per car. During the winter of 1917- 
1918 other shippers of potatoes in Minnesota experienced difficulty 
in getting adequately equipped cars at points on the Great Northern 
and defendant was not able to furnish cars with proper false floors 
at such points. 

Defendant contends that there is no competent evidence in the 
record of refusal to accept the shipments without the special floors; 
and that defendant, having taken the risk, had the right to furnish 
whatever equipment he considered necessary. 

In view of the defendant’s admissions that the cars were not and 
could not be properly equipped by him, and that damage was likely 
to result at that time unless temporary false floors were installed, 
complainants contend that they should not have been compelled to 
ship without such floors, knowing that the potatoes would be frozen 
in transit; and that such action on their part might have subjected 
them to criminal liability for deliberately destroying foodstuffs. They 
further contend that, having paid the charge of 6 cents per 100 
pounds for the protective service, in addition to the usual transporta- 
tion charges, a service which defendant failed fully to perform, they 
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Five trunk line railroads from the West and South have direct 
switching connections with the Port of Newark waterfront and ware- 
houses. Loaded cars that would ordinarily be tied-up in the west 
Hudson yards for two to ten days can be unloaded the day they arrive 
at destination when consigned to Port of Newark. 


It is conservatively estimated that shippers through the Port of 
Newark saved $75,000 on interest charges alone last year, due to this 
expeditious handling—in addition to the competitive advantages accru- 
ing from getting their products into the hands of consignees two to ten 


days quicker! 
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are entitled to a refund based upon the cost to them of furnishing 
the temporary false floors. 

Section 15 of the act to regulate commerce contained the pro- 
vision now found in paragraph (13) of Section 15 of the interstate 
commerce act as follows: 

“The Commission may, * * * determine what is a_ reasonable 
charge as the maximum to be paid by the carrier or carriers for the 
services so rendered or for the use of the instrumentality so furnished, 
and fix the same by appropriate order, * * *.’’ 

The United States Supreme Court, in Interstate Commerce Com- 
mission vs. Diffenbaugh, 222 U. S. 42, 46, said that our power theré- 
under is to fix the maximum to be paid as an allowance. In exercise 
of this power we may not require a carrier to make an allowance or 
fix the precise amount, and it is doubtful whether we can award 
damages for failure to pay except in cases where the allowance is 
published in the carrier’s tariffs and is not more than reasonable for 
the service. We think that the amount here claimed is reasonable, 
but any redress to which complainants may be entitled would seem 
to rest with the courts. 


See also Columbia Mills vs. D. L. & W., 118 I. C. C. 112, 116 
and Colorado and Utah Coal Co. vs. D. & S. L. R. R. €o0., 85 
I. C. C. 545. 


HOCH-SMITH GRAIN 


The first part of the hearing in docket 17000, part 7, rate 
structure investigation, grain and grain products, which began 
at Chicago before Commissioner Meyer and Examiners Mackley 
and Hall November 29, was concerned with an effort to deter- 
mine what bearing the freight rate has on the price the farmer 
receives for his grain. The purport of the testimony of a series 
of witnesses (grain men) on that subject was that the cash 
price, which the farmer receives was determined by the so-called 
future’s price, and that that, in turn, was determined by the 
export demand and wofld conditions generally. It was brought 
out that, in the opinion of the witnesses, the freight rate out 
of the market figured in the future’s price because the specu- 
lator must have some idea what rate he would pay outbound 
in case he was called on to make delivery, which sometimes 
happens. The function of the speculator was described as a 
necessary part of the market operation, as he gives the neces- 
sary turnover to enable the successful conduct of the so-called 
hedging operations, in which, it was said, all buyers indulge. 

In the early schedule of the hearings, it was planned that 
the hearing at Chicago would be principally devoted to testimony 
bearing on the export situation, but up to December 9, it had 
largely been concerned with winding up testimony introduced 
at the Minneapolis and Wichita hearings. The present plan of 
procedure provides for continuance at Chicago until December 
21, when an adjournment will be taken to January 10. On that 
date the hearing will reconvene at Chicago for the purpose of 
taking testimony pertaining the Illinois intra and inter state 
rates and export rates. Examiner Mackley estimated that ap- 
proximately 17,000 pages of testimony had been taken in the 
seventeen weeks, approximately, the hearing has been in prog- 
ress, counting the time continuously. 

Considerable testimony of other than a commercial nature 
has been introduced at the Chicago hearing by representatives 
of the Kansas City, Omaha, Duluth, Minneapolis, and Milwaukee 
markets. 

F.. S. Kaiser, of the Duluth Chamber of Commerce, advo- 
cated application of a charge for transit privileges, wherever 
granted, and a charge above that for out-of-line haul, when it 
was granted to effect transit. That was in opposition to testi- 
mony previously introduced by F. B. Townsend, director of 
traffic of the Minneapolis Traffic Association, who had insisted 
that Minneapolis was at a disadvantage, as compared to other 
markets, and that transit at Minneapolis should be more gen- 
erally granted, permitting out-of-line hauls from the northwest 
at no charge over the through rate, where, for illustration, the 
manufactured product was moving on to Duluth for shipment. 

Mr. Kaiser said the practice of maintaining free transit and 
permitting out-of-line hauls “throws the gate wide open” to 
favoritism, unfair adjustments between markets, and wasteful 
transportation. He said he believed the rates in the northwest 
were high enough to permit reductions if such wasteful prac- 
tices as transit and out-of-line haul were abolished. He further 
urged that some adjustment be made as between the Minnesota 
intrastate scale and the interstate scale operative in the terri- 
tory to put an end to the numerous complaints of discrimination. 

L. R. Bitney, statistician for the Minnesota commission, 
testifying for Wyoming, said that, on the basis of the cost of 
transportation, Wyoming should not pay higher rates than ad- 
jacent states, such as Nebraska, Iowa, and Illinois. He advo- 
cated a basis of making rates on the general results of operation 
in appropriately grouped states. 


D. L. Kelly, of the South Dakota commission, also testified 
for Wyoming. He introduced numerous exhibits in support of 
his contention that the rates from points in Wyoming to markets 
were much higher than those applying from Nebraska and Mon- 
tana points to markets. He advocated the establishment of a 
standard scale or scales from the producing territory to the 
nearest primary markets, with proportionals, or some modifica- 
tion, beyond. He thought there should be three of such stand- 
ard scales applying to the markets from the producing terri- 
tories, with that applying to W. T. L. territory the lowest, to 
southwestern territory next, and to inter-mountain the highest. 
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J. L. Bowlus, Milwaukee Chamber of Commerce, asked the 
establishment of a mileage scale from Iowa, South Dakota, and 
Minnesota to Milwaukee and competing markets. He contended 
that Milwaukee did not have the advantage its location entitled 
it to and that the result of the application of a mileage scale 
would be lower earnings on the long hauls to Milwaukee and 
would properly relate it to the other markets. It was his con- 
tention, also, that, if free transit was a burden on transportation, 
it should be curtailed. 

Some of the other witnesses were: W. A. Scott, Kansas 
City; W. K. Cole, Sheridan, Wyo.; W. B. Lathrop, Kansas City; 
H. J. Smith, Kansas City; W. A. Hottensen, Milwaukee. 

The following state commissioners were present: J. J. Mur- 
phy, South Dakota; Frank Milholland, North Dakota; J. P. Neal, 
Washington; Commissioner Dalton, of Kansas, and Commis- 
sioner Allen, of Colorado. 


RATES ON PIG IRON 


At the further hearing in Docket 19699, St. Louis Coke and 
Iron Corporation (now the St. Louis Gas and Coke Company) 
against the A. G. S. and others, which began at Chicago before 
Examiners Hagerty and Clifford December 6, the complainant 
proposed two new scales, one of which it asked be applied to 
the movement of pig iron, carloads, in Illinois and adjacent por- 
tions of C. F. A. territories and the other W. T. L. territory up 
to the Missouri River. The scale proposed for Illinois and C. F. 
A. territories starts with a rate of 60 cents for distances of 20 
miles and less and increases 10 cents for each succeeding block 
beyond, distance being measured in 10-mile blocks up to 100 
miles, 15-mile blocks from 100 miles to 280, 20-mile blocks from 
280 miles to 500 miles, and 25-mile blocks beyond. 


W. G. Strohm, traffic manager, St. Louis Gas and Coke Com- 
pany, said he arrived at his basic rate of 60 cents for the first 
twenty miles by averaging the principal switching rates in the 
Chicago district and the rates from Granite City, Ill. (his loca- 
tion), to deliveries in St. Louis, combining the two and taking 
the result. The basis he suggested for W. T. L. territory was a 
scale 10 cents higher. 


The complaint attacks the rates from competing producing 
points as preferential of complainant’s competitors, and the 
rates from Granite City as prejudicial to complainant. Unrea- 
sonableness is also charged. At the former hearing, which began 
September 15 at Chicago, complainant asked that the rates at- 
tacked be put on a basis of 14.7 per cent of first class. At that 
time complainant did not have exhibits to show what the result 
of that proposal would be, and by agreement of the parties the 
hearing was adjourned. 

With the opening of the further hearing, permission was re- 
quested to strike out the testimony introduced at the earlier 
hearing pertaining to the proposal made at that time for a basis 
of 14.7 per cent of first class and to substitute new exhibits for 
ones that went in at that time. Complainant’s witness put in a 
large volume of rate testimony designed to show that the rates 
from Granite City were too high as compared to the going rates 


from other producing points and to show that there was little 


co-relation between mileage and rates in the territory generally. 


Up to noon of December 9, some eighteen interveners had 
testified. The general import of their testimony was to oppose 
the introduction of a mileage scale as a basis for making rates 
in the territory, on the grounds that it would violate adjustments 
of long standing on which the business has been built up, and 
that complainant’s proposal would mean increases in rates that 
were not justified. It was pointed out that the application of the 
complainant’s proposal would mean a reduction ‘in present rates 
for short hauls but would mean increases on traffic moving dis- 
tances between two and three hundred miles. Considerable was 
made of the fact that the complainant had apparently made no 
effort to tie the rate of progression set up by his scale to that 
of any other scale fixed by the Commission or in effect, and 
that his method of arriving at a basis for the short haul rates 
was not sound. 


R. K. Keas, traffic manager, Laclede Steel Company, Alton, 
Ill., a large consumer, said the effect of the proposal would be 
to close the St. Louis market to competition. It was his conten- 
tion that, while complainant’s proposal would give low rates to 
the territory immediately surrounding St. Louis, it would in- 
crease complainant’s disadvantage outside that area and would 
be generally harmful to consumers. Considerable testimony was 
introduced by him and other intervening witnesses in support of 
the contention that the complainant had more than an adequate 
market to absorb its production in the immediate vicinity of 
Granite City, and to which it was not at a disadvantage. 


Some of those who appeared were John C. Ryan, for twenty- 
five consumers in the St. Louis district; J. D. Forest, By-Products 
Coke Corporation, Chicago; W. T. Mellow, Liberty Foundry Com- 
pany, St. Louis; Lewis B. Boswell, Quincy Freight Bureau, 
Quincy, Ill.; R. B. Coapstick, Indiana State Chamber of Com- 
merce; P. I. Pierce, Terre Haute Chamber of Commerce; T. E. 
H. Snow, Deere & Company, Moline, Ill.; S. G. Creswick, Du- 
buque Shippers’ Association, and E. O. Anderson, Rock Island 
(Illinois) Chamber of Commerce. 
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BOXBOARD IN ROLLS 








TYPICAL SHIPMENT OF BARRELS 


ACME UNIT-LOAD—the modern method of bracing 
shipments (in units) in the box car with flat steel 
bands,—is rapidly replacing the old method of wood 
blocking shipments, which is expensive, both in material 
cost and labor. 


Easy and simple to use; no skilled labor or power of 
any kind is required. Effects savings on freight 
charges, too, by eliminating the usual heavy and ineffi- 
cient wooden dunnage. 


Customer 
Goodwill 
Is Of 
Priceless 
Value 
To Your 
Business 


ACME 
UNIT-LOAD 
Builds Confidence 
In Your Service 
By Assuring 
Safe Delivery 
Of Your Product 
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— Delivering the Goods! 





DOUBLE CARLOAD OF STRAWBOARD 


ACME UNIT-LOAD is applicable to practically 
every commodity shipped in freight cars. Pictures on 
this page give an idea of a few of the many ways it 
may be employed. Every day hundreds of shipments 
bound in this manner are being received in perfect con- 
dition because these units do not resist, but absorb, the 
shocks of transportation. ’ 

Our Engineers are ready to help you. Let them tell 
you how ACME UNIT-LOAD can be adapted to your 
shipments. 


BRANCH OFFICES IN PROMPT SERVICE 
ALL PRINCIPAL CITIES ON ACME PRODUCTS 


2840 ARCHER AVENUE 


CHICAGO 















































































































Digest of New Complaints 


No. 19924. Sub. No. 1. S. J. Peabody Lumber Co., Columbia City, Ind., 
vs. Pennsylvania et al. 

Charges in violation of sections 1, 2, 3, 4 and 6 of the act, on 
rough lumber from Columbia City, Ind., to Chicago and Deering, 
Ill. Asks rate not exceeding 16 cents and reparation. 

No. 19958. Sub. No. 1. S. J. Peabody Lumber Co., Columbia City, Ind., 
vs. Pennsylvania et al. 

Charges in violation of sections 1, 2 and 4 of the act, on rough 
lumber from Bourbon and Columbia City, Ind., to Grand Haven, 
Mich. Asks rates for future and reparation. 

No. 20315. Peninsula Exchange, Inc., Pocomoke City, Md., vs. Aroos- 
took Valley et al. . 

Unreasonable rates on Irish potatoes from points in Aroostook 
county, Me., to points on eastern shores of Maryland and Virginia. 
Asks rates for future and reparation. 

No. 20317. Bedford Pulp & Paper Co. Richmond, Va., vs. C. & O. et al. 

Rates in violation of section 3 of the act, on pulp board from 
Big Island, Va., to Atlanta, Ga. Asks rates no higher than from 
Roanoke Rapids, N. C., to Atlanta published in Seaboard Air 
Line tariff I. C. C. A-7205. , 

No. 20323. Mesa Orchard Co. et al., Boise, Ida., vs. Oregon Short Line 
et al. 

Rates, fares and charges in violation of sections 1 and 3 of 
the act, on fruit, especially apples, peaches and pears, and lumber, 
box shooks, barrels, baskets, fruit spray and other commodities, 
originating or destined at or to points on Pacific & Idaho Northern. 
Asks rates for future. 

No. 20324. Thomas J. Locke et al., Columbus, Miss., vs. Abilene & 
Southern et al. 
Rates in violation of sections 1 and 3 of the act, on cabbage, 
otatoes and other vegetables from points in Texas, of which 
redo and Harlington are typical, to Columbus, Miss. Asks 
rates for future and feparation. : 
No. 20325. Duffy-Trowbridge Stove Mfg. Co., Hannibal, Mo., vs. 
Santa Fe et al. 

Rates and charges in violation of sections 1 and 3 of the act, 
on sand from Arenzville, Dallas City, Ottawa and Utica, Ill., to 
Hannibal, Mo. Asks rates for future and reparation. 4 

No. 20326. Lummis & Co., ,Philadelphia, Pa., vs. Albemarle Steam 
Navigation Co. et al. ’ 

Unreasonable and prejudicial rates on peanuts from points in 
Virginia and North Carolina to Philadelphia, Pa. Asks rate for 
future and reparation. 

No. 20327. Squeez Ezy Mop Co., Inc., New Orleans, La., vs. New 
Orleans & North Eastern et al. . 

Unreasonable charges on mop handles from Lumberton, Miss., 

to New Orleans, La. Asks reparation. : 
No. 20328. The Carey Salt Co., Hutchinson, Kan., vs. Kansas City, 
Mexico & Orient et al. 

Rates and charges in violation of sections 1 and 4 of the act, on 
salt and salt blocks from Hutchinson, Kan., to Custer City, Okla. 

sks reparation. ; 

No. 20329. oard of Railroad Commissioners of South Dakota, Pierre, 
8. D., va. C. B. & Q. et al. : 

Rates and charges in violation of sections 1 and 3 of the act, 
on coal from mines in the Kirby, Sheridan and Hudson districts 
of Wyoming to points in South Dakota. Asks rates for future. 

No. 20330. International Filter Co., Chicago, Ill., vs. Santa Fe et al. 

Rates in violation of sections 1 and 4 of the act, on sand from 
Red Wing, Minn., to Stillwater, Okla. Asks rates for future and 
reparation. 

No. 20331. Lone Star Gas Co. et al., Dallas, Tex., vs. C. R. I. & G. 
et al. 

Unreasonable rates on wrought iron or steel pipe and meter 
service boxes between points in Texas and Oklahoma. Asks cease 
and desist order and reparation. 

No. 20332. — Box Board & Paper Co., Lafayette, Ind., vs. C. 
B. & Q. et al. 

dates in violation of section 6 of the act, on straw board 
from Lafayette, Ind., to Des Moines, Ia. Asks cease and desist 
order and reparation. 

No. 20333. S. S. Howes Co., Inc., Silver Creek, N. Y., vs. Lehigh Valley 
et al. 

Charges in violation of section 6 of the act, on coffee separators 
from Silver Creek, N. Y., to New York City, for export. Asks 
cease and desist order and reparation. 

No. ei A. L. Sidebottom Lumber Co., Meridian, Miss., vs. Mobile 
& oO. 

Rates and charges in violation of sections 1 and 6 of the act, 
on lumber from points in Mississippi and Alabama to points in 
Alabama, Missouri, Illinois and Tennessee. Asks reparation. 

No. 20335. Mid-West Box Co., Chicago, Ill., vs. Michigan Central et al. 

Charges in violation of section 6 of the act, on baled waste pa- 
per from Chicago, Ill., to Kokomo, Ind. Asks cease and desist 
order and reparation. 

No. 20335. Sub. No. 1. LaFayette Box Board & Paper Co., Lafayette, 
Ind., vs. Cc. I. & L 

Charges in_ violation of section 6 of the act, on waste paper, 
baled, from Chicago to Lafayette, Ind. Same prayer. 

No. 20336. James S. Kirk & Co., Chicago, mom, a &. &. C. & H. i. 

Charges in violation of section 6 of the act, on soap from Chi- 
cago to Indianapolis, Ind. Asks cease and desist order and repara- 


tion. 
No. 20337. Leonard, Crosset & Riley, Inc., et al., Cincinnati, O., vs. 
Aransas Harbor Terminal et al. 

Unreasonable rates on potatoes from points in eastern North 
Dakota and western Minnesota (Red River Valley) to points in 
Kansas, Oklahoma, Texas, Louisiana, Arkansas and issouri. 
Asks rates for future and reparation. 

No. 20338. American Asphalt Roof Corporation et al., Kansas City, 
Mo., vs. Santa Fe et al. 

Charges in violation of section 6 of the act, on building and 
roofing materials, rubber tires and tubes, scrap rubber, soap, soap 
powder, sal-soda, silicate of soda, carbonate of soda, soda ash, 
caustic soda, sulphate of soda, slate, slate dust, ground or crushed 
slate, machinery, butter, eggs, poultry, chinaware, earthenware, 
glassware, kitchen cabinets, tables, furniture, canned goods, candy, 
pees, paper articles, wire, wire fence, nails, stables, binder board, 

ox board, chip board, wood pulp board, fibre board, pulp board, 
strawboard, wallboard, paving and roofing materials, syrup, mo- 
lasses, cotton piece goods, iron and steel articles, fresh meat, pack- 
ing house products, hides, paints and varnishes from Frankfort, 
Indianapolis, Kokomo, Logansport, and Plymouth, Ind., and points 
east thereof in eastern states to points in Colorado, Iowa, Kansas, 
Missouri, Nebraska, Utah and yoming and from states just 
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named to Frankfort, etc. 

aration. 

No. og The Larabee Flour Mills Co., Kansas City, Kans., vs. Frisco 
et al. 

Unreasonable and illegal charges and rates on grain products 
from Clinton, Mo., to points in Alabama, Arkansas, Illinois, Iowa, 
Louisiana, Minnesota, Missouri, Nebraska, Dakotas, Tennessee 
and Texas. Asks reparation and other relief. 

No. 20340. Acme Brick Co. et al., Fort Worth, Tex., vs. A. & S. et al. 

Rates in violation of sections 1, 3 and 13 of the act, on brick 
and other clay products in the uniform brick list from points in 
Texas, Oklahoma and Arkansas to points in New Mexico. Asks 
rates for future. 

No. oy Frank M. Weaver & Co., Inc., Lansdale, Pa., vs. Reading 
et al. 

Unreasonable rates on structural iron and steel such as beams, 
channels, angles, columns, etc., from Lansdale, Pa., to Atlantic 
City, N. J. Asks rates for future and reparation. 

No. a Itasca Cotton Mfg. Co., Itasca, Tex., vs. Boston & Albany 
et al. 

Charges in violation of section 6 of the act, on textile machinery 
and cottonmill looms from Biddeford, Me., and Lowell and other 
points in Massachusetts to Itasca, Tex. Asks reparation. 

No. 20342. Sub. No. 1. C. R. Miller Mfg. Co. et al., Dallas, Tex., vs. 
B. & O. et al. 

Same complaint and prayer as to textile machinery from Bidde- 
ford, Me., and Lowell and Newton Upper Falls, Mass.. to Love 
Field, and Waco, Tex. 

No. 20343. Arcady Farms Milling Co., Inc., Chicago, Ill., vs. C. B. & Q. 

Rates and charges in violation of sections 1, 2, 3, 4 and 6 of the 
act, on alfalfa hay, alfalfa meal, alfalfa feed, mixed and blended 
products and kindred commodities from points in Missouri, Ne- 
braska, Colorado, Wyoming and Montana to North Kansas City, 
Mo., there milled in transit and shipped to interstate destinations; 
defendant alleged to refuse to permit milling and grinding of 
alfalfa hay in transit. Asks rates for future and reparation. 

No. 20344. Mason Fibre Co., Laurel, Miss., vs. New Orleans & North- 
eastern et al. 

Rates and charges in violation of sections 1, 3 and 4 of the 
act, on insulating wall board from Laurel, Miss., to Lake Charles, 
La, Asks cease and desist order and reparation. 

No. ery ‘ Saiaieeeaite Public Service Co., Roswell, N. M., vs. Santa 

e et al. 

Unreasonable rates and charges on fuel oil from Enid and Yale, 
Okla., Amarillo and Wichita Falls, Tex., to Roswell and Carls- 
bad, N. M. Asks rates for future and reparation. 

No. 20346. E-Z Opener Bag Co., Decatur, Ill., vs. Illinois Central et al. 

Unreasonable rates on pulp wood from points in Mississippi to 
Braithwaite, La. Asks rates for future and reparation. 

No. 20347. Cairo (Ill.) Association of Commerce et al. vs. Angelina & 
Neches River et al. 

Rates in violation of sections 1 and 3 of the act, on walnut logs 
from points in Missouri, Arkansas, Louisiana, Texas, Oklahoma 
and Kansas to Cairo, Ill. Asks rates for future and reparation. 

No. bw Washington Paper Co. et al., Washington, D. C., vs. B. 
Unreasonable rates on paper cups from Chicago, New York and 
Brooklyn to Washington, D. C. Asks reparation. 


No. 20349. Arthur R. Baxter, doing business as Keyless Lock Co., In- 
dianapoils ,Ind., vs. Santa Fe et al. 
, Rates and ratings in violation of sections 1 and 3 of the act, on 
iron and steel post office equipment in official and western classi- 
a Asks rates and ratings for future from Indian- 
apolis, Ind. 


No. 20350. Samels, Bros. &-White Canning Co., Chaska, Minn., vs. M. 
& St. L. et al. 

Unreasonable rates on empty tin cans from Chicago, IIl., to 

Chaska, Minn. Asks reparation. 

No. 20351.. Richards Co., Inc., Boston, Mass., vs. B. & M. et al. 
. Unreasonable rate and charges on lead ashes from Edgeworth 
Station, Mass., to Matawan, N. J. Asks cease and desist order and 
reparation. 

No. 20351. Sub. No. 1. Same vs. Same. 

Rate and charges in violation of sections 1 and 3 of the act, on 
copper ashes, brass foundry cinders and residues from Edgeworth, 
Mass., to Laurel Hill, N. Y. Asks rate for future and reparation. 

No. 20352. W. E. Belcher, Centerville, Ala., vs. Mobile & Ohio. 

Charges in violation of section 6 of the act, on lumber from 
Centerville, Ala., to East St. Louis, Ill., reconsigned to Chicago, IIl. 
Asks reparation. 

No. 20353. Topeka (Kans.) Chamber of Commerce et al., vs. Atlanta, 
Birmingham & Coast et al. 

Rates and charges in violation of section 6 of the act, on dressed 
poultry, from Topeka and other Kansas points to Paducah, Ky., 
and points in Southeastern, Carolina, Trunk Line and New Eng- 
land territories. Asks reparation. 

No. 20354. S. L. Culler, proprietor of S. L. Culler Lumber Co., St. 
Louis, Mo., vs. C. & E. I. et al. 

Rates and charges in violation of section 6 of the act, on lumber 
from Buick, Mo., to Hillsdale, Mich. Asks reparation. 

No. 20355. Equitable Paper Bag Co., Inc., Brooklyn, N. Y., vs. New 
Haven et al. 

Unreasonable, discriminatory and prejudicial rates on paper from 
Holyoke, Mass., and other points in Massachusetts and Rumford, 
Me., to Brooklyn, N. Y. Asks rates for future and reparation. 

No. 20356. Times Publishing Co., Inc., Detroit, Mich., vs. Canadian 
Pacific et al. 

Rates and charges in violation of sections 1, 4 and 6 of the act, 
on newsprint paper from Sturgeon Falls and Iroquois, Ont., and 
Three Rivers, Quebes, to Detroit, Mich. Asks rates for future 
and reparation. 

No. or Brown Cracker & Candy Co., Dallas, Tex., vs. M.-K.-T. 
et al. 

Rates in violation of sections 1 and 3 of the act, on paper box 
board from Monroe, Mich., to Dallas, Tex. Asks rates for future 
and reparation. 

No. 16300. Sub. No. 4. Armstrong Packing Co. et al., Dallas, Tex., 
vs. A. & S. et al. 

Unreasonable rates and charges on crude cotton seed oil from 
points in Texas to Dallas, Sherman and Greenville, Tex., refined 
and shipped out from said points in form of refined cotton seed 
oil, sn stock, tank bottoms, etc, to points in Kansas, Nebraska, 
the Dakotas and states east thereof. Asks rates for future and 
reparation. 

No. 20078. Sub. No. 1. Baltimore & Carolina S. S. Co. of Baltimore 
City vs. Port Utilities Commission of Charleston, S. C., et al. 

Complainant says main complaint in No. 20078 seeks to recover 
on an alleged claim for demurrage from it on cars at Charleston, 
S. C., and that it asks an order requiring the steamship company 
to establish just and reasonable rules and regulations for inter- 
change of cars between the Port Utilities Commission and the 


Asks cease and desist order and rep- 
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HE fact that they sail under the Amer- 

ican flag—reach ports in all parts of 
the world—carry their cargoes safely and 
promptly to their destinations—and are 
under the direction of experienced Amer- 
ican operators whose advice has proven 
very helpful—has made the freight ser- 
vices operated for the United States Ship- 
ping Board an important factor in the 
expansion and enlargement of the export 


AMERICA FRANCE LINE 
Cosmopolitan Shipping Co., Inc. 
42 Broadway, New York City 
North Atlantic to French ports 
AMER. AUS. ORIENT LINE 
Swayne & Hoyt, Inc. 

430 Sansome St., San Francisco, Cal. 
Pacific Coast to Australia, New Zea- 
land, Straits Settlements 
AMERICAN DIAMOND LINES 
Black Diamond S. S. Corp. 

67 Exchange Place, New York City 
North Atlantic ports to Rotterdam, 
Holland, and Antwerp, Belgium 
DIXIE UK LINE 
Dixie Steamship Co. 
Whitney Central Bank Bldg. 
New Orleans, La. 

New Orleans to United Kingdom 
and Irish Ports 
DIXIE MEDIT. LINE 
Dixie Steamship Co. 
Whitney Central Bank Bldg. 
New Orleans, La. 

New Orleans to Mediterranean ports 
AMER. WEST AFRICAN LINE 
A. H. Bull & Co., Inc. 

40 West Street, New York City 
North Atlantic and Gulf ports to 
westcoast of Africa,includingAzores, 
Canary, and Madeira Islands 
AMER. MERCHANT LINES 
J. H. Winchester & Co., Inc. 

17 Battery Place, New York City 
ho and freight services to 

United Kingdom ports 
AMERICAN INDIA LINE 
Roosevelt S. S. Co., Inc. 

16 Beaver Street, New York City 
North Atlantic ports to Indian ports 
ATL. AUSTRALIAN LINE 
Roosevelt S. S. Co., Inc. 

16 Beaver Street, New York City 
New York to Australian ports 
Periodically the above two lines 

ine on an around the world 
the Suez Canal. 


GULF BRAZIL 
RIVER PLATE LINE 
Mississippi Shipping Co., Inc. 
Hibernia Bank Bldg. 
New Orleans, oo 
Gulf ports to Brazil and River Plate 
ports, east coast of South America 


GULF WEST 
MEDITERRANEAN LINE 
Tampa Interocean S. S. Co. 

919 Whitney Building, 

New Orleans, La. 

Gulf and South Atlantic pone to 
Portuguese, Spanish, and North Af- 
tican ports (west of Bizerta) 


MISSISSIPPI VALLEY 
EUROPEAN LINE 
Mississippi Shipping Co., Inc. 
Hibernia Bank Building 
New Orleans, La. 

New Orleans to French Atlanticand 
Belgian ports 
MOBILE OCEANIC LINE 

‘aterman S. S. Corp. 
Mobile, Ala. 
Mobile and Eastern Gulf ports to 
United Kingdom and continental 
European ports 


TRAFFIC WORLD 


FREIGHT SE 


CES 


Your Export TRADE 


trade of progressive American shippers. 

Specify American ships for your for- 
eign trade—there are more than 300 of 
them comprising 26 lines and they sail 
from Atlantic Coast, Pacific Coast and 
Gulf Ports to ports in the United King- 
dom, Irish Free State, Continental Europe, 
South America, the Orient, Dutch East 
Indies, Australasia, India and Africa — as 
a matter of fact, to all parts of the world. 


AM. ORIENTAL MAIL LINE 
Admiral Oriental Line 
1519 Railroad Ave., South 
Seattle, Wash. 


Puget S. ports on Pacific to Orient 
AMERICAN PALMETTO LINE 
South Atlantic Steamship Line 
Bay Street, East, Savannah, Ga. 
South Atlantic to United Kingdom 
and continental European ports 
AMERICAN PIONEER LINE 
(Atlantic Division) 
Roosevelt S. S. Co. 

16 Beaver St., New York City 
N. Atl. ports to Orient and 

tc 
(Gulf Division) 

Tampa Interocean S. S. Co. 
Whitney Bldg., New Orleans, La. 
Gulf ports to Orient and Dutch E. I. 
YANKEE LINE 
Rogers & Webb 
110 State Street, Boston, Mass. 
North Atlantic to German ports 


Passenger Services. Included in these services are the 
speedy passenger vessels of the United States Lines sail- 
ing from New York to principal European ports, also 
the American Merchant Lines ships which sail weekly 
between New York and London carrying a limited 
number of passengers at remarkably reasonable rates. 

For complete information oneither freight or passenger 
services as to rates, ships, dates of sailing, etc., write to 












UNITED STATES 


SHIPPING BOARD 


Merchant Fleet. 
Corporation. 


WASHINGTON, D. C. 
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AMERICAN REPUBLICS LINE 
C. H. Sprague & Son, Inc. 

33 Broad St., Boston, Mass. 
North and South Atlantic ports to 
Brazil and River Plate ports, east 

coast of South America 


TEXAS UKAY LINE 
Texas Oceanic S. S$. Co., Inc. 
Cotton Exchange Bldg. 


Galveston, Tex. 
Texas to United Kingdom ports 


OREGON ORIENTAL LINE 
Columbia Pacific Shipping Co., Inc. 
Porter Building, Portland, Ore. 
Columbia River ports on Pacific 
Coast to Orient 


ORIOLE LINES 
Consolidated Navigatien Co. 
Citizens National Bank Building 

Itimore, 
North Atlantic ports to west coast 
of United Kingdom and Irish ports 


SOUTHERN STATES LINE 
Lykes Bros.-Ripley S. S. Co., Inc. 
925 Whitney Central Building 

New Orleans, La. 
New Orleans and Texas ports to 
German and Holland ports 


TEXAS MEDIT. LINE 
Texas Oceanic S. S. Co., Inc. 
Cotton Exchange Bldg. 
Galveston, Tex. 

Texas to Mediterranean ports 


TEXAS STAR LINE 
Lykes Bros.-Ripley S. S. Co., Inc. 
925 Whitney Central Building 

New Orleans, La. 
Texas to French and Belgian ports 


UNITED STATES LINES 
45 Broadway, New York City 
Passenger, mail, freight services to 
England, Ireland, France and 
Germany 
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steamship company. Asks that necessary railroads be required 
to respond to the Port Utilities Commission and that they be re- 
quired to establish in conjunction with the steamship company 
rules and regulations affecting movement and interchange of traf- 
fic via complainant’s steamship lines and to and from complainant’s 
warehouses, and adjustment of demurrage charges. 
- 20132. Sub. No. 1. Washburn Crosby Co. et al., 
Mo., vs. U.P. et al. 

Rates and charges in violation of sections 1, 2, 3 and 6 of the 
act, on wheat flour and other grain products milled from wheat 
and corn which originated at points on U. P. in Kansas, forwarded 
to points in Kansas, Missouri and Arkansas. Asks rates and 
charges for future and waiver of collection of alleged under- 


charges. 
Sub. No. 1. East St. Louis Cotton Oil Co., Chicago, IIl1., 


Kansas City, 


20316. 
vs. Mobile & Ohio et al. 

Unreasonable rates on cottonseed from points in Tennessee, Mis- 
sissippi and Kentucky to East St. Louis, Ill. Asks rates for fu- 
ture and reparation. 

. 20335. Sub. No. 2. Continental Paper Grading Co., Chicago, IIl., 
vs. Michigan Central et al. 

Illegal charges on baled waste paper from Chicago to Lafayette, 
Ind. Asks reparation. 





MEN IN TRANSPORTATION 





Representative James §S. Parker, of New York, chairman of 
the House committee on interstate and foreign commerce, looks 
forward to final action at this session of Congress on a voluntary 
railroad consolidation bill. Approval of such a bill by the House 
is regarded as highly probable by the chairman, who is also 
of the opinion that the Senate will act favorably on such a 





JAMES S. PARKER 


measure. As in the Senate interstate commerce committee, 
proposed railroad consolidation legislation is to have the right 
of way in the House committee on interstate and foreign com- 
merce. Mr. Parker has reintroduced his bill providing for vol- 
untary consolidations and hearings will be begun at once. The 
end of the present session of Congress may see a Fess-Parker 
railroad consolidation act. 

Chairman Parker expects that his committee, after it dis- 
poses of the railroad consolidation bill, will take up proposed 
legislation for regulation of the motor vehicle in interstate 
commerce. The development of the motor vehiele as a carrier 
of persons and property in interstate commerce has reached the 
point where something must be done as to regulation of that 
phase of interstate commerce, in the opinion of the chairman. 
When Congress does act in that respect; Mr. Parker believes 
that it will provide for regulation of both the motor bus and of 
the motor truck and not deal with the problem piecemeal by 
first providing for regulation of the bus, as has been proposed, 
because of opposition to regulation of the truck. The “tramp 
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steamer” in the motor vehicle world will not be regulated, but 
those common carriers by motor vehicle that operate over reg. 
ular routes and under regular schedules must be subjected to 
regulation in the public interest, according to the view of Mr. 
Parker. The situation with respect to motor vehicle legislation, 
however, has not crystallized as it has with respect to railroad 
consolidation. Chairman Parker points out that a new kind of 
regulation is being proposed and that, naturally, it will take time 
to draft a law that will deal with the problem in an adequate 
way. He recognizes that there are now different points of view 
that will have to be reconciled, but he believes that motor ve. 
hicle regulatory legislation must be enacted—if not at this ses. 
sion of Congress, then at a later session. 

The request for a substantial increase in the capitalization 
of the Inland Waterways Corporation, the government’s barge 
line agency, will come before the House committee on interstate 
and foreign commerce for consideration if and when a Dill is 
introduced on that subject. The committee framed the legisla- 
tion creating the Inland Waterways Corporation, Representative 
Denison, of Illinois, a member of the committee, having had 
particular supervision of the preparation of the bill. Representa- 
tive Newton, of Minnesota, also a member of the committee, is 
an advocate of increased capitalization for the waterways cor- 
poration. 

Chairman Parker has been a member of the committee since 
1914. He succeeded Samuel E. Winslow, now chairman of the 
Board of Mediation, as chairman of the committee, in the Sixty- 
ninth Congress. Before coming to Congress, he served in the 
‘New York legislature and was chairman of the railroad com- 
mittee when the public service commission act of New York 
was revised to include telegraph and telephone company regu- 
lation. For the last fifteen years, Mr. Parker has been engaged 
in farming at his home at Salem, N. Y. He represents the 
twenty-ninth district of New York. He represented Washington 
county in the New York legislature in 1904, 1905, and from 1908 
to 1912. He was elected as a Republican to the Sixty-third Con- 
gress and has been reelected to each succeeding Congress. He 
was born at Great Barrington, Mass., June 3, 1867. He attended 
the public schools of his native town and completed his education 
at Cornell University. He taught school for several years at 
the St. Paul School, Concord, N. H., after leaving colleges He 
has lived at Salem since 1888.—S. H. S. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of Kalamazoo held its ninth annual dinner 
at the Columbia Hotel the evening of December 8, with an at- 
tendance of over 200. The occasion marked the end of the 
terms of office of President H. W. Moore and Secretary A. J. 
Dunning and the beginning of the term of the latter as presi- 
dent and of C. B. Tefft as secretary. The speakers were Major 
R. C. Cotton, of the U. S. Army, who explained the country’s 
present military establishment, and Harry A. Palmer, editor 
and manager of The Traffic World, who dealt with some of the 
things he thought threatened the welfare of the railroads with 
respect to revenue. The toastmaster was C. A. Buskirk, gen- 
eral sales manager of the Michigan Paper Company. Mr. Moore 
made a few remarks on the work of the club in the last year. 
E. E. Seger, a student at Kalamazoo College, who recently won 
a $250 prize offered by the American Railway Association, read 
his prize essay, “Cross Crossings Cautiously.” There was a 
program of entertainment, including songs and dances by Ray 
Campbell, of the Texas and Pacific, and music by the “Amer- 
ican Broadway” quartet of the Pennsylvania Railroad. The 
club at its election December 6 chose the following officers: 
President, Arnold J. Dunning, T. M., Kalamazoo Vegetable 
Parchment Company; Vice-President, Lester E. Weirs, Sec- 
retary Ryder Coal Company; Secretary, Clare Tefft, T. M., 
Chamber of Commerce; Treasurer, Claude Fenstermaker, T. M., 
Sutherland Paper Company; to replace retiring governor, H. W. 
Moore, freight agent, Pennsylvania Railroad. 





The Traffic Club of Syracuse will hold its annual dinner at 
the Hotel Syracuse January 19. Ira A. Campbell, New York, 
general counsel of the American Steamship Owners’ Associa- 
tion, will speak on “Present and Future of the American Mer- 
chant Marine.” 





George Hannauer, president of the Boston and Maine, was 
the guest of honor at a luncheon given by the Traffic Club of 
Chicago at the Palmer House, December 5. With him at the 
speakers’ table were many of his railroad associates of the days 
when his work was in Chicago and several industrial represen- 
tatives also. He talked interestingly of railroading in New 
England, likening the change in the New England attitude of 
complacency to that which has inspired the new Ford car. 
President A. E. Clift presided and there was a program of high 
class music. A meeting will be held in the club rooms Decem- 
ber 14. Samuel O. Dunn, editor of the Railway Age, will speak 
on “Railroad Valuations.” 





The Traffic Club of Newark held a meeting December 5. 
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John Chalfant, manager of the demurrage and reconsignment 
committee, American Railway Association, spoke on “Demur- 
rage and Reconsignment.” A Christmas party will be held at 
Stetter’s December 28. 





The Central Ohio Traffic Club will hold its bi-monthly meet- 
ing at Findlay, O., December 14. Dinner will be served at the 
Elks Club. A. P. Sandles will be the speaker. " 





The Toledo Transportation Club will hold a dinner at the 
Secor Hotel December 12, in honor of W. I. Nokely,. president 
of the club, who becomes traffic manager of the Michigan Al- 
kali Company, Wyandotte, Mich., January 1. 





The Pacific Traffic Association held its annual meeting at 
the Palace Hotel, San Francisco, December 6. Roger D. Lap- 
ham, president, American-Hawaiian Steamship Company, spoke 
on “The Menace of the Industrial Carrier to the Intercoastal 
Trade.” Joseph Vizzard, secretary, Drayman’s Association, 
spoke on “Registration of Motor Vehicles.” Gwyn Baker, attor- 
ney, spoke on “Shipping by Truck and Traveling on Rubber.” 
The delegate to the meeting of the Associated Traffic Clubs of 
America at Richmond made his report. 





There was an attendance of 846 at the annual dinner of 
the Traffic Club of St. Louis at the Hotel Statler December 5. 
John Hammill, Governor of Iowa, was the principal speaker. 
He declared that general prosperity depended on the harmonious 
interrelation and development of railway facilities, industry, 
agriculture, and finance of the country. Charles E. Watkins, 
educational director, American City Bureau, Chicago, was toast- 
master. The invocation was delivered by the Rev. William B. 
Lampe. Mr. Watkins stressed the greater co-operation between 
the railroads and the public apparent in the last few years and 
predicted fruitful results for the future. 





The following officers were elected by the Junior Traffic 
Club of Chicago at its annual meeting at the Palmer House 
December 1: President, George H. Shafer, International Har- 
vester Company; vice-president, Warren W. Brown, N. Y. C. & 
St. L.; secretary, James E. Paulan, Acme Steel Company; 
treasurer, George W. Amey, Grand Trunk; directors, D. W. C. 
Becker, LaSalle Extension University; William K. Jones, Amer- 
ican Petroleum Products Company; and C. W. Hester, Federated 
Metals Corporation. Numerous changes were made in the con- 
stitution and by-laws, including the addition of an educational 
committee to co-operate with the educational committee of the 
Associated Traffic Clubs of America. 





The Los Angeles Transportation Club, in conjunction with 
the Transportation Club of San Francisco, Long Beach Traffic 
Club, San Diego Traffic Club, Rail and Water Club of Los An- 
geles, and Southern California Passenger Association, arranged 
a program of entertainment for the delegates to the meeting 
of the Pacific Coast Transportation Advisory Board at Los 
Angeles December 8 and 9. A golf tournament was held at the 
Potrero Country Club December 8. A “Stag °49 Gold Camp 
Celebration” was held at the club rooms the evening of De- 
cember 9. William F. Lincoln, general freight agent, Union 
Pacific, was master of ceremonies. He was assisted by Harry 
R. Dorr, president of the Los Angeles club. 





The Transportation Club of St. Paul gave a dance at the 
Midway Club December 8. A luncheon meeting was held at the 
Saint Paul Hotel December 6. Mrs. Luella F. Nyhus, with the 
board of control, State Capitol, spoke on “Silent Workers.” 





The Transportation Club of Louisville will hold its annual 
meeting and election at the Kentucky Hotel December 20. Two 
tickets of nominations have been submitted to the members. 





The York Traffic Club held a meeting at the York Manu- 
facturers’ Association December 8. Dudley Bartlett, chief of 
the foreign trade bureau, The Philadelphia Commercial Museum, 
spoke on the development and handling of export business. 
Nominations, to be voted on at the annual election January 27, 
were presented. A banquet will be held January 19. 





The Transportation Club of Decatur will hold a meeting at 
the Decatur Club December 14. Officers will be elected. 





The Traffic Club of Wichita held a meeting at the Wichita 
Club December 8. The following officers were elected at the 
Sunset Inn December 1: President, W. F. VanNorte, general 
agent, Midland Valley-K. O. & G.; first vice-president, C. C. 
Reynolds, traffic manager, Wichita Flour Mills Company; sec- 
ond vice-president, H. E. Morris, assistant general freight and 
passenger agent, Frisco; secretary-treasurer, W. C. Morehouse, 
assistant traffic manager, Kansas Milling Company; directors, 
C. W. McKean, traffic manager, Southwest Cracker Company; 
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A. W. Dainton, city freight agent, Santa Fe; W. R. Pitts, com. 
mercial agent, Orient Lines; and B. F. Harris, city freight agent, 
Missouri Pacific. 





The Portland (Oregon) Industrial Traffic Club will hold its 
annual meeting and election at the Multnomah Hotel Janu 
9. There will be a program of entertainment. The club has 
begun the publication of The Traffic Manager, a “monthly jour. 
nal devoted to the development of industrial traffic manage. 
ment.” The December issue was the first. 





Joseph Schnitzler, attorney, Mt. Pleasant, Mich., will be the 
speaker at the tenth annual banquet of the Lansing Traffic Club 
at the Olds Hotel December 15. The Rev. Newell A. McCune, 
of the People’s Church, will deliver the invocation; an address 
of welcome will be made by Don C. Whitmore, president of the 
club; and Willard N. Sweeney, of the Michigan State College, 
will be toastmaster. There will be entertainment and music, 





The Traffic Club of Cleveland will hold its bi-monthly meet. 
ing at the Hotel Cleveland December 19. J. C. Stiers, superin- 
tendent of public schools, Washington, Pa., will speak on “The 
Part Railroads Have Had in the Development of the West.” 
H. D. Jouett will discuss the New Union Terminal Building and 
approaches, now under construction, for which he is chief en. 
gineer. J. E. Anderson, assistant general freight agent, Big 
Four, and president of the club, will be toastmaster. C. M. Dill 
worth will have charge of the program of entertainment and 
will lead the community singing. 





The Traffic Forum of New York will hold its monthly meet- 
ing at the Pennsylvania Hotel December 13. There will be a 
speaker and officers will be elected. 





The Junior Traffic Club of Minneapolis will hold its annual 
banquet in the rooms of the traffic club at the Nicollet Hotel 
December 12. B. W. Scandrett, general solicitor, Northern Pa- 
cific, will be the principal speaker. The Great Northern Quar- 
tette will present several selections. 





The Traffic Club of Kansas City will hold a meeting at the 
Hotel Baltimore December 13. Edwin A. Krauthoff will speak 
on “The Long and Short Haul Law of Missouri.” At the second 
annual Christmas service at the Hotel Baltimore December 20, 
the combined choirs of Grace and Holy Trinity and St. George’s 
Episcopal churches will render an elaborate musical program. 
The Rev. Robert Nelson Spencer, of Grace and Holy Trinity 
Church, will be the speaker. The ladies are invited. 





Daniel Upthegrove, president of the Cotton Belt, will be the 
speaker at the “Cotton Belt” day of the St. Louis Traffic Club, 
at the Chamber of Commerce, December 12. 





The Traffic Club of New Orleans will hold a luncheon at 
the Hotel Roosevelt December 12. The annual meeting will be 
held that evening at the Hotel Roosevelt. The polls for elec- 
tion of officers will be open from noon to 6:00 P. M. on that 
day. The result of the election will be made known at the 
evening meeting. A Christmas supper dance will be held at 
the Southern Yacht Club December 17. There will be a pro- 
gram of entertainment. 





The Transportation Club of Peoria will hold its annual din- 
ner January 17. W. L. Ross, president of the Nickel Plate, will 
be the principal speaker. 





At a meeting of the Traffic Club of Atlanta, November 21, 
the resolutions adopted by the Associated Traffic Clubs of 
America at Richmond were ratified. 





The Traffic Club of Tulsa held its weekly luncheon at the 
Mayo Hotel December 6. Dr. John D. Finlayson, president of 
the University of Tulsa, was the speaker. He told of the 
progress of the school and matters connected with it. L. S. 
Wicks, Kansas City Southern, was chairman of the entertain- 
ment committee. He was assisted by J. W. Underwood, assist- 
ant traffic manager, Independent Oil Company, and E. P. Rogers, 
general agent, M. & N. A. W. W. Stumph, president of the club, 
presided and announced that the installation of new officers 
would take place December 13. The following officers and 
members of the club attended the American Petroleum Institute 
at Chicago: J. B. Blanton, first vice-president and president 
elect, general agent, Kansas City Southern; Sid Meyers, direc- 
tor and first vice-president elect, traffic manager, Independent 
Oil and Gas Company; Harold Roe, director, traffic manager, 
Mid-Continent Petroleum Corporation; A. C. Holmes, Empire 
Refineries, Inc.; C. R. Musgrave, Phillips Petroleum, Company; 
H. C. Mulroy, Marland Refining Company; H. J. Andrew, gen- 
eral agent, C. & A.; and Robert Logan, general agent, Canadian 
National. 
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Personal Notes 





The general eastern agency of the Winston-Salem South- 
bound has been located in New York. The offices at Phila- 
delphia have been closed. J. H. Kinard has been appointed 
general agent at Atlanta. The position of commercial agent at 
Atlanta has been abolished. 

L. A. Burritt has been appointed assistant to general freight 
agent, Erie, at New York. W. H. Stadelman has been appointed 
assistant general eastern freight agent at New York, succeeding 
Mr. Burritt. T. E. McAndrews has been appointed city freight 
agent at New York, succeeding Mr. Stadelman. A. R. Walton 
has been appointed division freight agent at Jersey City, N. J., 
succeeding Mr. McAndrews. L. R. Knapp has been appointed gen- 
eral agent at Newark, N. J., succeeding H. B. R. Potter, who died. 
F. D. Hartnett has been appointed milk freight agent at Jersey 
City, N. J., succeeding Mr. Knapp. J. T. McEntee has been ap- 
pointed division freight agent at Paterson, N. J., succeeding Mr. 
Hartnett. H. A. Wilson has been appointed commercial agent at 
New York, succeeding D. F. Mattison, transferred. C. W. Fisher 
has been appointed traveling freight agent at Newark, N. J., suc- 
ceeding Mr. Wilson. C. A. Stoeber has been appointed city 
freight agent at Brooklyn, succeeding A. R. Walton, transferred. 

Sam C. Nash has been appointed assistant general freight 
agent, Roscoe, Snyder & Pacific Railway, at San Francisco. 

F. E. Jones, formerly manager, steamship department, Uni- 
versal Carloading and Distributing Company, of Texas, has been 
appointed general freight agent at Houston. 


CHICAGO SHIPPERS’ CONFERENCE 


“The Chicago Shippers’ Conference Association assembled 
at its regular monthly meeting today unanimously favors the 
reappointment of Commissioner Esch to the Interstate Commerce 
Commission. We respectfully urge this action upon you in view 
of the need for experienced men on the Commission at this time 
and the admirable record Mr. Esch has made. This association 
represents approximately 95 per cent of the shipping tonnage 
of Chicago,” said a telegram sent to President Coolidge, Decem- 
ber 7, following the regular meeting of the association. A simi- 
lar telegram was sent to Senator Watson, of Indiana. According 
to the voiced memory of those present at the meeting, it was 
the first time the association had ever made recommendation 
of a specific individual for a Commission appointment. It was 
the opinion of those present that the situation, and Mr. Esch’s 
being a member of the Commission, warranted the action. 

At the same meeting, a resolution was adopted providing 
that the association “undertake to represent the Chicago dis- 
trict, generally, throughout the conduct” of docket 19610, switch- 
ing rates in the Chicago switching district, the Commission-in- 
stituted general investigation in the matter, hearing on which 
is to begin at Chicago January 11. The resolution provided that 
contributions be solicited in the name of the association to meet 
expenses, and included a reiteration of former statements of 
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the association that the best interests of Chicago required the 
retention of the Lowry agreement, blanketing all commodities 
under a single rate, with certain exceptions. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended December 3 totaled 14,043 cars as compared with 12,679 
cars (revised) the preceding week and 15,187 cars in the cor. 
responding period of 1926, according to reports from carrierg 
received by the Bureau of Agricultural Economics of the De. 
partment of Agriculture. Shipments were reported as follows: 

Apples, 2,270 cars; cauliflower, 147 cars; cabbage, 439 cars; celery, 
653 cars; cucumbers, 13 cars; imports, 1 car; eggplant, 6 cars; grape- 
fruit, 702 cars; imports, 34 cars; grapes, 401 cars; green peas, 68 cars; 
imports, 1 car; lemons, 178 cars; lettuce, 910° cars; miscellaneous 
melons, 18 cars; mixed citrus fruit, 340 cars; mixed deciduous fruit, 
11 cars; mixed "vegetables, 454 cars; onions, 467 cars; oranges, 2,283 
cars; imports, 21 cars; pears, 79 cars; peppers, 117 cars; spinach, 240 
cars; string beans, 198 cars; imports, 2 cars; sweet potatoes, 436 cars; 
tomatoes, 51 cars; imports, 29 cars; potatoes, 3,542 cars; imports, 47 
cars. 


COAL PRODUCTION AND SHIPMENT 


Soft coal production the week ended November 26 was esti. 
mated by the Bureau of Mines of the Department of Commerce 
at 8,838,000 net tons, a decrease of 1,160,000 tons as compared 
with the preceding week. There were five working days in 
the week ended November 26 on account of the Thanksgiving 
holiday. Anthracite production was estimated at 1,286,000 net 
tons, as against 1,951,000 tons in the preceding week. 

Tidewater bituminous coal shipments the week ended No- 
vember 26 were reported as follows: From Hampton Roads, 
425,185 net tons, of which 222,935 were for New England deliy- 
ery; from Charleston, S. C., 3,543 tons. 

Bituminous coal dumped into vessels at Lake Erie ports 
the week ended November 27 totaled 663,110 net tons. Anthra- 
cite shipped from Lake Erie ports totaled 68,757 net tons. 

Cars of coal forwarded over the Hudson River to eastern 
New York and to New England the week ended November 12 
were reported as follows: Bituminous, 1,839; anthracite, 3,731. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
November 15-22, inclusive, was 301,398, an increase of 49,749 
cars as compared with the preceding period, according to the 
car service division of the American Railway Association. The 
average daily shortage was 4 refrigerator cars. The surplus was 
made up as follows: 


Box, 116,589; ventilated box, 502; auto and furniture, 18,528; total 
box, 135,619: fat, 8,955; gondola, 65,424; hopper, 61,510; total coal, 
126,934; coke, 1 331; S. D. stock, 15, 237; D. D. stock, 2, 582; refrigerator, 
9,075; tank, 388; miscellaneous, 1,272; total, 301,393. 

banned ian roads reported a ‘surplus of 5, 600 box, 400 auto and 
furniture, 300 flat and 400 S. D. stock cars. 


CHANGE IN DOCKET 


Hearing in No. 19876, set for December 5, at Boston, was 
postponed. 


Docket of the Commission 





NOTE—iItems In the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


December 12—Brookhaven, Miss.—Mississippi Railroad Commission: 
Finance No. 6567—Joint Application pd lHinois Central R. R. and 
Mississippi Valley Co, for authority to abandon a portion = a line 
of railroad from a point near Brookhaven to Monticello, 


December 12—Washington C.—Examiner Berry: 
19943—Potomac Poultry rosa € Co., Inc., vs. Penna. R. R. et al. 


December 12—Washington, D. C.—Examiner Weems: 
18368—National Tube Co. vs. Director General, as agent. 


December 12—Washington, D. C.—Examiner Brinkley: 
Valuation No. 1074—In re tentative valuation a the property of 
Wilmington Ry. Bridge Co. (further hearing). 


December 12—Washington, D. C.—Examiner Boyden: 
Valuation No. 1006—In re tentative valuation of the properties of 
the Mo. Pac. R. R. et 
Valuation No. 410—Arkansas Central R. R. Co. 
Valuation No, 818—Natchez & Southern Ry. Co. 
Valuation No. 957—Natchez & Louisiana Ry. Transfer Co. 
Vatuation Ne. 967—Coal Belt Electric Ry. Co. 
Valuation No. 970—Union Ry. Co. (Memphis, Tenn.) et al. 


December 12—Washington, D. Cane «ey 
20138—The Jessup & Moore Paper Co. vs. - & Y. Ry. et al. 
December 12—Washington oe C.—Examiner wikis 
Finance Nos. 5968, 5969 and 5970—Gainesville Midland 
Reorganization (further hearing). 


December 14—Argument at Washington, D. C.: 
18017—A. C. Dutton Lumber Corp > 


% = . H. & BH. R. R. et al. 
17991—City of Providence vs. N. rey N > a s 


N. 
H. R. R. et al 








December 14—New Orleans, La.—Examiner Disque: 
1. #5 . 3013—Switching Setwoen Lake Charles, La., and West Lake, 


December 15—Argument at Washington, D. ae : 
16285 (and Sub. 1)—White Provision Co. vs. B. & A. ‘Ry. et al. 
a a _ Butter, Egg, Cheese ar Poultry Assi. vs. Sou. 
ac. Co. et 
Fourth Section Application No. 11428. 


December 15—Lakeland, Fla.—Commissioner McManamy: 
18187—Transportation of Strawberries in carload lots from Florida, 
Georgia, Alabama, North Carolina, South Carolina and Virginia to 
points in Official Classification Territory. 


December 16—Argument at Washington, D. C.: 
18364—Georgia Public Service Commission vs. A. C. | ae 8 
18111—Corning Glass Works et al. vs. N. Y. C. R. rn’ et al. 


December 16—Little Rock, Ark.—Examiner Disque: 
1. & S. 2992—Switching at Little Rock and N. Little Rock, 
* 1. & S. 2992 (1st — order)—Switching at einen Rock and 
¥ Little Rock, Ar 
December 17—Argument at Washington, D. 
a te ee Traffic Assn. vs. C. M. % St. 
1. & S. 2735—Transit Provisions on Grain and ebsites” ae. des- 
tined to Duluth, Minn., and related: points. 
December 19—Kansas City, Mo.—Examiner Disque: 
I. & S. 3010—Furnishing suitable cars for loading flour and other 
grain products. 
1.-& S. 3010 (ist supplemental Cote ntining suitable cars for 
loading flour and other grain products 
December 19—Washington, D. C.—Assistant Director Burnside: 
Finance No. 1165—In the Matter = the Application of the New York 
Central R..R. for Sg acquire control of the Chicago 
River & Indiana R. R. and Chicago Junction Ry. 
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December 19-20—Argument at Washington, D. C.: 
a Oe 2 Slaughterers’ Traffic Assn. et al. vs. N. Y. C. 


et al. 
16844 (and Sub. Nos. 1 to 3, incl.)—Swift & Co. vs. A. T. & S. F. 


Ry. e a 
17411 (and Sub. Nos. 1 to 3, incl.)—Kennett-Murray Livestock Buy- 
ing Organization et al. vs. A. C. & Y. Ry. et al. 
December — Francisco, Calif.—Railroad Commission of State of 
alifornia: 

Finance No. 6508—Application of Western Pacific R. R. for authority 
to acquire the railroad of the Union Belt Ry. of Oakland and to 
construct certain extensions thereto. 

December 21—St. Louis, -Mo.—Examiner Disque: 

I. S. 3011—Grain and its products from Kansas cote, | Mo., Duashe, 
Nebr., and St. Louis, Mo., to B. C. R. R. and St. L. K. & 8 
R. R. stations. 

December 21—Argument at Washington, D. C.: 

16493—Beaumont Export & Import Co. vs. La. De R. R. et al. 
16699—Crerar Clinch Coal Co. vs. A. A. R. R. 

18170—United Paperboard Co., Inc., et al. vs. = ‘ot ~ Y. Ry. et al. 


December 22—Argument at Washington, mp Cs 
18031—American Motor Body Corp. et al. vs. B. & O. R. R. et al. 
18158—Iowa Soap Co. vs. C. B. & Q. R. R. et al. 
17742 (and Sub. 1)—The Palmolive Co. vs. A. T. & S. F. Ry. et al. 


December 23—Argument at Washington, D. C.: 
19613—Federated Metals Corp. vs. Sou. Ry. et 2 
19225—Federated Metals Corp. vs. oe4 R. 
19394—Elk Refining Co. vs. A. C. L. R. R. eta 
19695—Federated Metals Corp. vs. C. R. R. w N. J. et al. 


December 28—Argument at Washington, D. C.: 
— (and Sub. Nos. 1 to 3, incl.) —Potomac Electric Power Co. vs. 
& O. Ry. et al. 
19885 Mages Car Corp. vs. D. L. & W. R. R. 
13546—Kanawha Black Band Coal Co. et al. vs. C. & O. Ry. et al. 
~~ Black Band Coal Co. et al. vs. tatoude Central 
Ry. et a 
December 29—Argument at Washington, D. C.: 
19021—J. M. Card Isumber Co. va. N. C. & St. L. Ry. 
19111—Gutmann and Co. vs. B. & O. R. R. et y 
19244—Buckeye Cotton Oil Co. vs. B. & O. aa . et al. 


December 30—Argument at ee, ey 
19072—Chapman-Price Steel Co. ‘s A. # 3. F. Ry. et al. 
19252—Colgate & Co. vs. T. & J. Me 
18598—D. ” Stickell & Sons., Inc., ".. ow Md. Ry. et al. 

January 4—Knoxville, Tenn. —Examiner McChord: 
19235—Knoxville Freight Bureau et al. vs. Southern Ry. et al. 

° 200s1—Knoxville Freight Bureau et al. vs. Mo. Pac. R. R. et al. 


January 4—Washington, D. C.—Examiner Glover: 
* Fourth Section Aetlesion 13251—Filed jointly by Southern Ry., 
Southern Freight Assn., and American Short Line R. R. Assn. 


January 4—Washington, D. C.—Examiners Marchand and Walton: 
Valuation _ so re tentative valuation of the property of the 
M. & St. 
Valuation No. 760— Seattle, Port Angeles & Western Ry. 
Valuation No. 768—Bellingham & — Ry. 
Valuation No. 771—Gallatin Valley R 
Valuation No. 794—Puget Sound & Wiliapa Harbor Ry. 
Valuation No. 797—Milwaukee Terminal Ry 
Valuation Ne. 798—Tacoma Eastern R. R. 


January 4—Washington, D. C.—Examiner enewven: 
Fourth Section Application No. 1841 et al. 


January 4—Washington, D. C.—Assistant Director Burnside and Ex- 
aminer Devoe: 

Finance No. 4705—In the Matter of the Application of William T. 
Kemper, receiver of Kansas City, Mexico & Orient R. R., for au- 
thority under Section 20a of the Interstate Commerce Act to issue 
and pledge a receiver's certificate for $1,000,000. 

Finance No. 4813—In the Matter of the Application of the Kansas 
City, Mexico & Orient Ry. for a certificate of Public convenience 
and necessity under paragraph (18) of Section 1 of the Inter- 
state Commerce Act to acquire and operate the properties of the 
Kansas City, Mexico & Orient R. R. 

Finance No. 4814—In the Matter of the Application of the K. C. M. 
& Ry. for authority under paragraph (2) of section 5 of the 
interstate commerce act to acquire control of the Kansas City, 
Mexico & Orient Ry. of Texas by purchase of capital stock and 


bonds. 
Finance No. 4826—In the matter of the Application of the K. C. M. 
Ry. for authority under section 20a of the interstate com- 
ie act to issue its capital stock and to assume obligation and 
liability in respect of certain notes. 
sae iy 5—Argument at Washington, D. C.: 
& S. 2990—Absorption of Drayage Charges on lead or zinc ore 
‘or concentrates by Southwest Missouri R. R. 
January 5—Argument at Washington, D. C.: 
ryt a A. Krause Milling Co. vs. B. & O. R. R. et al. 
1. & S. 2897—Newsprint Paper from pts. in Ontario and Quebec, Can., 
to Nashville, Tenn. 
py ftom, F ie. C—-uomainnt McChord: 
estern Carolina pers’ Assn. et al. vs. Southern R 
* 20049—Jefferson Wood Workin ng Co., Inc., vs. L. & N. R. R. ‘i 
dommery 6—Argument at Washington, D. C.: 
12726—Hagerstown Chamber of Commerce, Inc., vs. W. . Ry. et al. 
15345—Tidewater Portland Cement Co. et al. vs. C. & P. R. R. et al. 
15354— Waynesboro Chamber of Commerce et al. vs. W. Ma “Ry. et al. 


THE TRAFFIC WORLD 









Vol. XL, No. 


16845 (and Sub. — 4 to 7, incl.)—Iola Cement Mills Traffic Ags, 
et al. vs. A. & V. et al. 
16988—Oklahoma Port ind Cement Co. vs. A. & V. Ry. al. 
oo Section Applications No. 462, 638 and 12050 of re A. Lelang 
agent. 
January 6—Ft. Worth, Tex.—Examiners Money and Esch: 
Heyy 8—Cottonseed, its products and related articles. 
. & S. 2759—Cottonseed and related vegetable products from South. 
"Western territory to Central, Eastern and Southern territories, 
1. & S. 2820—Vegetable oils and related articles in Official Classificg. 
cation territory. 
Vegetable oils and oil foods from Texas to Ft. Wayn = 
“Ind., and Buffalo, z. 
& s. 2026 Verstable oils in Official Classification territory. 
¢ S. 2995—Vegetable oils and related articles in Official Classificg. 
* Hon territory. 






























































































American Linseed Co. vs. B. R. & P. Ry. et al. 
jaees—Spences ae & Sons vs. B. R. & P. Ry. et . 
15425—International + % Oil Co. et al. vs. A. & R. R. et al 
ee — _—s Nos, 1 » incl.)—Armstrong Packing 5 vs. A 

y. et al. 





as ey” eee Association of Chicago Heights. vs. B. & 0, 

17270 “(and d Sub. 1)—American Linseed Co. et al. vs. N. Y. S. & VW, 
t al. 

17380 oS F. Simonins’ Sons vs. C. lL. & W. R. R. et al. 

17457—Humphreys-Godwin Co., Inc., vs. A. & 8. Ry. et al. 

18026—Arkansas Cotton Seed Crushers’ Assn. vs. A. C. & Y. Ry. etal 

18379—Texas Cottonseed Crushers’ Assn. et al. vs. A. & R. R. R 


et al. 
18405—Interstate Cotton Oil Refg. Co. vs. C. B. & Q. . R. et al. 
18841—Alabama Cottonseed Crushers’ Assn. vs. L. & N. R. R. 
18890—Lever Bros. Co. vs. B. & A. R. R. et al. 

18935—East St. Louis Cotton Oil Co. vs. A. & S. Ry. Fs  . 


ae Cottonseed Crushers’ Assn. vs. C. . & P. Ry, 
et al. 

19088—The Blanton Co. vs. A. & V. Ry. et “. 

19141—The Refuge Cotton Oil Co. et al. vs. et al, 


& V. Ry. 

19162—The Southern Cotton Oil Co. vs. I. oy R. R. et al. 

19165—The Procter & Gamble Mfg. Co. vs. A. & B. B R. R. et al, 

bag! Sy Sub. No. ae a Arizona Ginners and Crushen 
et al. vs. Apache Ry. et al. 

i9i7e— National Cottonseed Products Corp. et al. vs. A. & V. Ry, 


19194--‘The Procter & Gamble Co. ve. . & S. ‘a4 et al. 


19245—The Procter & Gamble Co. vs. B. J O. R. R. et al. 
19270—The Southern Cotton Oil Co. vs. A. & R. R. et al. 
19307—National Cottonseed Products Corp. vs. A. & N. W. R. R. etal. 
19325—The Southern Cotton Oil Co. vs. A. & R. R. R. et al. 
19336—Portsmouth Cotton Oil Refg. Co. vs. D. L. & 4 R. R. et al. 
19533—East St. Louis Cotton Oil Co. vs. S. p. Co. et al. 

19551 (and Sub. 1)—Rome Soap Mfg. Co. vs. C. . & W. R. R. etal 


19642—Elberton = Mills vs. V. & C. S. R. R. et 
raco Milli Co. vs. A. & S. Ry. et al. 
20067—San Diego Oil Products Corp. vs. S. D. & A. Ry. et al. 
20066—San Diego Oil Products Corp. vs. Holton inter-Urtan Ry. et al. 
20130—Buckeye Cotton Oil Co. et. al. vs. A. & R. R. et al. 
20142—Portsmouth Cotton Oil Refg. Co. vs. A. & R. R. et al. 
20161—The Best Foods, Inc., vs. C. R. R. of N. J. et al. 
January 7—Asheville, N. C.—Examiner McChord: 
* —_—ae Carolina Shippers’ Assn. et al. vs. A. C. L. RR 
eta 
* Portions of Fourth Section Applications Nos. 1625, and 1780, 2055, 
an 
* 20048—Western Carolina Shippers’ Assn et al. vs. Sou. Ry. 
January 9—Asheville, N. C.—Examiner McChord: 
* 19898—Western Carolina Shippers’ Assn et al. vs. A. S. Ry. et al. 
* Portions Fourth Section Application Nos. 542, 3965, 1952 and 1548. 
* 20052—Western Carolina Shippers’ Assn. et al. vs. N. & W. Ry. et al. 
.* 20148—Western Carolina Shippers’ Assn. et al vs. Sou. Ry. Co. 


January 9—Washington, D,. C.—Examiner Vipeuee: 
19887—Allendale Grocery Co. vs. A. C. L. R. R. et al. 
20019—Allendale Grocery Co. vs. C. & W. C. Ry. et al. 


aaa : 9—Washington, D. C.—Director Mahaffie and Examine 
olster: 

Finance No. 5690—Application N. Y. C. R. for authority to ac- 
= uire control by lease of the railroads of the Cleveland, Cincinnati, 

hicago and St. Louis Ry., the Michigan Central R . R. and Chi- 
cago, Kalamazoo & Saginaw Ry. 

Finance No. 5688—Application C. C. C. & St. L. Ry. for authority 
to acquire control by lease of the railroads of the Cincinnati 
Northern R. R., the Evansville, Indianapolis and Terre Haute Ry. 
(Further hearing.) 


January 9—St. Paul, Minn.—Examiners Stiles and Parker: 
17000—Rate Structure Investigation, Part Nine, Livestock—West- 
ern District Rates. 
ey” a National Live Stock Assn. et al. vs. A. T. & S. F 


15868 Lacs Stock Traffic Assn. vs. A. & S. Ry. al, 
15686—American Natl. Live Stock Assn. et al. = A. T. & S. F. By. 


et al. 
eae eee City Live Stock Exchange et al. vs. A. T. & S. F. 


Ry. 
16131— Healy & Co. vs. A. T. & S. F. are et al. 
19042 (and Sub. 1)—D. G. Vick et al. vs. T. & S. F. Ry. et al. 
i ee ee Livestock Shippers’ Arramne Assn. vs. Gt. 
y. et al. 
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BOSTON 


BOSTON TIDEWATER TERMINAL, Inc. 
J. M. Hoffman, V. P. & Gen’l Mgr. 
666 Summer S8t., Boston 


Adequate, modern dockage facilities, direct 
rail connection all railroads— direct dis- 
charge ship to cars and cars to ship—storage 
direct from ship—no transfer or trucking 
charge. A mile of berthing space — Piers 
100 feet wide. Open storage 
for lumber, pig iron and 
similar bulk cargoes. 


BUFFALO 


KEYSTONE WAREHOUSE CO. 
Seneca and Hamburg Streets 
Buffalo, N. Y. 
W. J. Bishop, General Supt. 
Strictly modern warehouses lo- 
cated at the “Hub” of the whole- 
sale and retail districts. Served by 
all railroads entering Buffalo, in- 
cluding the Great Lakes steamers 
and N. Y¥. Barge Canal lines. Also 
by all suburban auto trucking com- 
panies. General warehousing with 
pool car distribution and cartage 
facilities, 






PHILADELPHIA 


PHILADELPHIA TIDEWATER 
TERMINAL 


G. M. Richardson, Gen. Mgr. and 
Treasurer 


10 Chestnut St., Philadelphia 


Berths for 15 largest ocean cargo carriers 
—2 reinforced concrete and steel fireproof 
warehouses—over one million sq. ft. covered 
storage space available — Lowest insurance 
rates — Exceptional facilities for handling 
both general and bulk cargoes — No light- 
erage — Railroad storage yard 500-car ca- 
pacity — Tracks extend entire length all 3 
piers —25 acre yard adjacent to piers for 
storage and distribution of lumber. 
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The Chain of Tidewater Terminals 


Allied Inland 


Warehouses 





NEW YORK 
ATLANTIC TIDEWATER TERMINALS 
G. W. Green, V. P. & Gen’l Mgr. 
17 State St., New York 
Two modern fireproof double-decked piers, 1320 ft. 
long, 150 ft. wide—located foot 58th St., Brooklyn— 
within free lighterage limits, affording shipments via 
all railroads—slips 250 ft. wide—Quicker docking and 
undocking, faster arrival and departure. Best labor 
conditions—Faster loading and discharging—Less 
stevedoring costs. No lighter or barge detentions— 


No long trucking—No piling—Maxi- 
mum dispatch. Fireproof storage di- 
rect from ship—No trucking or 
transfer charge. Reasonable stor- 
age and handling charges. 


PHILADELPHIA 


MERCHANTS WAREHOUSE CO., 
10 Chestnut St., Philadelphia, Pa. 
Snowden Henry, Supt. 


Eleven mammoth warehouses, with 
floor area of 1,300,000 square feet, 
served by Penn. R. R. sidings. Larg- 
est operators of public warehouses 
in Philadelphia. Equipped to fur- 


nish any kind of service incident to 
handling of package freight on L. 
Cc. L. shipments. Low insurance. 
Libe goods. 


advances on stored 


NORFOLK 


NORFOLK TIDEWATER 
TERMINALS, INC. 

J. A. Moore, Manager, 

‘ Norfolk, Va. 

Three piers, each 1300 ft. long—4 open 
bulkhead berths—8 warehouses with 2,200,- 
000 sq. ft. space— Warehouses served by 
depressed tracks and concrete drives. Re- 
ceiving, delivering and classification yards 
have over 4,000-car capacity — Every mod- 
ern device for rapid and economical handling, 
all classes of cargo — Forty acres open stor- 
age space for lumber, metals and ores. No 


lighterage. Served by Norfolk’s eight Trunk 
Lines. 


The above means great money saving to you. Read carefully —then direct 
your freight to be delivered to these spl Bp Rc 






NEW YORK 





endid terminals, and warehouses. 


All structures are concrete and steel, completely sprinkler protected, affording greatest safety 
and security with lowest possible insurance rates. Our Single Unit Policy of administration under a 
management specializing in the operation of terminal and warehouse facilities insures uniform stand- 
ards of service to vessels and shippers alike. Our service costs no more — why pay as much for less? 

Write or telephone the company nearest to you and our rates and arrangements will be promptly 
furnished, together with descriptive illustrated folder. 


HARVEY C. MILLER, President 
319 Commercial Trust Building, Philadelphia, Pa. 
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Great Northern 


“A Dependable Railway” 


--A Reputation Justly Earned Because Its Speedy and 
Dependable Freight and Passenger Service Between 


4y No. 25 











St. Paul, Minneapolis, Duluth, Superior, Sioux City, 
Winnipeg, Billings, Butte, Spokane, Portland, Seattle, 
Tacoma and Intermediate Points 


is made possible by competent crews 
operating First-Class Equipment, Perfect 
Roadbed, Automatic Electric Block Sig- 
nals, Modern Motive Power, Including 
Oil-Burning and Most Powerful Motor 
Generator Electric Locomotives. 


JISHURIGVM SINVHOUIW 





Route of the 
New Oriental Limited 
A train of extra quality but no extra fare 
Daily between Chicago and the Pacific Northwest 
G. H. Smitton A. J. Dickinson 
Freight Traffic Manager Passenger Traffic Manager 
St. Paul, Minn. St. Paul, Minn. 
H. G. Dow M. J. Costello 
Assistant General Freight Agent Western Traffic Manager 
New York City Seattle, Wash. 
| T. J. Shea, Assistant General Freight Agent, 79 W. Monroe St., Chicago, III. 





Great Northern Railway 
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Gerrard Diagonal Strapping 


Under the new Gerrard Method 
of metal bracing wood crates and 


cases, two continuous binders are 
used, being so stretched around 
the corners that they diagonally 
brace both sides and both ends of 


the container. 


Crates and bulky cases at best are 
weak, and nailing easily loosened. 
Hease, nailed band iron, or diag- 
onal wood strips 
are not strong, 
and do not pro- 
vide the proper 
tension. Wire, 
with the greatest 
tensile strength, 
is preferable, be- 
cause it holds the 
crate as if in a 
vise and is an ab- 
solute guarantee 


of a container’s reaching destina- 
tion in good shape. 
The Gerrard Method of Diagonal 
Strapping is cheaper than bracing 
with wood, saves in shipping 
weight, saves in space (eliminates 
the outside strips), and is ideal for 
recoopering:crates in freight 
houses where they must be re- 
paired and strengthened to pre- 
vent subsequent 
damage to con- 
tents. 


We will gladly - 


send a Gerrard 
packing expert to 
help apply the 
Gerrard Method 
to your particu- 
lar problems. 
Where shall we 
send him? 


The GERRARD COMPANY, Inc. 


1944 S. 52nd Avenue 
CHICAGO, ILLINOIS 
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Merchants Bank Bldg. 


KANSAS CITY 
Railway Exchange Bldg. 


INDIANAPOLIS 


tic Bidg. ® 
® 


HAVANA 
Manzana de Gomez 


® DETROIT 
® 


Hippodrome Bldg. 


® DENVER 
Boston Bldg. 


@ CLEVELAND 


Southern Pacific Bldg. 


® CHICAGO—PASSENGER 
DEPT., 33 West Jackson 


@ CHICAGO—FREIGHT DEPT. 


Ellicott Square Bldg. 


® CINCINNATI 
Dixie Terminal 


® BUFFALO 


Weedward Bidg. 


® BOSTON 


Old South Bldg. 


® BIRMINGHAM 


209 Morris Bldg. 


® BALTIMORE 
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TEXAS—THE PROGRESSIVE 


VERY large city in Texas, practically all 
medium sized cities and hundreds of the 
smaller important centers are served by South- 
ern Pacific Lines thru the important gateways of 
New Orleans, Shreveport, Denison, Sherman, Plano, 
Corsiciana, Ennis, Ft. Worth, Dallas, El Paso and 
other junctions. Southern Pacific Lines also serve 
the deep water ports of Sabine, Sabine Pass, Port 
Arthur, Beaumont, Houston, Texas City, Galves- 


ton, Corpus Christi and Brownsville and afford 
direct thru routes into Mexico via El Paso, Eagle 
Pass, Brownsville and thru their connections via 
Laredo. 

Texas’ natural resources in minerals, agriculture, 
horticulture and manufacturing possibilities have 
scarcely been scratched. Above all, with its fine 
climate, wonderful educational facilities and the 
high class of its citizenry is a good place to live 
and establish your business. 


Write, telegraph or ' phone 
@ ‘‘General Agent, Southern Pacific Lines’’ ® 


SOUTHERN PAciFic LINES 


The Postman Knows Him 
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